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COLORADO AND RATE ADVANCE 

Whatever be its conviction that the five per cent 
increase in freight rates asked by western carriers ought 
not to be granted and that it would be harmful to the 
state’s agricultural interests, it seems to us that the state 
has gone to unusual and unwise lengths in showing its 
agricultural destitution. According’ to evidence intro- 
duced by state officials, farmers are failing to earn a liv- 
ing, and a man who tries to earn a living by farming is 
in danger of the poorhouse. Almost every kind of ex- 
hibit that could be imagined was offered to show this sit- 
uation except, perhaps, an exhibit showing the great in- 
crease in the number of poorhouses in the state in recent 
years and the increase in the proportionate number of 
poverty-stricken farmers occupying these homes. That 
is bad publicity for any state, no matter what its condi- 
tion. Of course, the condition has been exaggerated. 
We have no doubt but that, if we were of counsel for 
the railroads in this case we could dig up some official or 
semi-official document, published under the auspices or 
with the approval of state officials, showing the desir- 
ability of settlers choosing Colorado for their homes. It, 
too, no doubt, would be exaggerated, but, at least, it 
would be better publicity. The effort that is being made 
in this case by those opposed to the freight rate increase 
casts far in the shade the so-much ridiculed. poverty pleas 
made by the carriers not so long ago when they were 
asking relief and for the cooperation and sympathy of 
shippers. 

This is only one of the interesting phases of this 
case. Another is this: Assume that the railroads need 
an increase in their western rates and that the law says 
they should have it. Assume also the truth of what 
Colorado says about its condition and the effect an in- 
crease in freight rates would have in making that condi- 
tion worse. How would you decide the case with re- 
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spect to Colorado and other territory similarly affected? 
Of course, if what Colorado says is true and the facts are 
presented convincingly, the carriers themselves must be 
convinced, and they would be foolish to insist on the in- 
crease or to take it if it were offered, for higher rates 
would do no good if the volume of business done was 
reduced. They do not advocate rates higher than the 
traffic will bear. 

There is only one possible decision the Commission 
can make in this rate advance case that will not result 
in confusion. That is a devision that the carriers are not 
entitled to an increase. Then, just or unjust as such a 
decision might be, there would be nothing farther to con- 
sider. But suppose the Commission thinks carrriers are 
entitled to an increase. Then what about the Hoch- 
Smith resolution, which says rates must be reduced on 
agricultural commodities? And, quite aside from any 
question of the Hoch-Smith resolution, if the Commis- 
sion takes any stock at all in the expressions of distress 
from Colorado and other such regions, and believe in the 
theory that they need decreases in rates rather than in- 
creases on agricultural commodities and that an increase 
would add to their distress, how will the Commission go 
about it to distribute the increase so that it will fall 
where it ought to fall and not where it ought not to fall? 

It is no small problem that confronts the Commis- 
sion. It would be simplified with the elimination of the 
Hoch-Smith resolution, but, with that resolution on the 
books, we do not see how it is to be decided at all with 
any intelligent result except, as we have said, on the 
theory that the carriers are not entitled to an increase. 
Of course, that would be to ignore the law, which says 
how much they are entitled to earn, but we are looking 
at the matter now merely from the practical and not 
from the moral point of view. We wish some of the men 
who are spending their time, money and brains running 
about the country asking foolish questions at these hear- 
ings would stop for a little while, concentrate on the 
larger problem, and endeavor to agree on a policy that 
might get us somewhere. About the only impression 
one gets from attending the hearings in this case is that 
they are unutterably foolish and wasteful. 


THE AGRICULTURAL CONFERENCE 
President Coolidge has approved a recommendation 
of Robert D. Carey, of Wyoming, chairman of the 
President’s Agricultural Conference, to the effect that 
the Conference should not be called back into session. 
So far as the regulation of railroad rates is concerned, 
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it would have been most fortunate if this Conference, 


created for the purpose of making recommendations 
designed to aid agriculture, had never been called into 
session. 

Final approval by Congress of the Hoch-Smith rate 
revision resolution may be credited largely to the fact 
that the Conference recommended action along that line. 
In an official announcement of the disbanding of the 
Conference, the following statement is made: 

Believing that an early and thorough revision of the freight 
structure as pertaining to agricultural products was necessary, the 
Conference recommended the passage of House Joint Resolution 
No. 94, which directed the Interstate Commerce Commission to 
take action whereby the lowest possible rates could be granted to 
agricultural products. This resolution was enacted and hearings 
are now being conducted by the Interstate Commerce Commission. 

Thus the Conference pats itself on the back, although 
evidence that its recommendation was unwise, to put it 
mildly, has been accumulating in substantial volume 
since the Commission put in motion the machinery neces- 
sary to give effect to the mandate of Congress that an 
investigation be made. 

Credit is taken by the Conference for the enactment 
of the Hoch-Smith resolution and it is fully entitled to 
that credit, but the statement that House Joint Resolu- 
tion No. 94 was enacted by Congress is, as we pointed 
out when the Hoch-Smith resolution was approved, not 
correct. House Joint Resolution No. 94 was the original 
rate revision resolution introduced in the House Decem- 
ber 17, 1923, by Representative Hoch of Kansas. This 
resolution was not pressed for passage, Mr. Hoch later 
having introduced a second resolution which was finally 
made a part of the Hoch-Smith resolution as it was 
finally adopted. However, each of the resolutions was 
born of the desire to have agriculture placed on a pre- 
ferred basis with respect to freight rates. One resolu- 
tion with that object in view was just as good, in the sight 
of the Agricultural Conference, as any other resolution 
with a different official designation.and with different 
phraseology, so long as the Commission was directed “to 
take actton whereby the lowest possible rates could be 
granted to agricultural products.” The Conference’s 
“swan song” thus constitutes additional evidence as to 
the intent back of the Hoch-Smith resolution. 


The Agricultural Conference was largely responsible 
for the Hoch-Smith resolution being “pushed over the 
line.” This resolution was sleeping quite soundly when 
the Conference aroused it by its recommendation to 
President Coolidge. Senator Smith, of South Carolina, 
at that time chairman of the Senate interstate commerce 
committee, who held the conference report on the resolu- 
tion, had shown no disposition to bring the resolution up 
for consideration. A White House breakfast was given, 
however, at which the recommendations of the Confer- 
ence was considered. Senator Smith was present. A few 
hours after that breakfast, the senator called up the con- 
ference report on the resolution and it was adopted. Per- 
haps some credit should go to the “breakfast” for adop- 
tion of the resolution but, in the main, the Conference 
must not be denied the glory of its achievement. 

As to the qualifications of the Conference to make 
any recommendation with respect to the regulation of 
railroad rates, it will be remembered that in one of its 
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reports it found that the Commission “has failed or has 
been unable to recognize its responsibility as an advocate 
of the shipper and has developed into a court,” and that 
“there are few, if any, courts where it is more expensive 
or more difficult to obtain relief, neither is there any 
court more deliberate in reaching its decisions after a 
case is presented.” These declarations aroused the Com- 
mission, which rarely makes formal.answer to criticism 
of it, to send a letter to President Coolidge informing 
him of the misinformation possessed by his Agricultural 
Conference. The Commission said it felt that “some of 
the seeming misapprehensions of the Conference could 
have been cleared away by inquiry of us thereon, or by 
reference to our annual reports, our rules of practice, or 
our long maintained procedure and the decisions of the 
Supreme Court in reviewing our actions.” The Com- 
mission said it was not its view that it was “responsible 
as an advocate either for the shipper or for the carrier,” 
and that it seemed to it that the Conference had “over- 
looked completely the nature of the responsibilities of 
the Commission under the transportation act, 1920, for 
the maintenance of an adequate national rail transporta- 
tion machine, and lays unwarranted emphasis on the 
situation of particular shippers or groups, without re- 
gard to the national policy, as declared by law.” 

Thus, the Commission, in polite language, passed on 
the qualifications of the Conference with respect to reg- 
ulation of rates. We wish the evil that this Conference 
has done might be buried with it. 


SECTION 500 DUTY 

Application of the Green Coffee Association of the 
San Francisco Chamber of Commerce and of Swayne & 
Hoyt, Inc., the latter operators of the Shipping Board’s 
Panama-Argentine-Brazil Line, for suspension of a pro- 
posed reduced westbound rate on green coffee from New 
Orleans and gulf ports to the Pacific coast, serves to 
renew attention that may have heretofore been given to 
section 500 of the transportation act, 1920, particularly 
to the indefiniteness of its terms in laying a duty upon 
the Commission, if the section be read as imposing a duty, 
upon that body. There is no doubt about the definite- 
ness of duties laid upon the secretary of war by that sec- 
tion, in the matter of collecting, compiling and circulat- 
ing data. At no point in the section, however, is the 
Commission even mentioned. It, however, has consid- 
ered arguments based on the section and his discussed 
the subject as if the section carried a definite mandate 
from Congress to observe the declared policy and per- 
form its duties in connection with the carriers under its 
jurisdiction to the end that the Congressional policy 
might not be defeated. No objection has been raised to 
anything the Commission has done in observance of the 
section. What criticism there has been has run toward 
the point that it had not done enough for the ships. 


A query arising in connection with the particular 
appeal is as to what the Commission would be expected 
to do, in the event that it found the proposed rate of 80 
cents per 100 pounds, on green coffee, westbound, to be 
one that would not burden any other railroad traffic, but 
that, on the contrary, it would yield a fair return on traf- 
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fic moving in carloads. The San Francisco coffee im- 
porters make the point that the proposed rate would give 
their competitors at New Orleans an “undue and un- 
reasonable preference and advantage” and subject them 
to undue and unreasonable prejudice and disadvantage, 
in disregard of the third section of the interstate com- 
merce act. If the Commission found that allegation well 
laid and supported, it could dispose of the case without 
resort to section 500, and its declaration that it was the 
policy of Congress to keep both sorts of transportation 
in full vigor. 

In all cases which can be disposed of by use of the 
interstate commerce act, it seems obvious, no embar- 
rassment can come to the Commission. Its duty and 
power therein are neither obscure nor subject to chal- 
lenge on account of uncertainty as to the imposition 
thereof. In this case, however, the allegation is that the 
Shipping Board line “must have the coffee tonnage to 
exist,” and that the proposed rate, if allowed to come into 
force, would divert coffee from the all-water to the rail- 
and-water route. 

Broadly speaking, the railroads have not been earning 
the fair return contemplated by the law on the standard 
established by the Commission. Were the Southern Pa- 
cific the only line over which the proposed rate would 
apply, and were the allegations of the application fully 
sustained by such testimony as might be given, it might 
be possible for the Commission to dispose of the case on 
section 500 by saying, in effect, that the Southern Pacific 
did not need the traffic, but that the Shipping Board line 
did. The proposed rate, however, applies from Texas 
ports as well as from New Orleans and it might inure to the 
benefit of some other carrier. The rate of 80 cents is to 
be applicable on an 80,000 pound minimum. That would 
mean a minimum revenue of $640 per car. However, the 
amount of the tonnage is not large in comparison with 
railroad tonnage, the total, in 1924, having been 360,220 
bags, each of a weight of 132 pounds. Inasmuch as the 
tonnage could not mean life or death to a railroad of the 
size of the Southern Pacific, but would mean much to the 
ship line, the Commission might find itself justified in 
saying that, in such circumstances, if no parties other 
than the two transportation systems were involved, the 
railroads might well forego competing for it. 

Because, in this case, the tonnage is relatively small, 
it may be easy for the Commission to dispose of the mat- 
ter. However, in the event a case as pointedly raising 
the question of the life of a ship line comes into collision 
with a situation in which some vital interest of a shipper 
or body of shippers is bound up in the rail adjustment, 
it is suspected the Commission will find some embarrass- 
ment arising from the uncertainty of its duty, and ap- 
parent lack of power under section 500. 


ASK FOR BILL OF PARTICULARS 


Alleging that it cannot properly prepare an answer to the 
charges unless furnished with particulars, the New York Central 
in No. 13413, Sprague Safety Control & Signal Corporation vs. 
New York Central and General Railway Signal Company, has 
filed a petition and affidavit for a bill of particulars. The peti- 
tion is filed by P. E. Crowley, president, Chas. C. Spaulding and 
Clyde Brown, counsel for the company. 

The railroad company officials ask for particulars in sub- 
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stantiation of what they claim to be the general and indefinite 
charges made by the Sprague Corporation alleging violation py 
the railroad company of the first and twenty-sixth sections of 
the interstate commerce law and the tenth section of the Clayton 
anti-trust act, on which the complainant asked the Commission 
to make findings and orders with respect to such alleged viola. 
tions. The officials said that the allegations were of the mos 
serious character, involving a charge of a criminal violation by 
the railroad company of provisions of the statutes of the United 
States; that the allegations were of the most general character, 
that the proceeding had been set for hearing on December ], 
and that Charles C. Paulding, the maker of the affidavit, as the 
counsel in charge of the proceeding for the railroad company, 
was and had been engaged in the preparation of the respondent's 
case for the hearing upon the day mentioned. 

Mr. Paulding said that the charges were general in charac. 
ter, indefinite and uncertain in that while charges of a violation 
of the sections of the acts were made, no particulars of the 
respects in which it was claimed that such alleged violations 
occurred were contained in the petition. Specifically the railroad 
company asked to be furnished with particulars as to the 
respects in which it was claimed that provisions of the first 
and twenty-sixth sections of the act were violated; in what 
respects it was claimed that the railroad company had failed 
to furnish an adequate car service and locomotive and track 
equipment; in what it had failed to establish, observe and enforce 
just and reasonable rules, regulations and practices with respect 
to car service and locomotive and track equipment; in what 
particular respects it was claimed that the proposed installation 
of train control devices by the respondent failed to comply with 
the specifications and requirements prescribed by the Commis. 
sion; and in what particular respects it was claimed that the 
specifications and requirements prescribed by the Commission 
for the New York Central differed from the specifications and 
requirements prescribed by the Commission for other railroads. 

The railroad company asked for the name or names of the 
person or persons who at the times mentioned in this petition 
were a director or directors, manager or managers, purchasing 
or selling officers, or agent or agents in the transaction con- 
plained of between it and the General Railway Signal Company 
who were at the same time such officers or agents or were sub- 
stantially interested in the General Railway Signal Company. 
It also asked for the particulars in which it was claimed that 
a director or directors, manager or managers, purchasing or 
selling officers, or agent or agents of the railroad company in 
the transaction complained of between the railroad company 
and the signal company, were substantially interested in such 
signal company, and the particulars of the character and extent 
of such alleged substantial interest. 


SUSPENDED TARIFFS 


In I. and S. No. 2548, the Commission has suspended from 
November 7 until March 7 schedules as published in supple- 
ments Nos. 18 and 19 to Chicago & Eastern Illinois Railway Com- 
pany’s tariff I. C. C. No. 157. The suspended schedules propose 
to cancel carload commodity rates on linseed oil from Chicago, 
Ill., group points to certain destinations in Ohio, and apply class 
rates in lieu thereof. The following is illustrative: 

Rates are in cents per 100 pounds from Chicago, IIl., to Dayton, 
O.,, present 2214, proposed 27144; to Lima, O., present 2214, proposed 

In I. and S. No. 2544, the Commission has suspended from 
November 9 and later dates until March 9 schedules as pub- 
lished in the following tariffs: Agent B. T. Jones: Supplement 
No. 41 to I. C. C. No. 1507, supplement No. 64 to I. C. C. No. 
1509, supplement No. 48 to I. C. C. No. 1511; Agent F. A. Leland: 
Supplement No. 41 to I. C. C. No. 1670, supplement No. 64 to 
I. C. C. No. 1674, supplement No. 48 to I. C. C. 1675. The sus- 
pended schedules propose to restrict the territory to and from 
which caretakers in charge of live poultry will be transported 
without charge. This restriction would apply in connection with 
shipments of live poultry originating in or destined to south- 
western territory. 

In I. and S. No. 2545, the Commission has suspended from 
November 10 until March 10 schedules as published in Speiden’s 
I. C. C. No. 905. The suspended schedules propose to increase 
carload commodity rates on hay from St. Louis, Mo., and East 
St. Louis, Ill. (when originating beyond), to Meridian, Miss., 
and M. & O. R. R. Co. stations north of Meridian, Miss., to 
Verona, Miss., inclusive. The following is illustrative: 


From St. Louis, Mo., and E. St. Louis, Ill., to Meridian, Miss. 
present 29, proposed 33; to Verona, Miss., present 26, proposed 33. 





ACQUISITION OF LINES 


The Healdton & Santa Fe, a subsidiary of the Santa Fe, 
has applied to the Commission for authority to acquire approx 
imately 36 miles of railroad in Carter and Jefferson counties 
Oklahoma, formerly owned by the Oklahoma, New Mexico & 
Pacific and the Ringling & Oil Fields Railway Company. Whe2 
acquired, the applicant proposes to lease the property to the 
Gulf, Colorado & Santa Fe for operation. 
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| Current Topics | 





iH 


in Washington | 


Major Strategy Suspected.—Among friends of Commissioner 
Lewis the letters the Tennessee commissioners are writing to 
commissioners in other southern states are not regarded 
as such innocent “for he’s a jolly good fellow” sort of things 
others have suspected. The Lewis people believe the Ten- 
nessee Campbell who is being mentioned for a plcae on the 
federal body should remember the old saying about being shy 
when Greeks come with Christmas presents. They do not want 
to deprecate the good work he has been doing in Tennessee, 
but some of them wonder if he has thought that perhaps the 
use of his name was intended to mollify southern Democratic 
senators and thereby suggest to them that perhaps a trade 
might be made whereby, if they would support Commissioner 
Woodlock, that is, vote for his confirmation, the aspiration of 
the South to have a man on the Commission might be met by 
appointing Mr. Tennessee Campbell. Suggestion of Campbell’s 
name has embarrassed some southern Republicans, who have 
taken it for granted that Commissioner Lewis would be named 
for another term and have expressed themselves to the effect 
that he ought to be continued in office. Republican leaders in 
the South have suggested to some of Mr. Lewis’ friends that 
they should get out and work for the appointment of Mr. Camp- 
bell. Personally, Commissioner Woodlock is not doing a thing 
for himself. That, however, is not strange. The President is 
understood to have appointed him largely upon the strong rec- 
ommendation of Frank Munsey, although Woodlock is a Demo- 
crat and Munsey a Republican. There may not be a word of 
truth in the gossip, but some of Commissioner Lewis’ friends 
believe there is something in the matter, even if it is some- 
thing of a new move to try to allay Democratic opposition to a 
Democrat by suggesting that the Democratic senators can have 
a Republican from that section if they will give their support 
to a northern Democrat who has the earnest support of a prom- 
inent Republican leader. It is admitted it may seem a clever 
move for the neutralization of state commissioners who have 
been backing the Indiana man and forcing from the field those 
southern Republicans who have been in full sympathy with the 
demand of their Democratic neighbors for the appointment of a 
southern man, naturally a Democrat, because all southern sen- 
ators are Democrats. No question has been raised about the 
qualifications of the Tennessee Campbell, although he is not 
known among Washingtonians familiar with the work of the 
federal Commission. Qualification, in recent years, have seemed 
to be deemed altogether subordinate to the question as to the 
amount of political influence the appointee by the mere weight 
of his name could marshal to request his appointment. On the 
question of political weight, Commissioner Lewis has not beeu 
found wanting. It is a question whether even Frank Munsey 
could put over a deal involving the sacrifice of Commissioner 
Lewis. President Coolidge has no reputation as an indorser of 
patronage deals. Even if he had it is doubtful whether he 
would deem it good politics to irritate the men who recommended 
Lewis to please one Republican leader who thought exceedingly 
well of a Democrat, opposed by his party, not on account of any 
personal objection or question of qualifications, but solely for 
a geographical excuse, not reason. 





_ Speaking of Geographical Excuses.—Talk from the South 
is that Senator Underwood of Alabama and Senator Sheppard 
of Texas are so vexed over the fact there is no far south man 
on the Commission that they are preparing to introduce bilis 
requiring the President to select men for the Commission from 
defined districts, “defined territories, to adopt a term used 
by tariff makers. The statute creating the Shipping Board 
requires the President to name men from the different sections 
of the country, hence the selection of Mr. Walsh of New Orleans 
to fill the vacancy created by the resignation of Commissioner 
Thompson. Laws of that kind are supposed to assure consid- 
eration of the views of all parts of the country. It has been 
Suggested that they may accomplish the end in view. However, 
another thought on the subject is that such statutes are enacted, 
upon the insistence ofthe minority, whose votes may be needed, 
that it be given representation in the distribution of offices. 
Minority, in this case; does not necessarily mean a political 
Party minority, but a geographical minority as well. Under 
such statutes the big states obtain much less than their pro- 
Portion of pie. It is seldom charged that a rate decision ad- 
<2 affectts the whole of a large section of the country. 
ve e Atlanta Freight Bureau, in its comments on the Commis- 
rea decision in the Southern Class Rate case, said the adop- 
Mies of the scheme put out by the Commission would make it 
> omg for manufacturers in the South to have equal oppor- 
te ity to compete either in southern territory or in outside 

Tritory, with manufacturers outside of southern‘territory. But 


such allegations are rare and never attributed to the fact that 
the commissioner writing the opinion is affected by the views 
of the shippers in the territory from which he hails. Were such 
charges common, it is suggested, there would be reason for lezg- 
isolation of the sort the senators mentioned are suspected to be 
incubating. 





Now There Is Much Business.—In the spring of 1924, when 
hearings were being held on No. 15006, the Commission’s anthra- 
cite investigation, Attorney-Examiner W. A. Disque, appointed 
to take the testimony, had to hire the town crier in the places 
where he went to listen to testimony of those desirous of having 
rates made so as to cause substitutes for anthracite to flow 
into New England, to make people attend his court. They 
showed nothing but indifference. At Pittsburgh he actually 
declared the hearings closed because no more persons desired 
to be heard. The case, however, did not remain closed. Com- 
missioner McChord pointed out that No. 15006 was the Com- 
mission’s “party” and that it would not be seemly to declare 
the record closed until more material had been spoken into it. 
But the indifference then shown has disappeared. Eight sup- 
plemental orders have been issued, the last reopening the case 
to receive testimony as to the desirability of making joint rates 
on high volatile coal from substantially all, if not literally all, 
districts east of the string immediately around Pittsburgh. It 
may be that the anthracite strike will last all winter, but if it 
does the probabilities are that before January 1 there will be 
enough soft coal at hand to make the disappearance of anthra- 
cite of little real hardship. Distribution of soft coal, it is sus- 
pected, is now held back by high prices, some of which are 
attributed to operators and some to wholesalers or retailers. 





What New England Needs.—Millard F. Bowen, of this city, 
the engineer proponent of the Bowen Lakes-to-Hudson Waterway, 
taking note of New England’s fuel distress, suggests that that 
part of the country must become acquainted with soft coal and 
its use and that, were the waterway he has planned, along the 
general route of the Erie canal but not an enlargement thereof, 
in existence, it could obtain soft coal cheaper than it does via 
Hampton Roads ports. People of the northwest, he suggests, 
obtain soft coal at a reasonable price by reason of the utiliza- 
tion of the Great Lakes. Development of his all-American 
waterway, intended for power creation as well as navigation, 
he thinks, would cause some of the stream of coal that now 
goes to the lake ports, to go eastward through the lakes and 
the canal to the Hudson gateways and be delivered into New 
England at a cost less than via the ocean route. His scheme 
calls for the organization of a company, under congressional 
authority, for the construction of a canal with a depth of 30 
feet and the creation of power, the sale of which would leave 
the waterway for free navigation use, at a cost less than thai 
of the St. Lawrence waterway, having the additional advantage, 
as he sees it, of being under the control of the United States, 
and not subject to joint United States and Canada management. 





Surgeon Davey Proposes Major Operation——As Martin L. 
Davey, tree surgeon and member of the House of Representa- 
tives from Ohio, views the government, it is a magnificent old 
oak, needing, however, the attention of a competent surgeon dec- 
voted to economy. Therefore, he has prepared for introduction 
a bill, empowering President Coolidge, in a period of two years, 
to exercise autocratic power for reorganization, largely by 
abolition of useless offices and the dismissal of unnecessary 
employes. His theory is that, by proper cutting, the expenses 
of the government can be reduced by at least $500,000,000 a 
year. For the current fiscal year the appropriations for the 
support of the government amount to $2,615,871,791. Davey’s 
reduction would cut it to $2,115,000,000. Even then it would 
be nearly three times the amount appropriated in 1910. In that 
year Senator Aldrich, of Rhode Island, said, deprecating his 
ability as a business men, that if he were a business man and 
could be permitted to do it, he would undertake to run the 
government for $300,000,000 a year less than was being appro- 
priated for it. In that year the appropriation amounted to onlv 
$786,294,797. These sums are exclusive of interest and install- 
ments on the public debt. In 1910 the debt was not even a 
bagatelle. Now it is greater than the cost of the government 
in that year. Davey would have Congress authorize the Presi- 
dent to get rid of useless civil employes, the number of which 
he places, conservatively, at 100,000, although the excess: now, 
over 1910, is 140,000. The Ohioan, notwithstanding that he is 
politically opposed to President Coolidge, says existing laws, 
rules, regulations and red tape have tied his hands to such an 
extent that there are now 20,000 or more civil employes on the 
pay rolls than there were a few months after Mr. Coolidge 
became President. Therefore the Davey bill would authorize 
him to abolish offices and dismiss employes, except members 
of the cabinet, judicial officers and those regularly elected to 
office, regardless of laws, rules, and regulations. Realizing that 
the President could not do all that work. with his own hands, 
the bill provides for the appointment of an advisory reorganiza- 
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tion commission, members to be paid not more than $10,000 a 
year, which, in the two-year period, would advise what cutting 
should be done, why, and when. Mr. Davey, believing that many 
government employes are underpaid, would authorize the Presi- 
dent to use not more than ten per cent of the savings resulting 
from the cutting, to increase the pay of underpaid and meri- 
torious employes and officials. In the war period President Wii!- 
son was given power to do about as he wished with govern- 
mental bureaus, but the power was not as great as that the Ohio 
tree surgeon, in time of peace, would give the President, with 
a view to bringing relief to the taxpayer; and make the gov- 
ernment a machine of which his efficient countrymen would not 
be ashamed. 





Canal as Observation Point.—As a place for the observation 
of things of value to one interested in world trade matters, the 
Panama Canal, it is believed, is unrivaled. The records of the 
canal for September and for the nine months of the current 
calendar year, show that the flood of petroleum from the west 
coast of the United States is showing a continuance of sub- 
sidence which was begun in 1924. The crest passed through 
the canal in 1923, when the oil tonnage amounted to 9,150,523. 
In the following year it fell to 7,707,638, and in the nine months 
of the present year to 3,785,052. However, as a “look see box,” 
such as is to be found in an oil refinery using the continuous 
process, the figures do not tell a complete story. While the 
tonnage, in the first nine months of the present year fell off 
approximately 45 per cent, there was so much refined stuff coming 
from the west coast to the Atlantic seaboard that it materially 
affected, downwardly, the price of gasoline in the east, much 
to the sorrow of both mid-continent and Atlantic seaboard re- 
finers, and perhaps the mystification of the buying public. That 
public saw a decrease in the production of the raw material 
from which gasoline was extracted and a falling gasoline price 
at the same time. They looked contradictory, but the seeming 
contradiction was caused by the release of refined products 
which had been held in storage so long that it simply had to 
be let go. Like an unemployed horse in a stable, gasoline was 
“eating its head off” and it had to be sold. A. E. H 


COMMISSION ORDERS 


The Commission has postponed from December 10 to De- 
cember 14, the effective date of the order of June 24, 1925, in 
No. 12798, Galveston Commercial Association vs. Galveston, Har- 
risburg & San Antonio Ry. et al., only in so far as the rate on 
refined oil from the Eldorado-Smackover Group in Arkansas 
to shipside Galveston, Tex., for export, import or coastwise 
movement is concerned. 

The order of the Commission of December 22, 1922, in No. 
13110, Minneapolis & St. Louis R. R. vs. Peoria & Pekin Union 
Ry., dismissing the complaint in the above-entitled proceeding, 
is vacated and set aside. 


The Commission has denied the defendants’ petition for 
reargument in No. 15012, Richmond County Coal Merchants’ 
Assn. et al. vs. Baltimore & Ohio R. R. et al. 

The Commission has denied petition of the defendants for 
rehearing or reargument in No. 15044, Pacific Mutual Door Com- 
pany vs. Ann Arbor et al. 

The motion of complainant to strike from defendants’ brief 
portions thereof making reference to facts not made a part of 
the record at the hearing in No. 16839, DeForest Company vs. 
Santa Fe et al., is denied. 

The Commission has denied the petitions of complainant and 
defendants for rehearing in No. 14171, Borden Company vs. Ann 
Arbor et al. 

The supplemental petition of the Brooklyn Eastern District 
Terminal that the proceeding in Finance No. 3644, excess in- 
come of Brooklyn Eastern District Termnal, be reopened for 
further hearing and argument is denied. 

The Commission has reopened for further hearing, at such 
time and place as they may hereafter direct, No. 14127, J. M. 
McLeod et al. vs. Texas & Pacific et al., upon complainants’ 
petition for rehearing. 

The Commission has reopened for argument, on a date to 
be hereafter fixed, Finance No. 501, Guaranty Settlement with 
Great Northern Ry. Co.; Finance No. 463, Guaranty Settlement 
with Farmers Grain & Shipping Co.; and Finance No. 879, 
Guaranty Settlement with Watertown & Sioux Falls Ry. Co. 

The Commission has reopened for argument, on a date to 
be hereafter fixed, Finance Docket No. 377, Guaranty Settelment 
with Chicago, Indianapolis & Louisville Ry. Co. 

The Commission has reopened for argument, on a date to 
be hereafter fixed, Finance No. 708, Guaranty Settlement with 
Northern Pacific Ry. Co.; Finance No. 489, Guaranty Settlement 
with Gilmore & Pittsburgh Ry. Co., Ltd.; Finance No. 311, Set- 
tlement with Big Fork & International Falls Ry. Co.; Finance 
No. 312, Guaranty Settlement with Billings & Central Montana 
Ry. Co., and Finance No. 638, Guaranty Settlement with Min- 
nesota & International Ry. Co. 

The Commission has denied the petitions of the Board of 
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Railroad Commissioners of the State of South Dakota for fur. 
ther hearing or further consideration, the Traffic Bureau of the 
Chamber of Commerce of Sioux City, Ia., for postponement, 
reconsideration, or further hearing and modification of orders, 
the Traffic Bureau of the Sioux Falls Chamber of Commerce for 
modification of the orders and specific findings, and of com. 
plainant for further and supplemental orders in No. 14018, Water. 
town Chamber of Commerce vs. Ahnapee & Western et al., and 
No. 14743, Watertown Chamber of Commerce vs. Chicago & 
North Western et al. 

The Commission has denied the petition of the Western 
Union Telegraph Company to intervene in Valuation Docket No. 
635, In re Valuation of the Warrenton Railroad Company. 

The Commission has denied the petition of the Boston Wool 
Trade Association for reconsideration or further hearing of that 
feature of the case relating to the stopping in transit to complete 
loading arrangements on carload shipments of wool moving over 
the Santa Fe in the states of Arizona and New Mexico, in No, 
14787, Wool Rates Investigation, 1923, In the Matter of Rates on 
Wool and Mohair from Pacific Coast and Intermediate Territory 
to Various Points. 

The Commission has reopened for further hearing on the 
question of fourth section relief, Fourth Section Application 
2796 of the Chicago, Milwaukee & St. Paul Ry., relating to rates 
on grain between Duluth, Minn., Superior, Wis., and points tak- 
ing the same rates, on the one hand, and points on its line, 
Fargo, N. D., to White Rock, S. D., inclusive. 

The Commission has reopened for further hearing Valua- 
tion No. 192, New York, Ontario & Western Ry. et al., to permit 
the introduction of evidence on the subject of working capital. 

The American Tar Products Company and The Barrett Com- 
pany have been permitted to intervene in No. 17518, Republic 
Creosoting Company vs. Alabama Great Southern et al. 

The Oil Refiners’ Division of the Chamber of Commerce 
of Shreveport, La., has been permitted to intervene in No. 17471, 
Roxana Petroleum Corporation vs. C. C. C. & St. L. Ry. et al. 

The Shreveport Chamber of Commerce has been permitted 
to intervene in No. 17433, Little Rock Chamber of Commerce 
et al. vs. Arkansas and Louisiana, Missouri Ry. et al. 

The order of July 14, entered in No. 14743, Watertown Cham- 
ber of Commerce vs. C. & N. W. Ry. et al., is amended so as 
to permit the rates published in compliance therewith to be 
filed on not less than five days’ notice to the Commission and 
general public. . 

The Commission, by division No. 1, in No. 14451, Procter & 
Gamble Distributing Co. et al. vs. Abilene & Southern et al., 
and the four sub-numbers thereunder, Swift & Co. vs. Same; 
Cudahy Packing Co. vs. Same; Wilson & Company, Inc., et al. 
vs. Same; and Armour & Co. et al. vs. Same, has issued the 
following: 


It is ordered, That the report in said cases heretofore adopted 
on August 12 1925, be, and it is hereby modified by eliminating there- 
from the finding on page 580, reading as follows: 

(2) From St. Louis, Mo., to points in Texas now subject to Texas 
common-point rates on soap, in carloads, from that point as named 
in tariffs issued by F. A. Leland, ‘agent, where and to the extent 
they exceed or may exceed 71 cents per 100 pounds; and substituting 
in lieu of the said finding the following: 

(2) From Kansas City, Kans., and St. Louis, Mo., to points in 
Texas now subject to Texas common-point rates on soap, in car- 
loads, from those points as named in tariffs issued by F. A. Leland, 
agent, where and to the extent they exceed or may exceed 71 cents 
per 100 pounds; 

It is further ordered, That the order entered in said cases on 
August 12, 1925, and by its terms made effective on November 20, 
1925, and which was subsequently modified so as to become effective 
on December 20, 1925, be, and the same is hereby modified by elimi- 
—s from the third paragraph thereof the provision reading as 
ollows: 

(2) From St. Louis, Mo., to points in Texas, now subject to 
Texas common-point rates on soap, in carloads, from that point as 
named in tariffs issued by F. A. Leland, agent, rates which shall not 
exceed 71 cents per 100 pounds; and substituting in lieu of the said 
provision the following: 

) From Kansas City, Kans., and St. Louis, Mo., to points in 
Texas now subject to Texas common-point rates on soap, in carloads, 
from those points as named in tariffs issued by F. A. Leland, agent, 
rates which shall not exceed 71 cents per 100 pounds; 

And it is further ordered, That in all other respects the said 
report and the said order as modified shall remain in full force and 


effect. 

The Commission, in No. 11863, Louisiana rates, fares and 
charges, has denied the application of J. L. Lancaster and 
Charles L. Wallace, receivers of the Texas & Pacific, for oral 
argument in the case mentioned, which had been reopened upon 
the application of the receivers. The case was reopened om 
November 1, 1921, for the purpose indicated, but nothing was 
done. The Commission, therefore, to clear the docket, revoked 
the order of reopening and denied the petition. F 

The Commission, in No. 13413, in the matter of automatic 
train-control devices, on application of the Boston & Maine, 
has suspended, until its further order, the order issued 0 
January 14, 1924, in so far as it pertains to the Boston & Maine. 
It has, however, denied the application in so far as the order 
of June 13, 1922, is concerned. The last mentioned order le 
quired the equipment of one passenger train section with auto 
matic train devices. The order of January 14, 1924, directed the 
equipment of a second section. 
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Decisions of Interstate Commerce Commission 


GENERAL REVISION FORBIDDEN 


The Commission, by division No. 3, in I. and S. No. 2455, 
fruits and vegetables between Pacific coast states, mimeo- 
graphed, has condemned the proposed rates. on fruits and vege- 
tables, carloads, between points in California and Oregon, Wash- 
ington, Idaho, Utah and Montana, on the ground that they had 
not been justified. The suspended schedules are to be cancelled. 

This case grew out of decisions of the Commission in Pio- 
neer Fruit Company vs. C. C. T. Co., 95 I. C. C. 690, and New 
Italian Importing Company vs. Southern Pacific, 95 I. C. C. 611. 
In the first-mentioned case the Commission found a rate of 99 
cents on grapes, carloads, from Micke, Cal., to Seattle, unduly 
prejudicial to the extent it exceeded a rate of 81.5 cents on like 
trafic from San Jose, Stockton and Lodi, Cal., to Seattle. In 
the New Italian case it found a rate of 55 cents on wine grapes, 
from Madison, Cal., to Portland and East Portland, Ore., unduly 
prejudicial to the extent it exceeded a rate of 49.5 cents from 
points on the defendant’s San Ramon and Walnut Grove 
branches. 

On this foundation the carriers proposed a revision of rates 
from California to the northwestern points mentioned. The 
Commission said there were both increases and decreases, but 
that the increases were greater in amount and number than the 
reductions. Among the contentions made by the carriers was 
that rates on fruits and vegetables between California and Ore- 
gon and Washington for a long time had been considered ab- 
normally low and that they were originally made to meet water 
competition. The Commissin said that some of the rates were 
terminal in application, but that most of them were applicable 
from fruit and vegetable producing territory in the interior. In 
disposing of the case it said: 


While it may be true that some of the rates on fruits and, to 
a smaller extent, the rates on vegetables between California and 
Oregon and Washington points are, because of active water competi- 
tion, lower than they might otherwise be, the earnings produced by 
the present rates do not show that they are unremunerative to the 
respondents. The testimony of the protestants shows that the 
economic condition of the deciduous fruit industry is such at the 
present time that it can ill afford an increase in rates. Respond- 
ents have taken advantage of our orders in two cases, in each of 
which the rate on a single commodity from one point of origin to 
one destination was in issue, to propose a general revision of the 
rates on fruits and vegetables between Pacific coast states. This 
proposed revision was published, without giving to the shippers 
interested a public hearing, at which they might have had an op- 
portunity to express their views. 

We find that the proposed rates have not been justified. An 
order will be entered requiring the cancellation of the suspended 
schedules and discontinuing this proceeding. 


LIVE STOCK SCALE ORDERED 


New rates on live stock in the Pacific northwest have been 
ordered, not later than January 22, in No. 15236, Cattle and 
Horse Raisers’ Association of Oregon et al. vs. Northern Pacific 
et al, mimeographed, the Commission, by division No. 4, finding 
interstate rates on live stock from points in central and eastern 
Oregon and southern Idaho to North Portland, Ore., and Tacoma 
and Seattle, unreasonable, but not unduly prejudicial. It pre- 
scribed a reasonable basis for the future and denied reparation. 

The report also covers I. and S. No. 2186, Cattle and Sheep 
between points in Idaho, Montana, Oregon and Washington. It 
found the increased rates proposed by the schedules under sus- 
Pension in that case, from points on the Oregon Short Line in 
eastern Idaho and southwestern Montana to Portland, Seattle 
and points taking the same rates had not been justified. It 
ordered the suspended schedules canceled without prejudice to 
the — of new ones in conformity with the views herein ex- 
pressed. 

Complaining live stock men and the carriers both submitted 
Proposals as to rates, rules and regulations, each claiming the 
benefit of prior decisions on the subject. 

In disposing of the case the Commission said it could not 
find that rates to Tacoma and Seattle were unreasonable to the 
extent they exceeded the rates to Portland by more than the 
present differences, as contended for by Tacoma and Seattle in- 
terests. The Commission further said: 


0 We further find that the rates from points in central and eastern 
rom and southern Idaho to Tacoma and Seattle are, and for the 
uture will be, unreasonable to the extent that the rates on cattle, 
ro or stock, in carloads and on sheep and goats, in double deck cars 
exceed or may exceed the rates herein prescribed to North Portland 
bd more than $20 per car from points west of Umatilla, Ore.; $18 
+4 car from points east thereof to and ae Pendleton, Ore.; 
ee Per car from points east of Pendleton to and including Hunting- 
on > Ore. ; $12 per car from points east of Huntington to and includ- 
ian ampa, Ida.; $10 per car from points east of Nampa to and 
oa wo] Shoshone, Ida., and $8 per car from points east thereof; 
the that the rates on other kinds of livestock are unreasonable to 
on qatent that they exceed rates based on percentages of the rates 

cattle herein prescribed to North Portland. 





In publishing rates in conformity with these findings defendants 
should publish specific rates from the respective points of origin 


to final destination. 


The question of whether rates should be stated in dollars per 


car or in amounts per 100 pounds is not here in issue, and the pre- 
scribing of rates in dollars per car should not be construed as an 
expression of opinion as to whether rates should be published upon 
that basis or in cents per 100 pounds. 


Inasmuch as the rates herein found reasonable constitute both 
increases and reductions in existing rates, we find that complain- 


ants are not entitled to reparation. 


We further find that the suspended schedules have not been 
justified. An order will be entered requiring their cancellation and 


discontinuing that proceeding without prejudice to the filing of new 


ments providing rates in conformity with the basis herein found 
reasonable. 

Hearing was had, and briefs were filed in this proceeding prior 
to the approval of Public Resolution No. 46, 68th Congress, and to 
the entry of the order of the Commission in No. 17000, Rate Struc- 


ture Investigation. Such evidence of record as is relevant and ma- 


terial under that resolution has been considered in so far as it is 
legally ssible to do so. The conclusions herein reached are with- 


out prejudice to any further changes, adjustments or redistribution 


of rates and charges which may be found proper in the course of 
that investigation. 


The appendix comprising the scale to be used is as follows: 


100 miles and over 90....$ 53.00 500 miles and over 475.... 122.00 


110 miles and over 100.... 56.00 525 miles and over 500.... 124.50 
120 miles and over 110.... 59.00 550 miles and over 525.... 127.00 
130 miles and over 120.... 62.00 575 miles and over 550.... 129.00 
140 miles and over 130.... 65.00 600 miles and over 575.... 131.00 
150 miles and over 140.... 67.00 625 miles and over 600.... 133.00 
160 miles and over 150.... 69.00 650 miles and over 625.... 135.00 
170 miles and over 160.... 71.00 675 miles and over 650.... 137.00 
180 miles and over 170.... 73.00 700 miles and over 675.... 138.50 
190 miles and over 180.... 75.00 725 miles and over 700.... 140.00 
200 miles and over 190.... 177.00 750 miles and over 725.... 141.50 
225 miles and over 200.... 82.50 775 miles and over 750.... 143.00 
250 miles and over 225.... 87.50 800 miles and over 775,:,.4°144.50 
275 miles and over 250.... 92.50 825 miles and over 800 


on 
Fae 
ss 


pone ae 
300 miles and over 275.... 97.00 850 miles and over 825.... 1 
325 miles and over 300.... 101.50 875 miles and over 850.... 149.00 
350 miles and over 325... miles and over 875.... 150.50 
375 miles and over 350... miles and over 900.... 152.00 
400 miles and over 375.... 111.00 950 miles and over 925.... 153.50 
425 miles and over 400.... 114.00 975 miles and over 950.... 155.00 
450 miles and over 425.... 117.00 1000 miles and over 975.... 156.50 
475 miles and over 450. 119.50 


NEWSPRINT REPARATION 


A finding of unreasonableness and an award of reparation 
have been made in No. 12670, Wortham-Carter Publishing Co. 
et al. vs. Director-General, Ahnapee & Western et al., mimeo- 
graphed, as to rates on newsprint paper, carloads, from produc- 
ing points in Minnesota, Wisconsin and Ontario, in defined ter- 
ritories, in eastern seaboard territory and Canada, and in Ore- 
gon and Washington, to Dallas and Fort Worth, Tex. The 
report also covers No. 12651, Same vs. Director-General, At'chi- 
son, Topeka & Santa Fe et al. 

The Commission, by division No. 1, in connection with the 
question of rates from the Fox River and related groups, had 
to pass upon the question whether Dallas and Fort Worth were 
entitled, in rates on newsprint paper, rates differing from those 
to points in Texas common point territory. It said that upon 
this record it was unable to reach the conclusion that the rates 
on newsprint paper from the Fox River and related groups in 
Minnesota, Wisconsin and Ontario should have been in the past, 
or should be now or in the future, lower than the basis of rates 
applicable to Texas common point territory. It said the same 
conclusion applied to rates from points in defined and eastern 
seaboard territories from which the all-rail rates to Dallas and 
Fort Worth were made differentials over or by combination on 
St. Louis or other basing points. It said that in No. 13535, 
Consolidated Southwestern Cases, the question of according 
Dallas and Fort Worth a basis of rates different from that 
accorded to Texas common points generally would be considered 
in wider scope than here presented, and on a much more com- 
plete record. It said its conclusion in this case was without 
prejudice to any modification that might be found necessary as 
a result of its decision in those cases. 

The complaints alleged, the report said, that the rates on 
newsprint, from points in Minnesota, Wisconsin, Indiana, Ohio, 
Virginia, New Jersey, New Hampshire, Maine, Washington and 
Oregon, and from points in the provinces of Quebec and On- 
tario, all-rail, except West Linn, Ore., and from New York, 
New Hampshire, Connecticut, Maine and Quebec, rail-ocean-and- 
rail, to Dallas and Fort Worth, were and during the statutory 
period had been unreasonable and in excess of those applicable. 
They asked for reasonable rates and reparation. 

At the argument, upon representations of the Director-Gen- 
eral, claims on all shipments arising in the control period em- 
bodied in the complaints were set aside because he said it was 
his intention to submit an application on the special docket 
for authority to make reparation. The Commission said that 
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claims on all shipments prior to January 1, 1918, the beginning 
oi federal control, were barred by the statute of limitations, 
unless charges in respect of such shipments were collected at 
such times as to save complainants’ rights under the statute of 
limitations in effect prior to the passage of the amendment of 
March 1, 1920. The issues, it said, were thus narrowed to the 
question of reasonableness on and after March 1, 1920, and for 
the. future, and of reparation on shipments delivered on and 
after that date. 

After citing and discussing a large number of cases and 
particularly the Minnesota & Ontario Paper case, 66 I. C. C. 
571, the Commission said: 


Upon this record we find that the present rates are not un- 
reasonable but that in the past the applicable rates to Dallas and 
Fort Worth were unreasonable to the extent that they exceeded for 
the period August 26, 1920, to June 30, 1922, inclusive, 82 cents from 
Stevens Point and other points in the Fox River group and 83 cents 
from points in the northern Wisconsin and Minnesota groups as 
defined in the Paper case, 87 cents from Sault Ste. Marie, Fort 
Frances and International Falls, 79 cents from Alexandria, 86.5 cents 
from Dayton, 93 cents from Big Island, $1 from Niagara Falls, $1.175 
from the points in eastern seaboard territory heretofore named, over 
the all-rail differential routes, and $1.22 from the same points of 
origin over standard routes, $1.12 from points in Washington and 
Oregon, and 90 cents over the rail-ocean-and-rail routes from points 
in eastern seaboard territory; that the rates for the period from 
March 1 to August 25, 1920, both dates inclusive, and the rates on 
and after July 1, 1922, where in excess of the above bases made 
to reflect the general reduction of that date were unreasonable to 
the extent that they exceeded rates made by deducting respectively 
from the rates found reasonable as above the percentages of in- 


pee authorized by us on July 29, 1920, and the general reduction 
of le 


The Times Herald Printing Company (one of the complainants) 
received from consignors a freight allowance of 1.5 cents on 13 ship- 
ments from Brainerd. This allowance apparently was made to equal- 
ize the rate from some other point of production. Defendants con- 
tend that if reparation is awarded on these 13 shipments there should 
be deducted from the amount thereof this freight allowance. The 
record is clear that these complainants paid to defendants the en- 
tire amount of the freight charges. To go into the matter of allow- 
ances between the parties would lead away from the direct results 
of the act of the carriers in the exaction of unreasonable rates, into 
the domain of indirect or remote consequences, and perhaps into 
questions of equity as between vendor and vendee. Prusia Hardware 
Co. va. C.. B. & D. Ry. Ca., BL C. C. F477. 

We further find that complainants made shipments as alleged 
and paid and bore the charges thereon at the rates herein found 
unreasonable; that they have been damaged thereby in the amount 
that the charges paid exceeded those which would have accrued 
at the rates herein found reasonable; and that they are entitled to 
reparation with interest, on shipments moving subsequent to the 
period of federal control. Waiver of collection of any outstanding 
undercharges to the bases herein found reasonable is authorized. 
Complainants should comply with rule V of the Rules of Practice. 


TWO-FOR-ONE RULE CASE 


The Commission has dismissed No. 16206, Ohio Body & 
Blower Company vs. Akron, Canton & Youngstown et al., mime- 
ographed, division No. 2, the one handling the case, finding the 
refusal of the carriers, in Official Classification territory, to ap- 
ply the two-for-one rule with respect to the height of box cars, 
as well as to length, had not been shown unreasonable under 
existing conditions. 

Complainant, manufacturer of automobile bodies at Cleve- 
land, alleged the failure of the classification rules in Official 
territory, to provide for the furnishing, at carrier’s convenience, 
of two cars of less height than that of a single car ordered by 
the shipper, on the basis of charges applicable on one car, was 
unreasonable. The Commission was asked to require the pub- 
lication of such a rule for the future and to award reparation on 
shipments of bodies from Cleveland, in cars of insufficient height, 
on which charges had been or were being collected on the same 
minimum weights as were applicable on cars of an inside height 
of 10 feet, which were ordered but not received. 

Dimensions of automobile bodies, particularly of the closed 
type, the report said, were such that box cars of certain sizes 
were conducive of the lowest transportation expense. The pre- 
ferred size, it said, was 40 feet long and 10 feet high, that size 
permitting double-decking. In the ordinary car, with an inside 
height ranging from 7 feet 10 inches to 9 feet 3 inches, the cost 
of transporting a body, from Cleveland to St. Louis, the report 
said, was $19.71. In a car permitting double-decking, the expense 
is $9.86 and, in two cars, under the two-for-one rule, $13.55. The 
Commission said the results might be different for other sizes 
of cars and bodies, but that the figures given illustrated the situ- 
ation in respect of the Cleveland complainant, with a plant on 
the Nickel Plate tracks. That road, the Commission said, had 
acquired a larger supply of the cars of the desired size so that 
at present the cause of complaint was reduced. 

The Commission said the competition in the automobile body 
industry was very keen and the market of the independent pro- 
ducer was limited to the manufacturers of assembled cars who 
did not make their own bodies. The question of freight charges, 
it said, was a serious one, as the competition in the sale of 
finished cars was likewise sharp. 

Eastern lines, opposing the extension of the scope of rule 
34, pointed out that that rule was devised by western lines, 
with a large empty westbound movement, to obtain tonnage for 
their empty cars on terms pleasing to the shippers. Competi- 
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tion between western trunk lines and central territory lines in 
common territory caused its extension to the east, they said. 
After discussing the demands of industries for cars of dif- 


ferent sizes and the difficulties carriers had of meeting demands, 
the Commission said: 


_ The present two-for-one rule applies only on cars over 36 feet 
6 inches in length. Fully 430,000 of the number of box cars (over 
36 feet long) are of greate: length than that stated in the rule. 
These amount to 41 per cent, in contrast with only 3.6 per cent of 
the number 10 feet in height. This indicates the very much greater 
ease with which the demands of shippers for cars of particular 
lengths or longer can be met than for cars 10 feet in height before 
being required to furnish two smaller cars under rule 34. Of course, 
as stated by complainant, in instances where a car 50 feet or more 
in length may be ordered by a shipper, inasmuch as the number of 
cars of these lengths is only 1.27 per cent of the number over 36 
feet long, the difficulty experienced by a carrier in furnishing it 
would seem to be greater than in the case of cars 10 feet high, which 
equal 3.6 per cent of the total number. But cars of particular lengths 
under 50 feet are more likely to be ordered, in which instances the 
carrier has the option of furnishing two shorter cars or a longer car, 
as may be more convenient. This option does not exist with respect 
to cars of 10 feet inside height. The existence of one difficult con- 
dition under a rule of wide application ordinarily is insufficient reason 
for the establishment of another in the absence of undue prejudice 
or preference. Many sizes of automobile bodies are now shipped 
readily in ordinary equipment, so that this difficulty is confined chiefly 
to the movement of a few sizes. 

It would seem profitable for both carrier and shipper that the 
former should be able to furnish equipment most suitable for the 
reasonable needs of the traffic offered. The record shows that the 
recent acquisition of cars 10 feet in height by the carrier serving 
this plant has enabled it to meet complainant’s demands in this re- 
spect, so that the situation now is greatly relieved. Despite the 
obvious advantages of cars of this dimension in handling numer- 
ous light and bulky commodities, it may be said that their useful- 
ness is still somewhat in the experimental stage. The demand for 
cars of a type different from ordinary equipment usually should be 
more general than that of a single shipper before it may be said 
to be incumbent upon a carrier to acquire them. If in time it seems 
desirable or necessary for the carriers to increase the proportion of 
ears of this height, further consideration can be given to the appli- 
cation of the two-for-one rule, particularly for the movement of com- 
modities weighing less in carloads than the lowest practicable mini- 
mum weight. Approximately 90 per cent of the existing cars 10 feet 
in height belong to western roads. It is doubtful whether, owing to 
the limited number of such cars, particularly on eastern lines, the 
two-for-one rule could be enforced at this time without imposing an 
undue burden on the carriers generally. 


NEW PIPE RATE ORDERED 


Revision of rates on wrought iron and steel pipe and fittings, 
carloads, and on oil well supplies, also carloads, from stations in 
Texas to Haynesville, La., has been ordered not later than De- 
cember 31. The Commission, by division No. 3, found the exist- 
ing rates unreasonable, in a report on No. 15177, Humble Oil & 
Refining Co. vs. Louisiana & North West et al., mimeographed, 
ordered new ones, and awarded reparation. The report also 
covers a sub-number, Texas Pipe Line Co. vs. Louisiana & 
North West et al. 

The complaint alleged the rates to Haynesville applied on 
various shipments, from Breckenridge, Jakehamon, Hull and 
Goose Creek, Tex., on both pipe and oil well supplies were un- 
reasonable. The Texas company made a similar allegation as to 
rates from Electra, Houston and Clinton, Tex. The Commis- 
sion’s finding is as follows: 


We find that the rates assailed to Haynesville were, are, and 
for .the future will be unreasonable to the extent that they exceeded, 
exceed, or may exceed the following: On wrought-iron or steel pipe, 
in carloads, from Breckenridge, Jakehamon, Hull and Goose Creek, 
58.5, 61, 50 and 53 cents, respectively, prior to July 1, 1922, and 53, 
55, 45, 48 cents, respectively, on and after that date and for the 
future; on wrought-iron:or steel pipe from Electra, 53 cents on and 
after July 1, 1922, and for the future; on wrought-iron or steel pipe 
fittings from Houston and Clinton, 45 cents on and after July 1, 
1922, and for the future; and on oil-well supplies from Goose Creek, 
73 cents prior to July 1, 1922, and 66 cents on and after that date and 
for the future. We further find that complainants made shipments 
as described and that complainants, or the intervener, the Texas 
Company paid and bore the charges thereon at the rates herein 
found unreasonable; that they have been damaged thereby in the 
amount of the difference between the charges paid and those which 
would have accrued at the rates herein found reasonable; and that 
they are entitled to reparation, with interest. Complainants and 
intervener should comply with rule V of the Rules of Practice. 


NEW CONSTRUCTION OF “DEFICIT” 


Expressing the hope that its action would result in an 
authoritative construction, in an appropriate proceeding in court, 
of the term “deficit,” as that term is used in Section 204 of the 
transportation act, the Commission, in Finance Docket No. 2500, 
Deficit Status of Bingham & Garfield Railway Company, has 
overruled its finding as to the meaning of “deficit” in Construc- 
tion of the Word “Deficit,” 66 I. C. C., 765, and has dismissed 
claims of the Bingham & Garfield, the Nevada Northern and 
the Ray & Gila Valley for reimbursement of “deficits” under 
Section 204. The report also embraces Finance Docket No. 2502, 
Deficit Status of Nevada Northern Railway Company, and 
Finance Docket No. 2501, Deficit Status of Ray & Gila Valley 
Railroad Company. 

The commission, in the decision now overruled, held that 
the word “deficit,” as used in paragraph (a) of Section 204, 
should be construed to mean a deficiency or decrease in income 
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under private operation in the federal control period as com- 
ared with the average income for the corresponding portions of 
the test period. 

The new ruling is that the word “deficit” means an excess 
of railway operating expenses over railway operating revenues, - 
computed as provided in Section 204. 

The new definition resulted from the fact that the Bingham 
& Garfield, the Nevada Northern and the Ray & Gila Valley, 
subsidiaries of copper-mining companies, although having had 
net railway operating incomes in that part of federal control in 
which the lines were privately operated, filed claims for reim- 
pursement of “deficits.” 

The Bingham & Garfield filed a claim for $1,522,424.63, for 

the 26 months of federal control. The Commission said this 
line was relinquished by the Director General on April 9, 1918, 
and that for the remaining portion of federal control its accounts 
showed a net railway operating income of $1,338,217.23. It said 
that, comparing the operating results for this period with those 
of the test period, under Section 204, the claim would be reduced 
o $1,064,951. 
Vahe Nevada Northern filed a claim for $415,049.23, covering 
the entire period of federal control. This line was relinquished 
by the Director General on April 10, 1918, and its accounts for 
the remaining portion of federal control showed a net railway 
operating income of $1,320,942.27, the Commission said, adding 
that the claim would be reduced to $282,108.01 if computed for 
the period of private operation. 

The Ray & Gila Valley filed a claim for $160,840.32 for the 
entire period of federal control. It was released from federal 
control on June 25, 1918, and for the remaining portion of the 
federal control period its accounts showed a net railway oper- 
ating income of $396,560.05, the Commission said, adding that 
readjustments of its claim to that period would reduce it to 
$160,357.85. 

The Commission said that, accepting the figures of income 
as they appeared in the carriers’ accounts for the federal control 
period, the Bingham & Garfield had a return on book investment 
of 9.18 per cent; the Nevada & Northern, 18.10 per cent, and 
the Ray & Gila Valley, 15.77 per cent. It said the claims re- 
sulted from the fact that the earnings in the corresponding 


months of the test period were larger. After quoting Section 
204, the Commission said: 


It will be observed that whether the claims of the carriers under 
consideration should be acted upon favorably by us depends upon 
the construction to be placed upon the word “deficit” as that term is 
used in paragraph (a) of section 204, above quoted, and in that con- 
nection a ruling made by us on February 9, 1922, in Finance Docket 
No. 1600, 66 I. C. C. 765 (four members of the Commission dissenting), 
was as follows: 

“We are of opinion and hold that the word ‘deficit,’ as used in 
paragraph (a) of section 204, should be construed to mean a deficiency 
or decrease in income under private operation in the federal control 
period as compared with the average income for corresponding por- 
tions of the test period. (Id. 774.)’’ 

At the time this ruling was made, we had before us applications 
under section 204 of carriers whose net railway operating incomes for 
the portions of the period of federal control during which their lines 
were privately operated were very meager, and who urged that if the 
term “deficit”? were construed as applying only to carriers whose 
operating revenues were less than their operating expenses the result 
would be to bring about unfair discriminations between such carriers 
and those whose operating revenues were greater, but only a little 
greater, than their operating expenses. However, at the present 
time we have before us applications under the section involving 
about $4,000,000, including the applications under consideration here, 
some of which were made by carriers whose net railway operating 
incomes for the portions of the period of federal control during which 
their lines were operated privately were so large that we think they 
should be regarded by the carriers’ stockholders as very satisfactory, 
and we find it difficult to believe that Congress intended to enact 
a law which would enable the latter class of carriers to withdraw 
sums of money from the Treasury of the United States and thus 
augment the comparatively large returns they have already received. 
We are not advised how many additional applications of this charac- 
ter may be filed, but since June 1st of this year nine such applica- 
tions have been filed by carriers which earned net railway operating 
mcomes during the period of federal control. The statute imposes 
no limitations on the time for filing such claims. 

Also, upon further consideration and reflection, we are doubtful 
about the propriety of giving the term “deficit” a meaning in con- 
section with certain provisions of the section which differs materially 

Tom the meaning attributed to that term in connection with other 
Provisions of that section. It will be seen that in paragraph (a), 
which is the jurisdictional paragraph of the section, the term ‘‘deficit”’ 
1S used only once, and then simply for the purpose of describing the 
pea to be covered by the section. This indicates that in deter- 
mining the question of jurisdiction the term can not be applied one 
th” in one case and in a different way in another case, and since 
: € term “deficit,” used in the latter part of paragraph (f) of the 
a must be confined to what is often referred to as a red-ink 
= ance, that is, a case where the carrier’s operating revenues are 
i than its operating expenses, a like meaning should be given to 

e aio as used in other portions of the section. 
ane is true that if the term “deficit,” where it appears in the 
said on, is construed as meaning only a red-ink balance, as afore- 
of Beene discriminations may result, in connection with the period 
ol. eral control, between carriers who had small net operating 
lon te on the one hand and those whose operating revenues were 

oe their operating expenses on the other, but it is also true 
brou —e a construction will lessen to some extent discriminations, 
po Yo about by our ruling of February 9, between the carriers cov- 
poy y the latter portion of paragraph (f) and carriers who enjoyed 

Png incomes during the period of federal control. 
in ord deficit” as used in paragraph (a) means a red-ink balance, 
to make to determine whether such a deficit exists it is necessary 

€ the computation provided for in paragraph (b) of the section, 
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and, unless this is the meaning Congress intended to convey by the 
term ‘deficit’ as used in paragraph (a), it is difficult to understand 
how that.term can be given any meaning as used in other para- 
graphs in connection with railway operating income pertaining to the 
test period. Also, the words ‘as a whole,’ as used in paragraph 
(a), appear to render necessary in each instance a comparison be- 
tween the operating revenues and operating expenses of the carrier 
for the entire period of private operation. 

In administering the provisions of section 209, commonly called the 
guaranty section of the transportation act, we construe the term 
“‘deficit’”’ which appears in paragraph (3) of subdivision (c) and also 
in subdivision (i) of that section as meaning the excess of operating 
expenses over operating revenues, and this is the meaning custom- 
arily attributed to that term in railroad parlance. A _ pertinent 
portion of subdivision (i) reads: “If for the guaranty period as a 
whole the American Railway Express Company does not have a 
deficit in operating income, it shall forthwith pay the amount of its 
operating income for such period into the Treasury of the United 
States.” This shows that Congress used the term “‘deficit’’ to dis- 
tinguish a case where operating expenses exceed operating revenues 
from a case where operating revenues exceed operating expenses. 

In computing, under section 204, railway operating income, or 
any deficit therein, we are required by paragraph (b) of the section 
to include in the computation certain taxes and debits and credits 
arising from equipment, rents and joint facility rents, as provided in 
Section 209 and in Section 1 of the federal control act of March 21, 
1918, and such computations are intended to be included in the 
expressions “excess of operating expenses over operating revenues’’ 
and “excess of operating revenues over operating expenses,’’ as used 
by us in this report. 

For the reasons above set forth, we are of opinion that our afore- 
said ruling of February 9, 1922, should be, and it is hereby, overruled. 
We take this action with the hope and in the expectation that it 
will result in an authoritative consruction in an appropriate pro- 
ceeding in court for the term “deficit,” as that term is used in 
Section 204 of the transportation act, 1920. 

We now find that the words “deficit in its railway operating 
ncome’’ as used in Section 204 of the transportation act, 1920, mean 

n excess of railway operating expenses over railway operating 
revenues, computed as therein provided. 

This construction excludes the carriers named above from the 
provisions of Section 204, and an order dismissing their applications 
and claims will be entered. : 

Commissioner Woodlock, concurring, said: 

After careful study of Section 204 of the transportation act and 
of the majority and minority opinions in Finance Docket 1600 (66 
I. C. C., 765), I can not conclude that the claims of these carriers 
are valid. In my opinion the definition of ‘carrier’ under Section 
204 (a) is controlling and is too clear to permit us to place upon it 
any interpretation which strains the meaning of the word ‘‘deficit,’’ 
to cover a mere decrease in net railway operating income as between 
two periods. The intent of Congress is conveyed not merely by the 
use of the word ‘deficit’? in this definition, but by its use as disclosed 
by the records of the hearings before the committees of Congress 
on the various bills considered by them dealing with railroad matters, 
In particular should be noted the report of the conferees on H. R. 
10453 which contained Section 204 as finally enacted and refers to 
that section as follows: 

“The Senate amendment in Section 5 contained a provision that 
railroads not operated by the government during the period of federal 
control should be paid the entire amount of their deficit during the 
federal control period. No such provision was contained in the Hbuse 
bill. The conferees recommend, in Section 204 of the conference bill, 
that carriers which sustained a deficit in railway operating income 
under their own operation during the period of federal control shall 
be paid the amount by which such deficit exceeds the corresponding 
deficit during the test period. The computation of the amount 
payable is made by determining the deficit or income for each month 
of the federal control period during which the carrier operated its 
own line and for the three corresponding months of the test period 
averaged together. In the case of a carrier which was in operation 
for less than a year during the test period the amount payable is the 
entire amount of the deficit during the period of federal control.” 

Manifestly such an interpretation of Section 204 by its makers 
excludes any interpretation under which the claims of these carriers 
could be recognized by us. __ 

Commissioner Esch, dissenting, said: 

I cannot concur in the views expressed by the majority in this 
case. Our views as expressed in Finance Docket No. 1600, In the 
Matter of the Construction of the Word ‘‘Deficit,’’ as used in para- 
graph (a) of Section 204 of the transportation act, 1920, after elabo- 
rate argument and full and careful consideration, should control in 
this case. From my study of Section 204 and the facts and consid- 
erations connected with its enactment, it seems clear that the pur- 
pose and intent of Congress was to reimburse carriers for losses 
sustained because of federal control. 

I am authorized by Commissioners Campbell, Lewis and Cox to 
say that they join in this expression of dissent. 


L. C. L,. ADVANCE ALLOWED 


The Commission, by division No. 3, in I. and S. No. 2484, 
Black Powder from Fairchance, Pa., to Carney’s Point, N. J., and 
Points Taking the Same Rates, mimeographed, has found not 
justified proposed increased rates on common black powder, 
from Fairchance to Delaware River Pier (Wilmington), Del., and 
Carney’s Point and Thompson’s Point, N. J., but justified as to 
less than carloads. It has found justified the proposed increase 
in the minimum carload weight on that commodity. 

Last August the Baltimore & Ohio and its connections pro- 
posed to increase the present joint commodity rates to the full 
class basis, both carloads and less-than-carloads, and to increase 
the minimum carload to 20,000 pounds. Upon protest of E. I. 
du Pont de Nemours & Company the schedules were suspended 
until December 17. The Reading is the delivering carrier. The 
rates to the points mentioned, the Commission said, were the 
same as to Wilmington, hence that it would consider only the 
rates to Wilmington. The present rates are 75 cents in lots of 
10,000 pounds or greater and 151 cents in lots under 10,000 
pounds. It was proposed to establish a carload rate of 79 cents 
and 158 cents on less than carloads, with an increase in the 
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minimum to 20,000 pounds. The Commission said the protestant 
had no objection to the proposed rate on less-than-carload be- 
cause 158 cents was double first class, the usual basis of rates 
on black powder in the territory involved. The protestant 
showed second-class carload rates from the factories of some of 
its competitors at Youngstown, O., and Quaker City, Pa., and 
that competition in the sale of black powder was intense, so that 
first class in carloads for it and second class for some of its 
competitors would be disadvantageous for it. 


LUMBER RATE UNREASONABLE 


The Commission, by division No. 4, in No. 16375, Northeast 
Mississippi Traffic Bureau vs. Mobile & Ohio et al., mimeo- 
graphed, has found a rate of 17 cents, on lumber, from Tupelo, 
Miss., to Normal and Buntyn, Tenn., unreasonable to the extent 
it exceeded and exceeds 14 cents, and awarded reparation to 
that basis. The complaint alleged the rate was unreasonable 
and unjustly discriminatory in comparison with the rate to Mem- 
phis and in violation of the long and short haul clause of the 
fourth section. The rate from Tupelo to Memphis was and is 
11.5 cents. The Commission said that the rate to Normal and 
Buntyn, directly intermediate over the Mobile.& Ohio-Southern 
route, was in violation of the fourth section, permitted, however, 
by fourth section order No. 2754, issued in 1918. The carriers, 
the report said, admitted there should be a change in the rate 
under attack, but expressed the view that the new rate should 
not be less than 15.5 cents, on account of the two-line haul in- 
volved. The Commission ordered the establishment of the 14- 
cent rate not later than December 31. 


YARD LIMIT RESTRICTION 


The Commission, by division No. 3, in I. ahd S. No. 2461, 
switching at Tulsa, Okla., mimeographed, has found the pro- 
posed restriction of the switching limits of Tulsa so as to ex- 
clude the plant of the Wertzberger Derrick Company not justi- 
fied. It has canceled the suspended schedules and discontinued 
the proceeding. The suspension case was the culmination of a 
controversy between the derrick company and the St. Louis- 
San Francisco. The derrick company claimed that the railroad 
company had agreed to extend its yard limits so as to include 
the derrick plant, which was located on land leased from the 
railroad company. The Frisco said it desired to exclude the 
derricks plant so as to protect its road-haul revenue. The Com- 
mission said no attempt was made by the respondent to show 
that the Tulsa rates were too low for application from Red Fork, 
the name of the station nearest the protestant’s plant. 


UNRESTRICTED ROUTING CASE 


A finding of inapplicability and an award of reparation have 
been made in No. 16911, Kyoleum Company vs. Director-General, 
mimeographed, as to rates assessed on ten carloads of fuel oil 
shipped in October, 1918, from Tulsa, Okla., to St. Catharines, 
Ont., reconsigned to Pittsburgh, Pa., and again reconsigned to 
Woodlawn, Pa. A combination of 74 cents, plus charges not 
questioned, was applied. The Commission, by division No. 4, 
found the proper combination to have been 56 cents, plus the 
unquestioned charges, and awarded reparation to that basis. 

The dispute was about the factor of 26.5 cents from East 
St. Louis to Pittsburgh. The complainant contended that it ap- 
plied via Chicago, St. Catharines and Pittsburgh, to Woodlawn, 
because unrestricted as to route, although the route via those 
junctions was 506 miles longer than the direct route of the 
Pennsylvania from East St. Louis. The railroads applied a 
combination from Tulsa to Chicago, from Chicago to St. Cath- 
arines and another from that point to Woodlawn. 

The complaint said the combination applied was unreason- 
able and in violation of section 6. The railroads defended the 
combination applied by citing Standard Lumber Co. vs. Director- 
General, 93 I. C. C. 58, in which the Commission held the un- 
restricted rate of 27 cents from Demopolis, Ala., to Roanoke, 
Va., did not apply because it involved an out-of-line and back- 
haul of 468 miles. In this case, the Commission said, no back- 
haul was involved. It said the route of movement was very 
circuitous, but no question of reasonableness was involved. 





LUMBER MINIMA REPARATION 


The Commission, by division No. 2, has dismissed No. 12780, 
Western Pine Manufacturers’ Association et al. vs. Director- 
General, Ann Arbor, et al., mimeographed, on a finding that the 
carload minima and rules in connection therewith, from points 
in Oregon, Washington, Idaho and Montana to transcontinental 
territory, prior to, during and after the period of fedaral con- 
trol, were not unreasonable or otherwise unlawful. 

According to the report, the principal questions presented in 
this case were whether the minima and rules were unreasonable 
prior to the reports in Lumber Carload Minima, 56 I. C. C. 318 
and 68 I. C. C. 98, called the Minima case. It pointed out that 
in Brooks-Scanlon Lumber Co. vs. Director-General, 73 I. C. C. 
109, reparation was sought to the bases of the actual weights 
which would have applied to shipment's loaded to full visible 
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capacity under the rules prescribed in the Minima case. In tha 
case it said the record did not establish the conditions of the 
loading at the time of shipment with sufficient accuracy to sys. 
tain an award of reparation and that, therefore, reparation hag 
td be denied. Insufficiency of the record in this case was algo 
pointed out. The Commission also pointed out that it had re 
peatedly held that reparation would not be awarded, ordinarily, 
to the basis of a finding made in a general investigation result. 
ing in a widespread adjustment of rates on shipments which 
moved prior to the effective date of the order in such an jp. 
vestigation. 


HORSE AND MULE REPARATION 


A finding of unreasonableness and an award of reparation 
have been made in No. 15862, Wichita Chamber of Commerce 
et al. vs. Director-General, Atchison, Topeka & Santa Fe et al, 
mimeographed, as to rates on horses and mules, from Wichita, 
Kan., to Houston and other Texas destinations, applied on ship. 
ments made between January 1, 1919, and July 20, 1920. The 
Commission, by division No. 3, found the rates unreasonable 
to the extent they exceeded the aggregate of intermediates, 
The Commission said the Director-General admitted the rates 
were unreasonable and also that reparation was due to the 
C. B. Team Mule Company on shipments consigned to it, but 
denied liability as to alleged assignments to the Team company. 
He contended that the assignments, if they were assignments, 
were void because they transferred unliquidated claims against 
the government. But he also contended that the assignments, 
so-called, were, in effect, powers of attorney and that the right 
of recovery was gone because of the running of the statute of 
limitations. The Commission held otherwise and awarded rep- 
aration to the men composing the Team company, as assignees 
of the consignees. 


LACK OF JURISDICTION 


The Commission, by division No. 3, following the precedent 
created by similar cases, has dismissed No. 14301, Armour and 
Company vs. Great Northern, finding it lacked jurisdiction over 
a complaint seeking reparation on intrastate shipments which 
moved in the so-called guaranty period, of clay from Shiely’s 
Pit, Minn., to South St. Paul, Minn. In this case the federal 
Commission was asked to approve the findings and order of 
the Minnesota commission and to issue an order awarding rep- 
aration to the basis found reasonable by that body. In previous 
cases, it pointed out, it had found that its authority to pass upon 
the alleged unreasonableness of an intrastate rate and a prayer 
for reparation ceased with the relinquishment of federal control. 
It, therefore, adhered to its conference ruling and previous de 
cisions on that point. 





RAILROAD MUST PAY 


The Commission, by division No. 4, in No. 16604, Armstrong 
Cork Co. vs. Western Maryland et al., mimeographed, has found 
the refusal of the Western Maryland to handle, at its own ex 
pense, in accordance with its tariffs, import shipments of cork 
waste, in bales, from side of ship docked at its Baltimore (Md.) 
Port Covington piers, to cars on such piers, for transportation to 
Beaver Falls, Pa., was unlawful. The shipments in question 
were made in April, 1922. The Western Maryland contended 
that a rule which the complainant asserted made it the car- 
rier’s duty to handle the freight from a ship applied only in 
case the shipment was to be handled by lighterage or floatage. 
This tonnage was not so handled. The Western Maryland, how- 
ever, was willing to and did pay 26 cents a ton for handling. 
The stevedoring company demanded 35 cents per ton for the 
service. To avoid demurrage on the ship, the complainant 
agreed to pay the difference. The railroad company refused to 
reimburse the cork company and the latter filed the complaint. 

The final issue was as to whether the heading under which 
the item about handling was published restricted it, as col 
tended by the Western Maryland. The tariff provision heading 
was “Handling of Freight by Lighter or Float within the Light- 
erage Limits.” The Commission said that while the item was 
under the heading mentioned, its language was plain and 
specific. The report said that another item under that heading 
bore out the view that the heading was not rigidly restrictive 
of all provisions thereunder. The Commission awarded repara 
tion for the amount claimed, $109.82, with interest from Decem- 
ber 18, 1922. 


WINDING CORE RATES 


A finding of unreasonableness, an award of reparation and 
an order establishing new rates not later than December 31, 
have been made in No. 15676, Washington Publishers’ Associa 
tion et al. vs. Algoma Central and Hudson Bay et al., as to rates 
on newsprint-paper, winding cores, returned, from various points 
in eastern and central territories, to destinations in New York, 
New England and Canada. The finding as to unreasonableness, 
made by the Commission, by division No. 3, is limited to rates 
on carloads and to rates and rate factors in the United States. 
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No finding was made as to rates or factors in Canada, for lack 
of jurisdiction. The less-thaf-carload rates were not found ‘un- 
reasonable or otherwise unlawful. 

The order requires the carriers, not later than December 31, 
to establish rates on the winding cores in question, from Wash- 
ington, Baltimore, Chester and Harrisburg, Pa., Detroit and Co- 
jumbus, O., to destinations in New York and New England not 
in excess of the contemporaneous sixth class rates, 24,000 pounds 
minimum, graded according to rule 34 of the classification. 

Complainants alleged the rates were unreasonable, unjustly 
discriminatory and unduly prejudicial to destinations, including, 
the report said, practically all mill points east of Lake Huron 
in the United States and Canada. The cores covered by the 
complaint covered cores made of both iron and paper. The 
findings cover both kinds. They are rated fourth in less than 
carloads and fifth in carloads. 

The Commission said the record afforded no basis for a 
finding of unjust discrimination or undue prejudice or condemn- 
ing the level of rates applicable to less-than-carload shipments. 


VOLUME NUMBER INCORRECT 


In decision No. 15034, Ontario Paper Company, Ltd., et al. 
vs. Canadian National Railways et al., opinion No. 10727, the 
volume number was given as 103 I. C. C. This was a typo- 
graphical error on the part of the government printing office. 
The volume number should have been 102 I. C. C. The error 
will be corrected in the permanent reports of the Commission. 
(See Traffic World, Nov. 7, p. 1075.) 


FINAL VALUATION REPORTS 


In Valuation Docket No. 38, Central Railway Company of 
Arkansas, opinion B-100, 103 I. C. C. 274-85, the Commission has 
found the final value for rate-making purposes of the property 
of the carrier owned and used for common carrier purposes to 
be $201,885, as of June 30, 1916, and of the property used but 
not owned, $39. The line extends from Ola to Plainview and 
Brizz, Ark., a distance of approximately 13 miles. The tentative 
valuation was not protested. 

In Valuation Docket No. 27, Louisville & Wadley Railroad 
Company, opinion B-98, 103 I. C. C. 252-62, the Commission has 
found the final value for rate-making purposes of the property 
of the carrier owned and used for common carrier purposes to 
be $145,421, as of June 30, 1915. On date of valuation the line 
extended from Louisville, Ga., to Wadley, Ga., a distance of 
approximately 10 miles. The carrier claimed a value of not 
less than $187,847. 

In Valuation Docket No. 81, Colorado-Kansas Railway Com- 
pany, opinion B-96, 103 I. C. C. 232-48, the Commission has 
found the final value for rate-making purposes of the property 
of the carrier owned and used for common carrier purposes to 
be $360,328, as of June 30, 1916, and of property used but not 
owned, $5,450. The line extends from Pueblo to Stone City, 
Colo., a distance of about 22 miles. No protest was filed against 
the tentative valuation. 

In Valuation Docket No. 148, Clarendon & Pittsford Rail- 
road Company, opinion B-99, 103 I. C. C. 263-73, the Commission 
has found the final value for rate-making purposes of the prop- 
erty of the carrier owned and used for common carrier purposes 
to be $490,000, as of June 30, 1917, and of property used but not 
owned, $212. The line extends from Rutland to Proctor and 
Hollister, Vt., with branches to other Vermont points, embracing 
approximately 18 miles of main line track. No protest was filed 
against the tentative valuation. 

In Valuation Docket No. 376, Cairo, Truman & Southern 
Railroad Company, opinion B-101, 103 I.-C. C. 286-98, the Com- 
mission has found the final value for rate-making purposes of 
the property of the carrier owned and used for common carrier 
Purposes to be $134,292, as of June 30, 1917, and of property 
used but not owned, $42,504. The line extends from Truman to 
Weona, Ark., a distance of about 11 miles. No protest was filed 
against the tentative valuation. 

; In valuation Docket No. 239, Sharpsville Railroad Company, 
opinion B-102, 103 I. C. C. 299-315, the Commission has found the 
final value for rate-making purposes of the property of the car- 
rier owned and used for common-carrier purposes to be $364,194, 
and of used but not owned, $15,304, as of June 30, 1916. The car- 
rier owns and operates a line of railroad from Sharpsville to 
Wilmington Junction, Pa., a distance of about 17 miles, with a 

ranch line at Sharpsville a little over a mile in length. The 
tentative valuation was protested but no appearance was. made 
at the hearing on the protest and no evidence or brief in support 
of the protest was submitted, the report said. 

The Commission in valuation docket No. 90, Deering South- 
western Railway, opinion No. B-106, 103 I. C. C. 360-70, has found 
the final value, for rate-making purposes, of the property of the 
Carrier, as of June 30, 1917, owned and used for common-carrier 
Durposes, to be $453,000. 

g In valuation docket No. 253, Cincinnati, Flemingsburg and 
outheastern, opinion No. B-104, 103 I. C. C. 336-48, the Commis- 
Sion has found the final value, for rate-making purposes, of the 
Property of the carrier, as of June 30, 1917, owned and used for 


ne purposes, to be $151,397, and used but not owned, 
$7,100. 


TENTATIVE VALUATION REPORTS 


Missouri Southern Railroad Company, of Missouri, as of 
June 30, 1914, total owned, $813,640; total used, $813,769 (sup- 
plemental report). 

Central Vermont Railway Company, as of June 30, 1917, 
total aia $16,349,616; total used, $22,422,679 (supplemental 
report). 

Lake Superior & Ishpeming Railway Company, as of June 
30, 1916, total owned, $4,831,350; total used, $4,832,572 (supple- 
mental report). 

Mansfield Railway & Transportation Company, of Louisiana, 
as of June 30, 1919, total owned, $73,180; total used, $74,460. 

Centralia Eastern Railroad Company, of Washington, as of 
June 30, 1917, $151,418. 

Birmingham & Southeastern Railway Company, of Alabama, 
as of June 30, 1918, $693,560. 

Wyandotte Terminal Railroad Company, of Michigan, as of 
June 30, 1918, total owned, $44,375; total used, $97,175. 

Atlantic, Waycross & Northern Railroad Company, of 
suenee. as of June 30, 1918, total owned, $88,500; total used, 

Great Western Railway Company of Colorado, as of June 
30, 1918, owned and used, $1,717,005. 


Dayton-Goose Creek Railway Company, as of December 31, 
1920, total owned, $575,000; total used, $575,396. 


UNCONTESTED FINANCE CASES 


The Los Angeles Junction Railway Company has been au- 
thorized to issue $100,000 of common capital stock, consisting 
of 1,000 shares of the par value of $100 each. The stock is to 
be sold at par. 


The Minneapolis, St. Paul & Sault Ste. Marie Railway Com- 
pany has been authorized to issue $8,136,000 of first consolidated 
five per cent gold bonds for the purpose of retiring a like 
amount of bonds which mature January 1, 1926, and to sell them 
at not less than 97.83 and accrued interest. 


The Central of Georgia has been authorized by the Com- 
mission to issue and sell $3,840,000 of 4% per cent equipment 
trust certificates at not less than 96.89 per cent of par and ac- 
crued dividends to Kuhn, Loeb & Company of New York City. 
Proceeds from the sale will be applied on the acquisition of 
fifteen locomotives and 1,927 box cars at an approximate cost 
of $5,145,887.32. Commissioner Eastman dissented because of 
his view that such railroad securities should be offered for sale 
at competitive bidding. 


FINANCE APPLICATION 


The Reader Railroad has applied to the Commission for 
authority to issue $325,600 of capital stock to be used to acquire 
a line of railroad from the Mansfield Hardwood Lumber Com- 
pany in Arkansas. 


The Longview, Portland & Northern Railway Company has 
applied to the Commission for authority to issue six promissory 
notes of $11,406.25 each, bearing 6 per cent interest, in part pay- 
ment of the purchase price of fifty logging cars, at a total cost 
of $91,250. The notes will be issued to the Magor Car Cor- 
poration. 


CHANGES IN DOCKET 


Argument in No. 5504, the Cotton Manufacturers’ Associa- 
tion of S. C. vs. C. C. & O. Ry., Director-General, as agent, et al., 
assigned for November 11 at Washington, D. C., was postponed. 

Hearing in Finance No. 4226, application of Owensboro, 
Rockport & Chicago Ry. Co. for authority to construct a railroad 
from Owensboro, Ky., to Elnora, Ind., assigned for November 
12, at Indianapolis, Ind., before the Public Service Commission 
of Indiana, was postponed. 

Hearing in No. 17214, Stott Briquet Co. vs. Penn. R. R. et al., 
assigned for November 13, at Minneapolis, Minn., before Ex. 
aminer Disque, was postponed. 

Hearing in No. 15550, Sub-Nos. 1 and 2, Burlington Shippers’ 
Assn. et al. vs. C. & O. Ry. Co. et al., assigned for November 13, 
at Burlington, Ia., before Examiner Stough, was postponed. 


PETITION FOR REHEARING, ETC. 

The defendants in No. 14313, and Sub No. 1, Certain-teed 
Products Corporation et al. vs. Arkansas & Louisiana Missouri 
Ry. et al., have filed a supplemental petition for rehearing or 
argument before the full Commission. 

The Chicago Board of Trade, intervener in No. 15029, Des 
Moines Board of Trade et al. vs. Des Moines & Central Iowa 
et al., has petitioned the Commission for rehearing or reargu- 
ment in the above-entitled proceeding. 
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REPARATION DETERMINATION 


Examiner Paul Carter, in No. 8897, Butters Lumber Company 
et al. vs. Atlantic Coast Line et al., and cases bracketed there- 
with, has determined the amount of reparation due each of the 
complainants and recommended award of the amounts ascer- 
tained and stated. The original decisions were made in 48 I. C. 
C. 415 and 55 I. C. C. 595. The cases joined with the one men- 
tioned are sub-No. 1, North Carolina Lumber Company vs. At- 
lantic Coast Line et al.; sub-No. 2, Whiteville Lumber Company 
vs. New York, Philadelphia & Norfolk et al., and No. 9802, 
Waccamaw Lumber Company vs. Atlantic Coast Line, Director- 
General et al. 

The Commission, in the reports mentioned, found rates on 
lumber unreasonable to the extent the locals or proportionals, 
from North Carolina points to Norfolk and Pinner’s Point, Va., 
exceeded the aggregate of intermediates and awarded reparation. 
The Atlantic Coast Line, according to the report, refused to ap- 
prove the reparation statement, giving as the principal reason 
for its declination, the fact that the complainants had failed to 
submit paid freight bills on all the shipments, as required by the 
Commission’s rule V. The examiner said the complainants were 
unable to furnish paid freight bills on all the shipments. The 
Commission set the cases for further hearing to determine the 
amount of reparation due each complainant on shipments which 
moved prior to May 22, 1915. The examiner said it appeared 
that the defendant’s refusal to approve the reparation statements 
was due to the fact that the finding of unreasonableness and the 
award of reparation were based “on a technical violation of sec- 
tion 4 of the act to regulate commerce.” In conclusion the ex- 
aminer said: 


The Commission should find that the following complainants are 


entitled to the following amounts of reparation with interest from 
the date shown: 


Butters Lumber Company, $1,558.36 with interest from Dec. 15, 
1914; North Carolina Lbr. Company, $661.16 with interest from Dec. 
15, 1914; Whiteville Lumber Company, $2,410.88 with interest from 


Dec. 1, 1914; Waccamaw Lumber Company, $2,248.28 with interest 
from Jan. 1, 1915. 


STONE TO AND VIA TULSA 


In a report on No. 16108, Consolidated Cut Stone Company 
et al. vs. Atchison, Topeka & Santa Fe et al., Examiner Alfred 
S. Knowlton said the Commission should find rates on stone, 
from Bedford, Ind., to Tulsa, Okla., unreasonable and in violation 
of the aggregate of the intermediates clause of the fourth section, 
prescribe a reasonable basis and award reparation. He said it 
should find the rates on stone from Carthage and Phenix, Mo., 
and Silverdale, Kan., to Tulsa not unreasonable but require the 
carriers to remove a violation of the long and short haul part of 
the fourth section. The rates on dressed stone from Tulsa to 
Kansas, Arkansas, western Louisiana and to Texas, he said, 
should be found not unreasonable but rates on rough or scrab- 
bled stone blocks the same as on dressed stone should be found 
unduly prejudicial to the extent there was not a spread of two 
cents in the rates. 

Complainants asked for the establishment of transit on stone 
at Tulsa, on the ground that there was transit on stone in Texas, 
to their hurt, but the examiner said the Commission should re- 
frain from establishing transit and fimd the refusal to grant 
transit not unlawuful. 

The report also covers No. 16478, Same vs. Same, and No. 
15539, Same vs. Same. The complaints, Knowlton said, alleged 
that the rates charged on rough stone and stone sawed on two 
sides, shipped in the two year period prior to July 1, 1924, from 
Bedford, Bloomington and Clear Creek, Ind., Carthage, Mo., and 
Phenix, Mo., and Silverdale, Kan., to Tulsa, had been unreason- 
able, unjustly discriminatory against complainants and unduly 
preferential of their competitors at Bedford and other points, 
and in violation of the long and short haul provision of the 
fourth section, in that the rate from Silverdale to Tulsa was 
higher than the rate to Muskogee, Okla.; that the rates charged 
on dressed stone, shipped since March 1, 1920, from Tulsa, to 
destinations in Kansas, Arkansas, western Louisiana and Texas 
had been unjust and unreasonable; and that the rates on rough 
stone or rough stone sawed on four sides or less, from various 
origin points to Tulsa and there dressed and reshipped to desti- 
nations before mentioned, had been unjust and unreasonable, 
and, as compared with rates and transit privileges accorded com- 
plainants’ competitors in Texas on like traffic moving between 
points in Texas, unjustly discriminatory and unduly prejudicial 
to complainants and preferential of their competitors in viola- 
tion of the first, second, third and thirteenth sections of the in- 
terstate commerce act. 

The Commission was asked to prescribe just and reasonable 
rates for the future, to require the defendants to accord com- 
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plainants the privilege of dressing in transit and to award rep. 
aration. The Bedford Stone Club, the examiner said, intervened 
and sought to have the complaints dismissed. 

Complainants, the examiner said, obtained rough stone or 
slabs from Bedford or Carthage, dressed it and shipped the 
dressed stone to specific jobs upon which they had been the suc- 
cessful bidders. Their difficulty, he said, seemed to be that they 
had to pay the locals in and out from their factories. They 
sought rates on dressed stone the same as applied on face brick 
as prescribed in Memphis-Southwestern Investigation, 77 I. C. C. 
473, and rates on rough stone, meaning stone sawed on four 
sides or less, on the same basis as crushed rock and similar 
commodities. They contended that the maximum reasonable 
rate on dressed stone from Bedford would be 27 cents and that 
the maximum reasonable rate on rough stone would be five cents 
less, or 22 cents; or, that if the Commission upheld the 41.5 cent 
rate on dressed stone from Bedford, then that the rate on rough 
stone should be 7 or 8 cents less; and that the rate from Carth- 
age should be 7 cents instead of 11, the crushed rock rate. They 
contended, Knowlton said, that the exaction of the same rate on 
dressed stone from Carthage as on rough stone, in itself was 
sufficient to show discrimination against shippers of rough stone. 

Speaking of transit, the examiner said that transit would 
doubtless be an advantage to complainants but that transit on 
stone was not general and was not granted by the carriers in 
this case. He said the transit at three points in Texas was given 
primarily to move Texas stone which was suitable for use in 
Texas climate, but that for a long time the privilege had not been 
exercised and that it was indicated that cancellations would be 
made. No transit privileges were in effect, he said, on Bedford 
stone, at any point in the United States and there was no dis- 
crimination as a basis for requiring transit at Tulsa, in accord- 
ance with the Commission’s policy of requiring carriers to extend 
transit to new points, or to additional commodities, to remove 
discrimination. He said the Commission should refrain from 
ordering transit. 

The 41.5 cent rate from Bedford to Tulsa, he said, should be 
found unreasonable to the extent it exceeded 39.5 cents and that 
complainants should be given reparation to that basis. 


STATE RATES NO BURDEN 


Examiner Leo J. Flynn has recommended the dismissal c. 
No. 15079, Hunter Brothers Mercantile Company et al. vs. 
American Railway Express Co., on the principal finding that in- 
trastate express rates on fresh fruits and vegetables from the 
western slope district of Colorado to destinations in that state 
imposed by state authority do not unduly prefer that district 
nor unduly prejudice the Farmington district in New Mexico, 
nor unjustly discriminate against interstate commerce. He said 
the Commission should also find that the express rates on fresh 
fruits and vegetables from the Farmington district to destina- 
tions in Colorado -were not unreasonable. 

The complaint as to which the findings mentioned have been 
recommended was brought by growers and shippers of fruits 
and vegetables from the New Mexico district to Colorado over 
the Denver & Rio Grande Western, their only outlet being the 
narrow gauge lines of that system. It alleged violation of the 
first, third and thirteenth sections of the interstate commerce 
act. The chief rate under attack, $1 per 100 pounds, any quan- 
tity, was prescribed by the Colorado Commission in July, 1922. 
Flynn said the express company did not take an appeal from 
that rate, as it was entitled to do under the laws of Colorado; 
nor did it make any complaint to the Commission, alleging it 
to be in violation of the prohibition in section 13, forbidding 
unjust discrimination against interstate commerce. The $1 rate 
replaced a rate of $1.51 on quantities of 1,500 pounds and greater 
and $1.85 on lesser amounts. Farmington has rates of $1.71 and 
$2.05, the difference in distance on the average haul being 71 
miles. 

The facts in the case, apparently, caused Flynn to discuss 
the foundation upon which the Commission must build when it 
takes jurisdiction over intrastate rates. He said: 


Before the Commission can take jurisdiction over the intrastate 
rate established pursuant to an order of the Colorado commission It 
must appear that the intrastate rate injuriously affects interstate 
commerce in Violation of the interstate commerce act. In some casés 
intrastate rates affect interstate commerce in ways so manifestl) 
injurious as to make them subject to the Commission’s control. In 
other cases the relation of an intrastate rate to the movement of 
interstate commerce is so remote and insignificant that it may propP- 
erly be disregarded. The decisive factor is whether or not the intra: 
state rate affects interstate commerce injuriously to a material and 
considerable extent. Upon the record in this case can it be said 
that the intrastate rates from the western slope does? : 

According to some of complainants’ witnesses, the decline in the 
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fruit industry in the Farmington district commenceg@ about 8 to 10 
years ago, at a time when the differential between the rates from 
the Farmington district and the western slope to Colorado common 
points was only 15 or 20 cents per 100 pounds, and that the industry 
has declined heavily in the last 5 or 6 years. 


The growers and shippers of fruit from the farmington district 
are not organized into cooperative shipping associations as are the 
western slope growers and shippers, and the testimony of some of 
complainants’ witnesses indicates that to some extent, at least, that 
fact has something to do with the inability of the Farmington district 
growers to market their products more profitably. This, however, is 
an economic matter and has no probative force on the question of 
the reasonableness or propriety of the rates in issue. 


Under the train schedule in effect at the time of the hearing 
express from Farmington destined to Denver left Farmington at 
4:20 a. m., which practically necessitated delivery of fruit to the 
carrier the preceding day. Shipments from Farmington arrived in 
Denver after being in the carrier’s possession about 37 hours. Under 
the present train schedule the running time from Farmington to 
Denver is about 33 hours. The traffic moves about 250 miles over 
a narrow gauge line from Farmington to Alamosa, Colo., where 
transfer to standard-gauge cars is necessary which involves an 
additional expense. 


The great bulk of the fruit shipped by express from the western 
slope moves over standard gauge lines of the Rio Grande over which 
there is a heavy transcontinental traffic. Of the total traffic a com- 
paratively small portion which originates at stations between Mont- 
rose, Colo., and Gunnison, Colo., moves about 136 miles over a 
narrow gauge line to Salida, Colo., at which point transfer to standard- 
gauge cars is made. From an operating standpoint the bulk of the 
fruit shipped by express from the western slope is easily handled. 
During the shipping season it moves in great volume in through trains 
from that territory to Pueblo, Colorado Springs and Denver and no 
transfer is required. The time of transit from Grand Junction to 
Denver is about 18 hours. 


A large portion of the western slope fruit is shipped by freight 
in carload lots. The fruit so shipped is not tree-ripened fruit. The 
latter is ready for consumption and must be shipped with the greatest 
expedition in order to be on the market before it spoils. The western 
slope has practically no other outlet for its fruit other than the 
Colorado common points and the intermediate territory in Colorado. 
Although rates higher than $1.25 have been in effect from the western 
slope to Colorado common points it has only been —- periods of 
the year when little, if any, fruit was being shipped. Western 
slope shippers expressed the opinion that if the intrastate rate were 
raised the result would be to take out of the express traffic a large 
portion of the ripe fruit, which now moves under the $1.25 rate, much 
of which would be left on the ground, resulting in a loss of traffic and 
economic waste. 


The western slope shippers regard their principal competition as 
coming from fruit grown in counties in eastern Colorado nearer to 
the Colorado common point markets, which moves under rates which 
are less in volume, and with fruit srown in California and shipped 
in carload lots by freight. At no time while the matter was under 
consideration by the Colorado Commission prior to its order requiring 
the establishment of the $1.25 rate from the western slope was the 
matter of any competition coming from the Farmington district con- 
sidered or even mentioned. Witnesses for the western slope shippers 
and growers testified that they are not concerned with the measure of 
the rate from Farmington to Colorado common points and are not 
opposed to a reduction in that rate to the basis of the Colorado intra- 
state rate. Complainants’ witnesses generally testified that the rate 
from the Farmington district was so high that it was practically 
impossible to ship under it at a fair profit to the grower, and they 
generally expressed a desire for the reduction in the Farmington rate 
rather than an increase in the Colorado intrastate rate. Some of 
them expressed the view that the measure of the rate from the 
western slope had practically little, if anything, to do with the ability 
to market fruit grown in the Farmington district. 


_ The production of fruit in the western slope is vastly greater than 
in the Farmington district. In July, 1924, the fruit shipped by 
express from 9 western slope stations to Denver, Colorado Springs, 
Pueblo, Trinidad and Walsenburg, Colo., amounted to 848,880 pounds. 
No shipments were made from the Farmington district to the same 
destinations in that month. In August the movement from the same 
stations on the western slope to the same destinations amounted to 
1,707,344 pounds and from Farmington 36,332 pounds; in September 
1,637,271 pounds from the western slope stations and 35,612 pounds 
from Farmington; and in October, 423,981 from the western slope 
stations and 407 pounds from Farmington. All of this traffic from 
the western slope moved over standard gauge lines and 81 per cent 
originated at stations on the Rio Grande’s trunk line. At only one 
of these stations, Grand Junction, is a pick up service furnished by 
defendant. Of the total shipments of fruit received during the 
months named by express at the 5 common points named from the 
Farmington district and from the 9 western slope points, the latter 
supplied 98.45 per cent. In 1919 the total production of orchard fruits 
in San Juan County was less than 3.4 per cent of the production in 
the western slope territory in the same year. 


Defendant did not show the cost of tne service. There is no evidence 
of record which would warrant a finding that interstate traffic from 
Farmington to the Colorado common points moves under substantially 
Similar circumstances and conditions as does intrastate traffic from 
the western slope to the same destinations. Some facts of record 
show that such conditions are more favorable in connection with the 
movement of shipments from the western slope. 


Defendant refers to a commodity express rate of $1.33 on fruits 
and vegetables from Calexico, Calif., to Los Angeles, Calif., 230 miles, 
and also states that it has no knowledge of any interstate or intrastate 
commodity rate in the states west of the Missouri River as low as 
the rate of $1.25 for similar distances, and that it does not know of 


any express rate on shipments less than 1,500 pounds as low as that 
for similar distances. 


_ _The intrastate rate of $1.25 imposed by the Colorado Commission 
ts »° cents higher than the so-called emergency rate established by 
lefendants in July, 1921. The evidence does not warrant a finding that 
™ $1.25 intrastate rate imposes an undue burden on interstate traffic. 
here is evidence that much of the traffic from the western slope 
Which now moves under that rate will be lost under a higher rate, 
and revenues are derived not from rates alone, but from traffic. 
‘ The Commission should find that rates from the Farmington dis- 
yaar assailed are not unreasonable. The Commission should further 
— that the intrastate rate prescribed by the Colorado commission 
— not been shown to be unduly preferential of the western slope 
po Be sen prejudicial to the Farmington district and not unjustly dis- 


ory against interstate commerce. The complaint should 
be dismissed. 
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COLORED PASSENGER CASE 


Attorney-Examiner John McChord has recommended the 
dismissal of No. 15553, E. Crosby, M. D., vs. St. Louis-San Fran- 
cisco et al., on a finding that the Commission has no jurisdiction 
to award punitive or exemplary damages. He said that repara- 
tion should be denied. He further said that unjust discrimina- 
tion or prejudice against persons of the colored race in favor 
of persons of the white race had not been shown as alleged and 
that the complaint should be dismissed. 

Complainant alleged that between April 10, 1922, and No- 
vember 7, 1924, the defendants failed to furnish necessary facili- 
ties for the comfort of colored passengers traveling interstate; 
that they refused to sell complainant a Pullman ticket on dif- 
ferent occasions, and that complainant, while a passenger on 
the defendants’ trains, was subjected to unjust discrimination 
and undue prejudice in numerous instances, in violation of 
sections 1 and 3 of the interstate commerce act. 

The Commission, McChord said, was asked to require de- 
fendant to furnish the same facilites and establish the same 
standard or rule of service for persons of African descent as 
for white persons and to award reparation. 

In neither paragraph of the complaint, McChord said, was 
it asserted that complainant suffered damages by reason of the 
alleged acts of discrimination. Crosby asked for an award of 
$120,000. McChord said the complainant was given an oppor- 
tunity at the hearing to explain the damages, if any, he had 
sustained. Crosby, the examiner said, declined and failed to 
testify on that subject. No evidence was introduced for the 
complainant other than his own statements, from which the 
examiner inferred that it was a fair construction of the com- 
plaint to say that Crosby was seeking punitive or exemplary 
damages to impose which, he said, the Commission had no juris- 
diction or authority. 


PROPOSES CENTRAL IRON BASIS 


Extension of the scale established in Jones & Laughlin 
Steel Corporation vs. Baltimore & Ohio, 96 I. C. C. 682, to cover 
rates on bar iron, angle bars and channel bars, from Knoxville, 
Tenn., to destinations on the Louisville & Nashville in Ken- 
tucky and Tennessee, to Ohio and Mississippi River crossings, 
and points in Central Freight Association territory, based on a 
finding of unreasonableness as to some of the rates brought in 
question, has been proposed by Examiner W. M. Cheseldine in 
No. 15976, Knoxville Iron Company vs. Louisville & Nashville 
et al., and No. 16080, Same vs. Baltimore & Ohio et al., and 
fourth section application No. 1952. The first mentioned com- 
plaint, the examiner said, attacked the local rates to destinations 
on the Louisville & Nashville in Tennessee and Kentucky, and 
No. 16080 attacked the rates to common points in those states, 
the river crossings and destinations in central territory. 

After setting forth the high points in the rate structure 
created by the case mentioned, the examiner said the “com- 
modity here under consideration is a low grade, unfinished com- 
modity, as compared with some of the other articles on which 
the prescribed rates, and considered separately, it may well be 
accorded lower rates.” 


“Making due allowance,” said the examiner, continuing his 
explanation of the character of the traffic, “for the more favor- 
able transportation conditions within central territory, it would 
seem that the scale of rates prescribed on the manufactured 
iron and steel articles, in carloads. in the aggregate, for that 
territory, would be reasonable for application on the articles 
here under consideration, in carloads, from and to the points 
with which we are dealing.” 

According to the examiner the complainant wanted the same 
rates, distance considered, from Knoxville, as were maintained 
from Pittsburgh. He said the rates from Pittsburgh to St. Louis 
and to points in Indiana and Illinois were before the Commis- 
sion at the time of the hearing in this case, in No. 15110, Jones 
& Laughlin Steel Corporation vs. Baltimore & Ohio, 96 I. C. C. 
682, and the complainant stated that it wanted the same basis 
of rates as might be prescribed in that case. 

Cheseldine said that all the commodities embraced in the 
complaint, except a rough concrete reinforcing bar, had to be 
reworked before using. He said they moved on commodity rates 
applying on “special iron,” which included many manufactured 
iron articles that were given the same fate. Many of the 
articles, he said, were finished articles and much more valuable 
than complainant’s products. It was, therefore, urged that the 
articles under consideration should be removed from the special 
iron list and accorded lower rates. 

The examiner said the complainant now shipped little of 
its product to the destinations under consideration, saying it 
could not reach most of them because of the rate adjustment. 

The complaints constituted an attack upon the general ad- 
justment made July 1, 1923, on iron and steel articles, for the 
removal of fourth section violations. Rates prior to that time, 
the examiner said, were made to reflect the well-known basing 
point system, under which higher rates were maintained at local 
intermediate points. He said the readjustment of that day 
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brought about a general levelling of rates, those to the common 
points being increased to what he called the normal or com- 
petitive basis, and the rates at local points reduced to the normal 
basis subject to the common point rates as maxima. 

While the readjustment brought about many reductions, the 
examiner said the complainant contended the rates were too 
high; that it could not do business at destinations on the exist- 
ing basis, in the face of the lower adjustment from Pittsburgh 
_and other producing points. It contended that Knoxville, being 
but 291 miles from Cincinnati, was entitled to a lower rate than 
either, Chattanooga or Pittsburgh, those points being 338 and 
311 miles, respectively, from Cincinnati. 

At the hearing the defendants offered many revisions, in- 
cluding the placing of Knoxville on the Pittsburgh basis to 
Cincinnati and Louisville. They considered that in doing so 
they had offered quite a concession, the examiner said, and felt 
they had gone as far as they could be expected to go, especially 
in view of the well recognized fact that transportation conditions 
south of the Ohio river justified a higher level of rates than in 
central territory.” They showed, he said, that the class rates 
from Pittsburgh to Cincinnati were on a much lower basis than 
from Knoxville; and that the proposed rates were lower than 
either the fifth class scales prescribed by the Commission for 
central territory, which applied on iron and steel, the iron and 
steel commodity rates prescribed for the southwest, or the rates 
maintained in the southeast. In fact, he said, the railroads con- 
tended the rates in question were depressed. They contended 
that the rates complained of, to destinations in central territory, 
were fairly aligned with the rates maintained from other south- 
ern producing points, and from Pittsburgh to the same 
destinations. 

“Complainant has great difficulty competing with the Pitts- 
burgh mills even where the rates are equal and under the pres- 
ent rates it simply has let most of the business go,” says the 
report. “At the time of hearing, it had not shipped to Cineinnati, 
for example, for several months.” He said the complainant 
insisted that it should have a lower rate to Cincinnati than 
Pittsburgh had. It suggested a rate of 23 cents. 

“This rate,” said the examiner,’ would pay 16.31 mills per 
ton-mile, a rather good return for hauls of that distance on this 
character of traffic.” At that point he took up a discussion of 
the Jones & Laughlin scale and pointed out that the Commission, 
in the report in that case suggested that it might be found proper 
to differentiate between the high-grade and low-grade, between 
the finished and unfinished, and between the heavy-loading and 
the light-loading articles, dividing them into two or more groups 
taking different ratings. 

The scale prescribed and the rules for applying it are 
as follows: 


Distant 100 Ibs. Distant 100 Ibs. 
Rate per Rate per 
5 miles and under......... 6 200 miles and over 190...... 20 
10 miles and over  65...... Z 210 miles and over 200...... 20.5 
15 miles and over 10...... 7.5 220 miles and over 210...... 21 
20 miles and over 15...... 8 230 miles and over 220...... 21.5 
25 miles and over 20...... 8.5 240 miles and over 230...... 22 
30 miles and over 25...... 9 250 miles and over 240...... 22.5 
35 miles and over 30...... 9.5 260 miles and over 250...... 23 
40 miles and over 35...... 10 270 miles and over 260...... 23.5 
45 miles and over 40...... 10.5 280 miles and over 270...... 24 
50 miles and over 465...... 11 290 miles and over 280...... 24.5 
55 miles and over 50...... 11.5 300 miles and over 290...... 25 
60 miles and over 565...... 12 320 miles and over 300...... 26 
65 miles and over 60...... 12.5 340 miles and over 320...... 27 
70 miles and over 65...... 13 360 miles and over 340...... 28 
75 miles and over 70...... 13 380 miles and over 360...... 29 
80 miles and over 85...... 13.5 400 miles and over 380...... 30 
85 miles and over 80...... 14 420 miles and over 400...... 31 
90 miles and over 85...... 14 440 miles and over 420...... 32 
95 miles and over 90...... 14.5 460 miles and over 440...... 33 
100 miles and over 95...... 15 480 miles and over 460...... 34 
110 miles and over 100...... 15.5 500 miles and over 480...... 35 
120 miles and over 110...... 16 520 miles and over 500...... 36 
130 miles and over 120...... 16.5 540 miles and over 520...... 37 
140 miles and over 130...... 7 560 miles and over 540...... 38 
150 miles and over 140...... 17.5 580 miles and over 560...... 39 
160 miles and over 150...... 18 600 miles and over 580...... 40 
170 miles and over 160...... 18.5 620 miles and over 600...... 41 
180 miles and over 170...... 19 640 miles and over 620...... 42 
190 miles and over 180...... 19.5 


In computing distances under the foregoing scale the shortest 
routes by existing connections for the interchange of carload 
traffic shall be used, embracing as a maximum the lines of not 
more than three line-haul carriers. Lines under common owner- 
ship or control should be considered as a single line, except that 
where a portion of the same railroad is used more than once, it 
may be counted as a separate line each time it is used. 

In view of the relationship existing between many of the 
destinations in question, it is not intended that the scales pre- 
scribed should be strictly applied, but the carriers may continue 
to group certain points, as the river crossings, in order to con- 
tinue existing relationships, applying the rate prescribed for the 
average of the short line distances to the various points. 

No evidence was submitted by the carriers in support of the 
portions of their fourth section applications set for hearing with 
these cases, and in so far as they are involved and have not 
already been denied an order will be entered denying them. 

No violation of sections 2 or 3 is shown. 

Any reduction of revenues due to necessary reductions in the 
rates should be compensated for by added traffic that defendants 
would not otherwise receive. The revision of July 1, 1923, and 
the further revision required under the recommendations herein, 
should be regarded as parts of the general leveling of the rates 
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from, to, and between points in the south, that has been in 
progress for some time. Reparation should accordingly be denied. 


RATES ON ANTHRACITE 


Authorization of waiver of undercharges and dismissal of 
the complaint have been recommended by Examiner Frank C. 
Weems in a proposed report in No. 16172, Elliott Fuel Company 
vs. Minneapolis, St. Paul & Sault Ste. Marie Railway Company 
et al., on a finding that the rate applicable on anthracite from 
Suspension Bridge, N. Y., to Minneapolis, Minn., was unreason- 
able to the extent that it exceeded rates of $4.865 per ton of 
2,240 pounds prior to June 25, 1921, and $4.87 thereafter. 

Complainant alleged that charges sought to be collected on 
25 carloads of anthracite coal shipped from points in Pennsyl- 
vania to Minneapolis, in the period June 11 to September 19, 
1921, were illegal, unjust and unreasonable. The examiner said 
the real issue was the unreasonableness only of additional 
charges due under the applicable tariffs, and which defendant, 
the Soo Line, the delivering carrier, sought to recover by an 
action in the district court of Minnesota for the fourth judicial 
district. Complainant asked that the charges collected be found 
reasonable and that collection of undercharges be waived. 

Rates charged for the movement up to Suspension Bridge, 
N. Y., were not assailed. The rates charged beyond that point 
were those found reasonable by the examiner, but higher rates 
were applicable. 


RATES ON GLASS BOTTLES 


Examiner Frank C. Weems has recommended prescription 
of reasonable rates for the future, but denial of reparation in a 
proposed report in No. 17106, Charles Boldt Glass Company vs. 
Chesapeake & Ohio et al., on a finding that rates on empty glass 
bottles, carloads, from Huntington, W. Va., to Griffin, Ga., were, 
are, and for the future will be unreasonable to the extent that 
they exceeded, exceed or may exceed the rate contmporaneously 
in effect to Macon, Ga. The examiner said the record was not 
clear as to who paid and bore the charges on the shipments, 
which moved since July 20, 1924. Complainant alleged that 
rates of 88 cents and 82.5 cents charged were and are unjust 
and unreasonable and in violation of the long-and-short-haul 
provision of section 4 in that they exceeded and exceed a rate 
of 77.5 cents contemporaneously maintained and at present in 
effect from Huntington to Macon, a point beyond on the same 
line. 

The examiner said that, by fourth section application No. 
2063, filed December 17, 1910, by J. F. Tucker, agent, the Com- 
mission was asked, among other things, to grant authority to 
charge on empty glass bottles from Huntington to Macon rates 
that were lower than those on like traffic to Griffin and other 
intermediate points. He said such portion of the application 
had not been heard, but that as the present rate to Macon was 
made subject to rule 77, consideration of that application seemed 
unnecessary. Moreover, he added, the Commission had repeat- 
edly found that the notation on a tariff in accordance with rule 
77 was a substantial compliance with the fourth section require- 
ments. 


CAN RATES AND WEIGHTS 


Examiner Leo J. Flynn, in a report on No. 15801, Gille Manu- 
facturing Co. vs. Kansas City Southern et al., said the Commis- 
sion should find the rates on cans, iron, steel, tin and galvanized, 
carloads, from Kansas City to Fort Smith, Ark., Wichita, Kans., 
and Sioux City, not unreasonable or otherwise unlawful. The 
complainant alleged they were unreasonable, unjustly discrim- 
inatory and unduly prejudicial. In addition it alleged the rate 
from Kansas City to Sioux City was in violation of the aggregate 
of intermediates part of the fourth section. The complainant, 
the examiner said, also attacked the minimum weight from 
Kansas City to Wichita, as excessive. Flynn said that if some 
of the minima were too high adjustment could not be made on 
the record. 

The report covers two sub-numbers, Same vs. Atchison, 
Topeka & Santa Fe et al. and Same vs. Missouri Pacific et al. 
The complainant asked for the dismissal of the first menttioned 
of the two sub-numbers. 


CHARGES ON PEACHES 


On a proposed finding that the record is insufficient to war- 
rant the Commission in reaching any affirmative finding with 
respect to the measure of the rates and charges assailed, Attor- 
ney-Examiner John McChord has recommended dismissal of 
the complaint in No. 16759, John F. Graham vs. New York 
Central. Complainaint alleged that refrigeration charges col- 
lected on two carloads of peaches shipped, respectively, from 
Lockport and Bert, N. Y., to Grand Rapids, Mich., and a carload 
from Lockport to Oshkosh, Wis., were unreasonable and dis- 
criminatory. 

The report said each shipment was originally consigned to 
Cleveland and subsequently reconsigned from Cleveland to Chi- 


~~ TH Se 4S of Lee oO 


~ 





ee ee ond 


et 


Se 


Ror 


- aeep 


t 
rt 


it 
t 
1 


e 


i- 


1S 
or 
n 
is 
d 
t- 
le 


November 14, 1925 


cago. Two of the cars were consigned from Chicago to Grand 
Rapids and the third was reconsigned from Chicago to Oshkosh. 
The charges assailed on the shipments to Grand Rapids were 
the stated tariff charges of $60 per car to Chicago and $45 per 
car from that point to Grand Rapids; also charges for ice fur- 
nished at Cleveland while the shipments were held for recon- 
signment there, according to the report. The charges on the 
car that moved to Oshkosh were $65 for stated standard refrig- 
eration and for ice furnished at Cleveland and Chicago. 

Mr. McChord said complainant’s evidence consisted wholly 
of a description of the shipments and the items of payments, 
supported by the paid freight and refrigeration bills of defend- 
ant. There was an item of $6 on one of the cars that defend- 
ant’s witness was not able to explain, according to the report, 
and defendant proposed to further investigate that item and 
make refund of that amount if found not applicable. An unpaid 
item of $5 covering additional charges for ice at Englewood, IIl., 
should be canceled, Mr. McChord said, as those charges were 
embraced in the charge for standard refrigeration. 


REMOVAL OF UNDUE PREJUDICE 


A method for removing the undue prejudice found in the 
original report, 88 I. C. C. 273, has been recommended by 
Examiner Burton Fuller, in No. 13758, Ridenous-Baker Mercan- 
tile Co. et al. vs. Atchison, Topeka & Santa Fe et al. In a 
report on further hearing, Fuller said the Commission should 
affirm its finding as to reasonableness of the rates on pickles 
from Colorado producing points to Oklahoma destinations and 
modify its finding of undue prejudice against Oklahoma and of 
undue preference for the so-called Kansas group. 

Upon petition of the defendants, other than the Union 
Pacific, the case was reopened for further hearing solely on the 
question of determining how the undue: prejudice found to exist 
should be removed. Upon petition of the complainants the case 
was reopened for further hearing upon all the issues. Fuller 
said the existance of the undue prejudice was not denied by the 
defendants and the question on further hearing was limited to 
the extent of the prejudice and how it should be removed. 

Defendants, other than the Union Pacific, the examiner said, 
contended that it was the intention of the Commission to have 
the prejudice removed by increasing the rates to Kansas. The 
complainant and the intervening Wichita Chamber of Commerce, 
contended that the prejudice should be removed by reducing the 
rate to Oklahoma. 

The examiner said the Commission should order the removal 
of the undue prejudice by the establishment of rates from 
Colorado of 65 cents to the Kansas group and 76 cents to Okla- 
homa, on a minimum of 36,000 pounds. Fuller said that the 
undue prejudice could be removed, with the least disturbance 
to other rates, by making appropriate changes in both the rate 
to Oklahoma and the rate to Kansas. 


CHARGES FOUND ILLEGAL 

Examiner A. S. Worthington, in No. 16593, Milne Lumber 
Company vs. Missouri Pacific et al., and No. 16618, Same vs. 
Same, said the Commission should find charges collected on 
shipments of lumber from points in Louisiana to destinations in 
Ohio, Michigan and New York, reconsigned in transit, were 
illegal, and award reparation. The shipments were originally 
billed through to East St. Louis via the Wabash, but were 
stopped at Dupo, Ill., and turned over to the Missouri Pacific. 
Transportation charges were collected on the basis of the rates 
to and from East St. Louis, which, complainant insisted, were 
illegal to the extent they exceeded the contemporaneous joint 
through rates from points of origin to final destination. 

Worthington said the Commission should find the charges 
were illegal to the extent they exceeded those based on the 
joint rates through East St. Louis, plus the applicable charges 
for reconsigning at East St. Louis and demurrages charges 


which actually accrued at East St. Louis and at the final 
destinations. 


LUMBER DEMURRAGE CASE 


A finding of illegality and an award of reparation have been 
Proposed by Examiner J. P. McGrath in No. 16464, Milne Lum- 
ber Company vs. Chicago & Northwestern, as to demurrage 
charges on carloads of yellow pine at Chicago and Detroit. The 
report covers a sub-number, Same vs. Michigan Central. The 
complaints alleged that the demurrage charges on two carloads 
of lumber from Haslan, Tex., and from Standard, La., consigned 
to Herrick and Marine, Ill., thence reconsigned to Detroit and 
Chicago, were illegal. An awards of $37.40 in one case and 
$66 in another, each with interest, was recommended. 


OLD ARMATURES NOT JUNK 
Examiner John H. Howell has recommended the dismissal 
of No. 16214, Oklahoma Traffic Association et al. vs. Aberdeen 
& Rockfish et al., on a finding that the ratings and rates on new 
and on junked, old, worn-out electric automobile armatures, in 
less than carloads, between Oklahoma City, Okla., and Indian- 


THE TRAFFIC WORLD 1139 


apolis, Ind., and all other points in the United States, are not 
unreasonable. The complaint, brought by and in behalf of a 
company that is in the business of re-winding armatures, par- 
ticularly automobile armatures, alleged first class, less than car- 
loads, in Official and Western and second in Southern Classifica- 
tion territories were unjust and unreasonable. It asked for new 
ratings on both old and new armatures, but Howell said what 
it was after was practically a junk rating on worn-out or burned- 
out automobile armatures. Old automobile electric armatures, 
Howell said, clearly were more than junk and that there ap- 
peared no justification for giving them the junk rating. 


STEEL CASTINGS RATES 


A recommendation that the Commission apply the rate 
basis prescribed in Jones & Laughlin Steel Corporation vs. Bal- 
timore & Ohio, 96 I. C. C. 682, has been made by Examiner 
Burton Fuller in No. 16496, National Car Coupler Company vs. 
Atchison, Topeka & Santa Fe et al., based on a finding that rates 
on steel castings, carloads, from Attica, Ind., to St. Louis, Chi- 
cago, Peoria, Streator and Mt. Vernon, IIl., are unreasonable 
and unduly prejudicial. The complainant is a manufacturer and 
repairer of freight cars, locomotives, tractors, electrical and 
other kinds of machinery. Its competitors are at Chicago, 
Granite City, East St. Louis and St. Louis. The examiner said 
reparation should be awarded. He said the finding should be 
that the rates were and are unreasonable, unduly prejudicial 
and unduly preferential to the extent the rates from Attica 
exceeded, exceed or may exceed those that would result from 
the application of the basis indicated and to the extent the 
interstate rates from the competing points were, are or may 
be less than the scale rates indicated. 


REPARATION ON COAL 


In a report on further hearing, in No. 13158, Nelson Fuel 
Company et al. vs. Chesapeake & Ohio et al., Attorney-Examiner 
F. C. Hillyer said the Commission should affirm its previous 
award in 96 I. C. C. 124. Following that, he said, it should 
award reparation on shipments of coal from mines on the Green- 
brier & Eastern, to interstate destinations on the basis of the 
reasonable and non-prejudicial rates prescribed in the original 
report, 83 I. C. C. 737, and report on further hearing, 96 I. C. C. 
124. The defendants contended, among other things, that there 
was no finding in the original report that the rates were unrea- 
sonable in the past; that the finding, if applied to rates in the 
past, was not one of unreasonableness, per se, but of relative 
unreasonableness; that proof of actual damages or pecuniary 
loss was an essential foundation for an award of reparation 
under a finding of relative unreasonableness as with findings of 
undue prejudice; and that complainants had not proved actual 
damages. 

The outstanding fact in the case, the examiner said, was 
that the transportation charges from the complainants’ mines 
were higher than those from competing mines and complainants 
were forced to and did meet the prices at which their competi- 
tors sold by assuming and paying that part of the through 
charges which exceeded the district rates. 

Upon this record, Hillyer said, there were no facts that 
would warrant a reversal of the Commission’s award in the 
second report. No material errors of fact, he said, were alleged, 
and no errors of law were apparent. 


REPARATION ON GASOLINE 


Attorney-Examiner John McChord, in No. 16788, Northwest- 
ern Oil Company et al. vs. St. Louis-San Francisco, said the 
Commission should find rates on gasoline from Peckham, Okla., 
to Port Arthur, Ontario, unreasonable and unduly prejudicial 
and award reparation. The complainants alleged that a rate of 
99 cents was unreasonable, and as compared with rates on like 
traffic, by steamers to Port Arthur, and the rate of 93 cents to 
Winnipeg from Peckham, unjustly discriminatory and unduly 
prejudicial. ’ 

In disposing of the case the examiner said the Commission 
had no authority to establish a rate in Canada, but where, as 
here, a joint through rate had been voluntarily maintained to a 
point in Canada, and charges based on such rates had been col- 
lected, the Commission might inquire whether the through rate 
as a whole was unreasonable, unduly discriminatory or other- 
wise unlawful, and if so found award reparation and damages to 
the party complainant. He said the Commission should find 
that the rate was unreasonable and unduly discrimimatory to 
the extent it exceeded the contemporaneous rate of 93 cents 
from Peckham to Winnipeg and award reparation. 


ALCOHOL CASE DISMISSED 
Examiner John H. Howell has recommended the dismissal 
of No. 16200, Oklahoma Traffic Association et al. vs. Alabama 
& Vicksburg et al., on a finding that the rates on denatured 
alcohol, in carloads, from New Orleans and points taking the 
same rates, to Oklahoma City and other destinations in Okla- 
homa, are not unreasonable. The ultimate issue, Howell found, 
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was whether fifth-class rates were suitable for application to 
alcohol. The defendants contended that they were and called 
attention to the fact that fifth-class rates were in effect from 
Peoria to Oklahoma and other large markets. They said that if 
the rates from New Orleans were reduced, such action would 
necessitate reductions from competing markets. 


COAL RATE RECOMMENDED 


A finding of unreasonableness, a new rate and reparation 
have been recommended by Examiner W. J. Koebel in No. 17127, 
United States Finishing Co. vs. New York, New Haven & Hart- 
ford, as to rates on soft coal from South Providence and Harbor 
Junction Wharf, R. I., to Sterling, Conn. He said the Commis- 
sion should find the rates unreasonable to the extent they ex- 
ceeded, exceed or may exceed $1.30 per ton and award repara- 
tion to that basis. He said the Commission should find the rate 
from Allyn’s Point, Conn., to Sterling, intrastate and beyond its 
jurisdiction. Most of the coal consumed by the complainant, the 
report said, moved via the Connecticut port. The complainant, 
it said, bought the coal at Allyn’s Point, so that there was no 
original and continuing intention on its part to ship goods from 
a point in one state to a point in another state and so making 
the commerce interstate in character unchanged by mere acci- 
dents or incident's in billing. 


RATE PENALTY RULE CASE 


A finding of unreasonableness and undue prejudice has been 
recommended by Examiner J. Edgar Smith, in No. 16610, Wil- 
liam D. Lane et al. vs. Southern Pacific et al., as to a rate of 
$2.25 per 100 pounds, on apples in lug boxes, without tops, 
shipped in 1921 from points in California to Detroit. He said 
the Commission should find it unreasonable to the extent it ex- 
ceeded a contemporaneous rate of $1.50 on apples in boxes or 
crates. He said the tariff and transportation conditions dis- 
closed in this case were similar to those considered by the Com- 
mission in Kloeber vs. Northern Pacific, 96 I. C. C. 437. 

Charges were paid by the complainants at a rate of $1.50. 
They declined to pay bills for undercharges accruing, under the 
50 per cent penalty rule because the apples were not in crates or 
boxes but were in the lug boxes, the latter without tops. The 
carriers instituted suits, more than two years after the traffic 
moved but within the three-year period. The complainants, 
within ninety days of the beginning of those suits filed com- 
plaints alleging violation of the first, second, third and sixth sec- 
tions. Smith said there was no showing of any violation of the 
second and sixth sections so he confined his report to the first 
and third. 

Smith said the rate of $1.50 was applicable to apples in 
crates or boxes, but not to apples in boxes without tops or in 
bulk. Shipments in bulk or in packages without tops, he said, 


were subject to a penalty of 50 per cent addition to the rate of 
$1.50. 


ACTUAL VALUE RATES CASE 


Attorney-Examiner Arthur R. Mackley has recommended the 
dismissal of No. 15648, C. Sherger & Sons et al. vs. Boston and 
Maine et al., on the authority of the Commission’s decision in 
Crown Overall Manufacturing Company vs. Director-General, 100 
I. C. C. 471. He said the Commission should find without merit 
complaints alleging solely that commodity rates on granite lower 
than the class rates charged should have been applied, regardless 
of the value of the commodity, because the tariff provision re- 
stricting the application of the commodity rate to shipments of 
a maximum value per 100 pounds was void, under the Cummins 
amendment. The complainants, monument dealers at Delphos, 
O., Macomb, Ill., Wauseon, O., and Ligonier, Ind., shipped four 
carloads of granite from points in Vermont and New Hampshire 
to their places of business. The carriers exacted class rates. 
The complainants claimed the benefit of lower commodity rates 
restricted to granite of a value of $2.25 per 100 pounds or less, 
contending that the restriction was unlawful and that the lower 
rates applied just as if there were no restrictive words in the 
tariff. Mackley said the Commission should find that, as the 
complainants had not shown the value of the shipments was 
less than $2.25, the complaints were without merit and should 
be dismissed. The report covers three sub-numbers, O. Dunbar 
vs. Central of Vermont et al., E. C. Reynolds vs. Montpelier & 


Wells River et al., and C. V. Inks & Sons vs. Central of Vermont 
et al. 


DEMURRAGE CHARGES INAPPLICABLE 


An award of reparation has been recommended by Examiner 
J. Edgar Smith in a proposed report in No. 16768, William C. 
Atwater & Co. vs. Michigan Central, on a finding that demur- 
rage of $48 collected by defendant for detention of a carload of 
coal at Tekonsha, Mich., from July 12, 1923, to July 26, 1923, 
was inapplicable. 

Complainant alleged that in June, 1923, it shipped a carload 
of Pocahontas egg coal from Springton, W. Va., to Tekonsha, 
Mich., that the coal was transferred in transit from the car in 
which it had been first loaded into another car; that as result 
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of such transfer consignee at Tekonsha refused to accept the 
coal; that defendant was notified it would be held responsible 
in damages, and that, notwithstanding said notice, defendant 
assessed and complainant paid the demurrage charges. 

The coal was transferred from the original car because of 
damage to that car, and, as a result of the transfer, the coal was 
not up to contract specifications and was rejected by consignee, 
the report said. The coal was used by defendant as fuel coal 
and settlement with complainant for the ‘coal at the mine price 
was agreed to by defendant provided the demurrage was paid. 
The examiner said detention of the car was not occasioned 
by complainant. 


RATE ON ELECTRIC STARTERS, ETC. 


Examiner Bronson Jewell has recommended dismissal of the 
complaint in No. 16624, Wagner Electric Corporation vs. Direc- 
tor General, as agent, on a proposed finding that a class A rate 
of $1.055 collected on two carloads of electric starters and elec- 
tric transformers from Glen Rock, Wyo., to St. Louis, Mo., in 


January, 1918, was applicable and not shown to have been 
unreasonable. 


WRAPPING PAPER REPARATION 


Examiner R. N. Trezise has recommended reparation in No. 
16351, Wichita (Kans.) Chamber of Commerce et al. vs. Atchison, 
Topeka & Santa Fe et al., and one sub number, Same vs. Same, 
on a finding that rates on wrapping paper, shipped from Orange, 
Tex., to Wichita, since June 28, 1922, were unreasonable to the 
extent they exceeded 54 cents prior to July 1, 1922, and 48.5 
cents since that time. The complaint alleged the rates were 
unreasonable to the extent they exceeded and exceed the rates 
contemporaneously maintained from Orange to Kansas City, 
Wichita, generally, being on the Kansas City basis from Texas 
common points. The rate to Kansas City, the examiner said, 
was 43 cents after July 1, 1922. The carriers explained that 
there were many departures from the general practice of giving 


Wichita the Kansas City basis on traffic from Texas common 
points. 


DIVI DIVI POD RATES 


In a tariff interpretation case, No. 16453, International Shoe 
Co. vs. Baltimore & Ohio et al., Examiner David T. Copenhafer 
said the Commission should find the minimum weight applied 
on shipments of myrobalans, wattle bark and divi divi pods, 
imported from India and South America, and shipped from New 
York to Morgantown, N. C., was inapplicable. He said the ap- 
plicable minima had not been shown to have been unreasonable 
and that, therefore, the case should be dismissed. He found 
there were under and over charges, which he said should be ad- 
justed in accordance with his recommended interpretation that 
the class rates and minima were applicable and not the com- 
modity rates and minimum applicable on tanning extract. He 
said the sixth-class rate of 72 cents applied on wattle bark and 
the fifth-class rate of 93 cents on myrobalans and divi divi pods, 
the minima being 36,000, 30,000 and 24,000, subject to Rule 34. 


RATE ON WOOD PULP 


Dismissal of the complaint in No. 16993, Fairfield Paper 
Company vs. Baltimore & Ohio et al., has been recommended by 
Examiner Alfred S. Knowlton on a proposed finding that the 
present rate of 29.5 cents on imported wood pulp from Balti- 
more, Md., to Baltimore, Ohio, has not been shown to be unrea- 
sonable or unduly prejudicial. Complainant attacked the rate as 
unreasonable and unduly prejudicial as compared with rates from 
other coast points to destinations in the same general territory. 


RATE ON AMBULANCE AXLES 


Examiner R. N. Trezise has recommended dismissal of the 
complaint in No. 16342, Southern Steel & Rolling Mill, Inc., vs. 
Louisville & Nashville, on a finding that a rate of 38.5 cents 
charged on ambulance axles, carloads, from New Orleans, La., 
to Birmingham, Ala., in September, 1922, was inapplicable but 
that the applicable rate was 56.5 cents, and that the axles were 
undercharged. Complainant classified the axles as scrap iron. 
The axles were bought from the government at a salvage sale 
after the war and complainant testified that a price approximat- 
ing the market value of scrap iron was paid for the shipments 
but defendant’s counsel expressed his understanding that a much 
higher figure was paid, according to the report. Neither com- 
plainant nor defendant could produce the original invoices, com- 
plainant claiming that they were filed with defendant and de- 
fendant replying that they were returned to complainant, the ex- 
aminer said. Defendant’s inspector at point of origin classified 
the shipments as “Vehicle axles, n. o. i. b. n., iron or steel, 
without roller bearings, loose or in packages, carloads, minimum 
weight 36,000 pounds,” which were accorded the sixth-class rate 
of 56.5 cents. Charges were reduced to the basis of 38.5 cents 
applicable on “billets.” Defendant later sued to collect the dif- 
ference between the charges paid and those that would have 
accrued at the 56.5-cent rate. The suit was held in abeyance 
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awaiting the Commission’s finding as to the applicable rate. 
Following Alaska Junk Company vs. S. P. & S., 98 I. C. C. 551, 
the examiner held the rate of 56.5 cents applicable. 


RATES ON GRAVEL 


Direction for refund of overcharges and dismissal of the 
complaint have been recommended by Examiner Myron Witters 
in No. 16799, Allen Gravel Company vs. C. R. I. & P., on a pro- 
posed finding that rates on gravel from Gravel Siding, Miss., 
to points in Arkansas were not unreasonable or otherwise un- 
lawful. On one shipment to Clarkdale, Ark., the examiner found 
that a rate of $1.69 per ton was charged, whereas the applicable 
rate was $1.59 per ton. 


RATES ON BAR IRON 


In a proposed report in No. 16247, Knoxville Iron Company 
vs. L. & N. et al., Examiner W. M. Cheseldine has recommended 
an award of reparation and rates for the future on a finding that 
rates charged on bar iron from Knoxville, Tenn., to Vancleve 
and Wilhurst, Ky., were unreasonable to the extent that they 
exceeded 46.5 cents and, for the future, to the extent that they 
exceed 37 cents. Charges were assessed on the basis of a com- 
bination rate of 65.5 cents. 


RATE ON CANDLE PITCH 


Dismissal of the complaint in No. 17037, Armstrong Cork 
Company vs. Pennsylvania, has been recommended by Examiner 
Arthur Kettler on a proposed finding that a commodity rate of 
19 cents on candle pitch from New York, N. Y., to Lancaster, 
Pa., is not unreasonable, unjustly discriminatory or unduly 
prejudicial. The examiner said that prior to March 12, 1925, a 
sixth class rate of 22.5 cents was applicable, and that, on that 
date, in response to complainant’s request for a rate not higher 
than 17 cents, defendant published a commodity rate of 19 cents, 
the same as in effect from Jersey City to Lancaster. 


CHARGES ON COAL 


Dismissal of the complaint in No. 16676, J. W. Russell vs. 
New York Central et al., has been proposed by Examiner Leo J. 
Flynn on a finding that charges on a carload of coal shipped 
from Booneville, Ind., to Elkhart, Ind., and reconsigned to South 
Bend, Ind., were not unreasonable. 


CRUDE SULPHUR RATES 


Examiner Burton Fuller in No. 16343, E. L. du Pont de- 
Nemours & Company vs. Houston & Brazos Valley et al., rec- 
ommends findings of unreasonableness and undue prejudice as 
to rates on crude sulphur, carloads, from Sulphur Mine, La., and 
Bryan Mound, Tex., to Mooar, Ia. He said the Commission 
should find that the rates assailed were, are and for the future 
would be unreasonable and unduly prejudicial to the com- 
plainant and unduly preferential to its competitors, engaged as 
it was in the making of black powder, at Edwards, Pollard, 
East Alton, Wolf Lake and Chicago, Ill., Pleasant Prairie, Wis., 
and Coalmont and Clinton, Ind., to the extent they exceeded, 
exceed or may exceed 46 cents prior to July 1, 1922, and 41.5 
cents thereafter, award reparation to that basis, and order new 
rates to the 41.5 cent basis. 


SOME DEMURRAGE UNLAWFUL 


In a report on No. 16422, Milne Lumber Company vs. Chicago 
& North Western et al., Examiner F. M. Weaver said the Com- 
mission should find demurrage charges on shipments of lumber 
from points in Louisiana to final destinations, Chicago and De- 
troit, unlawful to the extent indicated, and order readjustment 
of the charges. The report covers a sub-number, Same vs. Same. 
The lumber was shipped in 1922 and 1923 and questions as to 
demurrage arose in connection with rejections, conflicting deliv- 
ery orders and insufficiency of notice. The examiner said the 
Commission should find the charges collected unlawful to the 
extent they exceeded those accruing on the basis of the following: 


On car K. C. S. 30169, reloaded into §. F. 49343, demurrage 
charges accrued for May 23, 24, 25, 26 and 28, and for the period 
from June 7 to July 16, both inclusive. 

On car S. F. 145170, demurrage charges accrued for July 12, 13, 


ee 17, and for the period from July 18 to August 2, both in- 


The track storage charges collected on car S. F. 49343 have not 


been shown to have been in excess of those collectible under the 
applicable tariff, 


AUTOMOBILE CASE DISMISSED 


_ Examiner David T. Copenhafer has recommended the dis- 
missal of No, 16712, Roswell Auto Company vs. Atchison, Topeka 
& Santa Fe et al., on a finding that the rates charged on eight 
carloads of automobiles shipped between January 17 and Novem- 
ber 19, 1922, from Omaha to Roswell, N. Mex., were applicable 
and not unreasonable. The complaint alleged the rates were un- 
reasonable and reparation was sought. The case presented a 
question of rates under the alternative application rule. Copen- 
hafer said the Commission should find that the rates of $3.33% 
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prior to July 1, 1922, and $3.00 thereafter were applicable and 
not unreasonable. 


PAPER BOX REPARATION 


A finding of unreasonableness and an award of reparation 
have been proposed by Examiner Paul O. Carter in No. 17100, 
Chicago Carton Company vs. Chicago, Burlington & Quincy et 
al., as to a rate and charges thereunder on two cars of paper 
boxes, knocked down flat, shipped from Chicago to Dallas, in 
1922. The complaint said the rate was unreasonable, unjustly 
discriminatory and unduly prejudicial. The examiner said that 
the Commission, following Minnesota & Ontario Paper Co. vs. 
Southern Pacific, 66 I. C. C. 571, should find that the rate of 
$1.13144 was unreasonable to the extent it exceeded 86.5 cents, 
minimum 40,000 pounds. 


CORE SAND RATES 


Examiner W. A. Hill, in No. 16653, Richmond Radiator Com- 
pany vs. New York, New Haven & Hartford, said the Commis- 
sion should find a rate of 13.5 cents on core sand from Province- 
town, Mass., to Norwich, Conn., unreasonable to the extent that 
it exceeded, exceeds, or may exceed 11 cents. He said repara- 
tion should be awarded. 


FRESH VEGETABLE REPARATION 


An award of reparation, based on a finding of unreasonable- 
ness, has been recommended by Examiner Frank C. Weems, in 
No. 16861, Hulsey-Bessent Company vs. Seaboard Air Line et al., 
as to a joint rate of $1.75 assessed on two carloads of fresh 
vegetables shipped in August, 1924, from Denver, Colo., to Jack- 
sonville, Fla. Weems said the Commission should find it un- 
reasonable to the extent it exceeded the aggregate of inter- 
mediates, which was $1.74. He said that that rate should be 
prescribed for the future. 


CLAIM CAME TOO LATE 


Examiner E. C. Norris has recommended the dismissal of 
No. 16950, American Splint Corporation vs. Canadian Pacific et 
al., on a finding that a claim for refund of overcharges on 23 car- 
loads of logs from Mascouche, Que., to Aspen, N. J., was barred 
because the complaint was not filed within two years from the 
date of the accrual of the action. 


SCRAP IRON QUESTION 


Attorney-Examiner John B. Keeler has recommended the 
dismissal of No. 16898, J. J. McCabe Lathe & Machinery Cor- 
poration vs. New York, New Haven & Hartford et al., on a find- 
ing that the rate of “scraps or pieces of iron or steel having 
value for remelting purposes only” was not applicable on five 
carloads of obsolete lathe parts shipped from Providence, R. L., 
to Jersey City, in April, 1924. The material in question was 
billed as machine parts, machinery, castings, and one as a mixed 
shipment of steel rolls, machine bases and steel bars. Charges 
were collected at the rates applicable to articles of the charac- 
ter described in the billing, but complainant contended that the 
articles shipped fell within the tariff description of scraps or 
pieces of iron or steel having value for remelting purposes only, 
and sought reparation to the scrap iron basis. 

Keeler said the complainant had made an attempt to dis- 
tinguish the case from Western Cartridge Company vs. Director- 
General, 74 I. C. C. 654, but that its argument disclosed no fun- 
damental difference in principle. In that case, Keeler observed 
the sheets of brass shipped were obsolete for the purposes for 
which originally manufactured and were actually remelted. He 
said a similar situation presented itself here. From a trans- 
portation point of view, he said, the articles here shipped were 
not different from new articles of the same description. 


INEDIBLE TALLOW AND GREASE 


Examiner J. Edgar Smith has recommended the dismissal of 
No. 16209, Milton Hopfenmaier vs. Baltimore & Ohio et al., on 
a finding that rates charged on inedible tallow and grease, car- 
loads, from Georgetown and Bennings, D. C., to Jersey City, 
Port Ivory, Brooklyn and New York harbor lighterage points, are 
not unreasonable. The rate to each of the points was 25 cents. 
The complaint was that the rate was unreasonable and that 
lower rates were maintained on cottonseed oil from Relee and 
Rosslyn, Va., to New York. Smith said that each of the parties 
in this case apparently expected to receive some support for its 
contention from the proceeding which had since been reported 
as vegetable oils from Trunk Line points, 100 I. C. C. 736. He 
said that nothing in his report was contrary to that decision. 


CANNED FRUIT RATES 


Examiner Paul O. Carter has recommended an award of 
reparation in No. 17019, Smith, Richardson & Conroy, Inc., vs. 
New York Central et al., on a proposed finding that a rate of 
97 cents, charged on 400 cases of canned fruit, in tins, shipped 
November 26, 1922, from Red Creek, N. Y., to Jacksonville, Fla., 
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was unreasonable to the extent that it exceeded a rate of 86.5 
cents and that it was in violation of the aggregate of inter- 


mediates clause of the fourth section of the interstate commerce 
act. 


REFUND OF OVERCHARGE 


In a proposed report in No. 16818, Red River Lumber Com- 
pany vs. Director-General of Railroads, Examiner J. C. Harra- 
man has recommended an award of reparation based on a find- 
ing that a rate of 97.5 cents charged on a carload of lumber 
shipped from Westwood, Calif., to Pensacola, Fla., in the period 


of federal control, was inapplicable, and that the applicable rate 
was 76 cents. 


REPARATION ON CEMENT 


Examiner F. M. Weaver has recommended an award of rep- 
aration in No. 16331, Monarch Cement Company vs. C. St. P. M. 
& O. et al., on a proposed finding that a rate of 20.5 cents on 
cement from Humboldt, Kan., to Florence, Neb., in October and 
November, 1922, was unreasonable to the extent that it ex- 
ceeded 16 cents, the key point rate to Omaha established by the 
Commission in Western Cement Rates, 48 I. C. C. 201, 52 I. C. C. 


225, 69 I. C. C. 644, and $6.30 per car, the switching rate ap- 
plicable to industries at Florence. 


OVERCHARGES ON BRICK 


Refund of overcharges of $106 on three carloads of brick 
from Springfield, Ill., to St. Petersburg, Fla., has been recom- 
mended by Examiner Alfred S. Knowlton in a proposed report 
in No. 16815, Poston Brick Company vs. Illinois Traction et al. 
Charges were collected at rates of 42.5 and 45.7 cents. The ex- 
aminer said the correct rate was 38 cents. 

The shipments moved between February 6 and May 22, 1924. 
One car, containing face brick, was routed L. & M., S. A. L. 
at Montgomery, Ala., S. A. L. delivery. Charges were paid at 
a rate of 45.7 cents. One car of face brick and one car of brick 
and straw, both routed for A. C. L. delivery, were charged a 
rate of 42.5 cents. The examiner found that, under the com- 
bination rule, which he held was applicable, the correct rate 
to have applied on the shipments, after the disposition of frac- 
tions, was 38 cents. Defendants contended that the combination 
rule was not applicable, but that the proportional rates applying 


made a total of 43.2 cents. The examiner said the complaint 
should be dismissed. 


RATES ON GASOLINE 


An award of reparation has been recommended by Exam- 
iner Charles W. Berry in No. 16850, Richfield Oil Company vs. 
Santa Fe et al., on a finding that a rate of 92 cents charged on 
gasoline, in tank cars, from Los Angeles, Calif., to Reno, Nev., 
was unreasonable to the extent that it exceeded 84 cents. The 
shipments moved over the Santa Fe and Western Pacific. A 
class rate of 84 cents was in effect over the Southern Pacific 
and was subsequently made effective over the route of move- 
ment, the examiner said. Defendants expressed willingness to 
make reparation to the basis of 84 cents. 


REPARATION ON COTTONSEED 


Examiner R. N. Trezise has recommended an award of rep- 
aration in No. 16730, Dixie Cotton Oil Company, Inc., vs. Fort 
Worth & Denver City et al., on a finding that a commodity rate 
of 45.5 cents on cottonseed from Arthur City and other points 
in Texas to Memphis, Tenn., was and is unreasonable to the 
extent that it exceeded or exceeds the rates prescribed in Okla- 
homa Corporation Commission vs. A. & S. Ry. Co., 98 I. C. C. 
183, applied in the manner indicated in that decision. The 
examiner said no order for the future was necessary. 


U. S. HIGHWAY SYSTEM APPROVED 


The system of roads to be known as United States highways, 
selected by the Joint Board on Interstate Highways, has been 
approved by Secretary of Agriculture Jardine. The report of 
the board designating 75,884 miles of road, each route of which 
has been given a number, and including designs for standard 
direction and warning signs to be erected on all routes, was 
recently submitted to the Secretary. This report he has ap- 
proved and forwarded to the American Association of State 
Highway Officials, now holding their annual meeting in Detroit. 

This action completes the work of the board of 24 state and 
federal highway officials appointed last March by Secretary Gore 
at the request of the Association of State Highway Officials. The 
scope of the work as outlined in the resolution addressed to 
the Secretary was to undertake immediately the selection and 
designation of a comprehensive system of through routes and 
to devise a comprehensive and uniform scheme for designating 
the routes in such a manner as to give them a conspicuous place 
among the highways of the country as roads of interstate and 
national significance. 

The 75,884 miles of road selected as United States highways 
includes 145 routes, those running east and west being desig- 


nated by even numbers and those north and south by odd num- 
bers. 
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RATE STRUCTURE INVESTIGATION 


(By a Staff Correspondent at Denver) 


The adjourned hearing in Docket 17000, the rate structure 
investigation, and Ex Parte 87, the application of western rail- 
roads for increased revenue, was resumed in Denver, November 
9. Examiner Wagner presided. With him sat Mr. Bock, mem- 
ber of the Colorado commission, and Mr. Hussey, member of 
the Kansas commission. 

It had been expected that President Pyeatt, of the D. and 
R. G., would be the first witness on the stand, his cross exami- 
nation having been scheduled for this time. It was explained, 
however, that he had to be out of the city and it was agreed that 
he might appear at the Kansas City hearing. 

S. E. Naugle, Assistant Attorney-General of the State of 
Colorado, appearing for the Colorado Commission and the Colo- 
rado Director of Markets, put on, as his first witness, D. T. 
Pulliam, a banker and farmer of Loveland, Colorado, with exten- 
sive farm holdings in Colorado and Wyoming. Under direct ques- 
tioning he drew a dismal picture of farm conditions in this re- 
gion, caused by increased taxes, which he said had risen four 
hundred per cent since 1914, increased freight rates, and in- 
creased wages. There had been no lowering of taxes, he said, 
despite depressed conditions, though they had been increased 
when times were good on the theory that the farmer could afford 
to pay them. It took a good crop, he said, to pay even taxes and 
other expenses. Land had no value and there were no farm 
sales. Farms were being abandoned and farmers and their sons 
were seeking other employment at wages that would net them 
more than they could earn by running their farms. He said he 
would be glad if he could make an arrangement with someone 
to take over his land holdings and pay him two per cent on what 
they cost him. 

An increase in freight rates on alfalfa hay, he said, would 
make things worse. A fifty per cent decrease, he said, was 
needed to enable farmers here to reach their former markets. 
With respect to wheat, he said the increased freight rates since 
the war interfered materially with the profit to be made. He 
told of the recent failure of the Loveland National Bank, because 
it was not in position, though a strong institution, managed 
along conservative lines, to absorb the losses caused by farmers 
giving up hope and abandoning their mortgaged farms. He said 
the future was gloomy because, if practical and experienced 
farmers could not make a living off their farms, he did not see 
what others could do with them when compelled to take them 
over. He predicted more bank failures. 

Mr. Naugle remarked that the railroads had tried to create 
the impression that the agricultural depression had ended, but 
Mr. Pulliam said that, in his opinion, the worst was yet to come. 
There would be more bank and farm failures next year, he pre- 
dicted, than there had been or would be this year. ‘ 

With respect to sugar beets, he said the crop had been light 
this year and there had been a big loss to farmers in this branch 
of the industry. 

As to developments in farm machinery that would reduce 


costs, he said there had been none of any consequence in the 
last ten or fifteen years. 


Mr. Scandrett, of the Union Pacific, undertook the cross ex- 
amination. In answer to his questions, the witness said his gross 
income in 1925 would be less than it was in 1913 or 1914 on the 
same land, though Mr. Scandrett pointed out that, if that were 
true, it would have to be due to crop failures, because the prices 
obtained by the farmer for his products were so much higher 
now than in the pre-war years. The witness said that was true, 
in part. He said that this year the farmer would get nothing 
for his beets above the guaranty paid by the sugar companies. 

In answer to questions, the witness said his last shipment of 
alfalfa hay had been made in 1914—that there had been no out- 
side market for this crop since then. Mr. Scandrett pointed out 
that, if this were true, the advance in freight rates had nothing 
to do with the situation, since the advance in freight rates was 
not made until after the war. He asked this question of Mr. 
Pulliam: 

“You say that taxes have increased four hundred per cent 
and wages one hundred per cent, while freight rates on your 
products have increased from one-third to one-half. Can you 
think of anything you buy or sell that has not increased in price 
more than the freight rates have increased since 1913 or 1914? 

The witness said he could not tell positively without looking 
at his records, but he had nothing in mind. 

Mr. Benton, solicitor for the national association of state 
commissioners, asked if the witness knew about the comparative 
price of cows, but the witness said he did not, without looking 
at his records, and Mr. Benton withdrew the question. 

J. F. Welborn, president of the Colorado Fuel and Iron Com- 
pany, was the first witness in the afternoon. Under questions 
by his attorney, Fred Farrar, he told of the magnitude of his 
industry, its financial condition, and the materials used in its 
production. His company had suffered the loss of much of its 
Pacific coast business, he said, because of low water rates which 
his eastern competitors could use to advantage, even where 
there was a rail haul to the Atlantic seaboard. He had held on 
to some of the business with no profit hoping to retain his cus- 
tomers until better days might come. Asked how higher freight 
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rates on raw material used would affect his company, he gave 
figures for the last six years showing a net deficit of $1,424,000. 
On common stock, he said, twenty per cent had been paid in the 
thirty-three years of the company’s existence. 

Mr. Scandrett, on cross examination, brought out the fact 
that the railroads were heavy purchasers of the company’s out- 
put, from sixty to seventy-five per cent of it in recent years. 

A question from Commissioner Shaughnessy, of Nevada, 
prought the reply from the witness that his company had no ob- 
jection to an increase on its finished products, so long as it ap- 
plied also to his competitors, but he was protesting an increase 
on raw materials. 

He answered a question from Mr. Benton to the effect that 
the proposed increase would decrease his company’s output and, 
therefore, decrease the amount of revenue received by the 
railroads. 

Mr. Scandrett asked him, if his company’s position was less 
favorable now than when fourth section relief was permitted to 
the railroads and he said it was. 

Ward Wire, traffic manager of the same company, was put 
on the stand to offer an exhibit showing what the proposed in- 
creases would mean with respect to the various raw materials 
used by the company. The total was $306,781 a year on 2,277,762 
tons of material. On ore, limestone, and slack coal, he said, the 
annual increase would be $266,612. 

Mr. Scandrett, by means of questions, made the point that, 
even if the five per cent proposed increase were made, western 
rates would still be relatively lower than eastern rates, because 
the latter were increased forty per cent in Ex Parte 74, while 
western rates were increased only twenty-five per cent. 

Mr. Naugle then continued his presentation of evidence by 
putting on the stand T. R. Ingram, Deputy State Immigration 
Commissioner and Statistician. He introduced an exhibit show- 
ing the counties of the state in the order of their rank as to the 
value of crops produced. 

L. D. Sweet, a farmer for twenty-five years, who has been 
and still is connected with various state and government boards 
concerned with agricultural investigation and administration, 
told of farm conditions in the state. He said farm finances were 
beginning to recover from their depression but that, until they 
fully recovered, they ought not to have to submit to the burden 
of an increase in freight rates, especially in face of the mandate 
of the Hoch-Smith resolution that rates on agricultural com- 
modities should be reduced. 


Answering a question from Examiner Wagner, he said the 
agricultural depression had been overcome in part. 


A. C. Lory, president of the Agricultural College of Colorado, 
was the next witness to describe Colorado conditions. He said 
that, since 1920, conditions had been bad both as to agriculture 
and as to the morale of the farmers. Unless relief came soon 
there would be much greater loss. But prices were a little bet- 
ter, he said, and the farmer was beginning to see a little day- 
light. 


Mr. Scandrett brought out that a larger area in Colorado 
was being farmed than was the case ten years ago and that cur- 
tailment of the acreage given to the production of small grains 
was to have been expected after the war, during which produc- 
tion had been stimulated. He showed, and the witness admitted 
frankly, that much new agricultural business had been created 
in the last ten years and that there had been a fair crop of pota- 
toes selling at high prices because of the shortage elsewhere. 

Answering questions by Mr. Benton, the witness said he felt 
that prices in Colorado had been low and that freight rate in- 
creases affected the state on its products that went out as well 
as on what it bought that came in. Successive increases in 
rates had affected seriously the morale of the farmer. Because 
the earnings of the Colorado farmers were so low, he said, he felt 
that they should have a return to the old freight rate basis. An 
increase would have an extremely bad effect and decrease the 


volume of production to the injury of the business of the 
railroads, 


In replying to Mr. Jackson, of the Farm Bureau Federation, 
he said freight rates affected the price the farmer got for his 
product—that the farmer bore the burden of an increase and got 
the benefit of a decrease. 

A certain part of the state, he said, would be able to earn a 
net of five and three-quarters per cent on its agricultural pro- 
duction on account of high potato prices, but, as a whole, the 
State would be lucky if the farmers held their own. 

Mr. Scandrett made the point that, though Mr. Benton had 
led the witness to show how a five per cent increase would 
affect the morale of the farmers, neither had said anything about 
decreases having affected that morale the other way. The de- 
creases he referred to, he said, were those Mr. Benton had re- 
ferred to as “small decreases”—the twenty per cent reduction 
on long haul livestock rates and the ten per cent reduction on 
all agricultural commodities. 

R H. P. Wolf, of the Bureau of Business and Governmental 
oe of the University of Colorado, introduced an exhibit 
oe farm and bank conditions in the state and W. J. H. 
sheee of the State Department of Oil Inspection, offered one 

Owing freight rates on oils moving out of Colorado. Mr. Bur- 
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gess cross-examined Mr. Wolf briefly but Mr. Beggs was not 
cross-examined. 

The hearing was making rapid progress, with the prospect 
that it would be completed, without night sessions, so that 
everybody concerned could start for San Francisco in ample time 
for the hearings there, when, on Tuesday morning, not entirely 
unexpectedly, S. H. Cowan, of Texas, appeared on the scene, his 
throat tied in a handkerchief, his neck stiff, and his voice husky, 
with excuses for his late appearance, due to illness, with some 
live stock witnesses he desired to put on the stand and some 
questioning of other witnesses. A reseating of the group at 
the hearing had to be made so that what Mr. Cowan said would 
be audible and, at the noon recess, Examiner Wagner held an 
informal conference with respect to the time schedule. He left 
it to Mr. Naugle and Mr. Cowan to decide whether the hearing 
could or could not be finished by Thursday afternoon without 
night sessions, with the announcement that, if it was decided 
that night sessions would not be necessary and then the program 
was not completed, anybody who got left would have to appear 
at the Kansas City hearing. 

The witnesses, Tuesday morning, were called by Mr. Naugle 
in the process of working out his case. The first was J. F. 
Waddell, traffic manager and assistant secretary of the Western 
Fruit Jobbers’ Association of America. He appeared for the 
Colorado Perishable Products Traffic Association. His testimony 
and exhibits went to the point of showing that the fresh fruit 
and vegetable industries of the state could not stand an increase 
in rates; that their need was greater than that of the carriers; 
and that there was a pressing need for reductions in rates, 
rather than increases. He thought there was opportunity for a 
readjustment of rates to the advantage of the carriers without 
an additional burden on the interests he represented. In the 
industries he represented, he said, rate advances could not be 
passed on to the consumer, as was true in other industries. The 
farmer, he said, could better afford to pay higher rates on what 
he bought as a consumer than on what he sold as a merchant. 

Mr. Cowan drew from the witness that much the same line 
of argument would apply to the live stock industry as to its 
methods of marketing its products. Mr. Cowan laid special em- 
phasis on the injunction in the Hoch-Smith resolution to lower 
rates on products of agriculture. 

The witness said he thought the purpose of the Hoch- 
Smith resolution was to bring about a readjustment of rates for 
the permanent benefit of agriculture. He thought the railroads 
had too far forgotten the element of value in making rates and 
that readjustment along such lines was possible. 

Examiner Wagner asked him to name some commodities 
to which he would shift the rate burden, but he declined to do 
so, saying, generally, that the burden should be placed on com- 
modities the cost of transportation of which could be passed on 
to the consumer. 

In answer to a question by Mr. Cowan, he said that, in his 
opinion, such reductions in rates as were contemplated by the 
Hoch-Smith resolution, over a period of years, would result in 
increased traffic for the railroads. 

Mr. Scandrett, in cross-examination, brought out the fact 
that there was cooperation between the carriers and shippers of 
perishable freight in many respects. 

J. H. Wolfe, a commission merchant of Greely, Colo., was 
Mr. Naugle’s next witness. He testified as to rates and prices 
on Colorado potatoes. Mr. Scandrett rather scathingly showed 
that the witness’s exhibit did not give the high prices that were 
being received for Colorado potatoes this fall. The witness said 
he had not shown that because the year was not yet completed. 
Mr. Scandrett said he thought the Commission might be inter- 
ested in learning the figures while they were high, as well as 
while they were low. 

E. C. Stone testified for the Colorado Perishable Traffic As- 
sociation, the purpose of which, he said, was to protect its 
members from the proposed 5 per cent increase. He offered 
several tabulations of figures showing rate comparisons, the 
purpose of which was to show that the proposed increase would 
harm the industry and curtail production. With respect to let- 
tuce, he said, the plan of the carriers would create many fourth 
section situations. The benefit of the increases, he said, would 
not accrue to the mountain roads, which he conceded might be 
in need of additional revenue. 

He was not cross-examined and neither was W. T. Richards, 
eastern manager of Weyl-Zuckerman & Company, shippers of 
western potatoes, whose evidence supplemented the case with 
respect to the potato situation in Colorado and Idaho. 

More color was added Tuesday afternoon to the picture of 
Colorado’s desperate agricultural condition. F. BE. Burton, sales 
manager of the Burton Produce Company, Denver, gave cabbage 
figures showing the condition of the industry and that, in the 
last few years, More money was paid to the railroads in freight 
than was received by the growers. 


R. T. Burdick, associate professor of economics and sociol- 
ogy at the Colorado State Agricultural College, gave the result 
of a study among a selected list of farmers, showing their fail- 
ure to make profits on various crops and on their farms as a 
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whole. In answer to a question by Mr. Scandrett, however, he 
said the average market value of these farms was about $225 
an acre. Other witnesses had testified that farm lands in Colo- 
rado had no market value whatever. The witness was not asked 
and did not explain how he arrived at this value. 

L. A. Moorehouse, agricultural economist, of the agricultural 
experiment station at the University of Colorado, also with a 
selected list of farmers, set forth the bad condition of agricul- 
ture in the state, though he showed an improvement in 1924. 
He would not predict for the future. 

J. C. Sowers, secretary of the Bureau of Government Re- 
search, University of Colorado, discussed the tax situation, show- 
ing an increase in the amount of delinquent taxes on farm lands 
and that tax assessments on such lands had been increasing 
from year to year, while, on railroads and utilities, it had not. 

J. D. Pancake, secretary of the Mountain State Beet Grow- 
ers’ Marketing Association, discussed the beet situation. He 
estimated that the crop this year would be about eleven tons 
to the acre and the price would be merely the guaranty from 
the sugar people of six dollars a ton. In 1922 the price was 
$7.88 a ton; in 1923, $8.19, and in 1924, $7.50. 

Mr. Van Doren tried to bring out from the witness that the 
1924 sugar beet crop was the best crop in the state, but he said 
he did not know. 

A night session was avoided by an agreement between Mr. 
Naugle and Mr. Cowan that they could finish on Thursday, 
with, possibly, a night session Wednesday, Mr. Cowan to have 
all day Thursday and an hour or two to be given to Utah and 
Pueblo interests on Wednesday. 


Mr. Richardson, member of the Iowa commission, on Tues- 
day joined the state commissioners sitting with Examiner Wag- 
ner. 

The examiner proceeded with the hearing on Wednesday, 
Armistice Day, although it was a holiday in Denver, that course 
being necessary in order to get through. At eleven o’clock the 
proceedings were halted, and those present sat with bowed heads 
for a moment in memory of the war dead. 

E. O. Foubert, manager of the Merchants and Manufacturers 
Traffic Bureau of Salt Lake City, on Wednesday occupied a little 
over an hour with some exhibits submitted in behalf of the Utah 
State Farm Bureau, to show the unreasonableness of present 
carload rates on apples, deciduous fruits, vegetables, melons, and 
potatoes, from principal shipping points in Utah to Evanston, 
Green River, Superior, Granger, Rock Springs and Rawlins, 
Wyoming; the same thing to Lander and Casper, Wyoming; and 
the same thing to stations in Montana, North Dakota and Min- 
nesota. He said the purpose of the exhibits was not to ask for 
any specific reductions at this time, but to show that rates were 
already unreasonably high, should not be increased, and that 
the proposed increase would make the burden heavier and mag- 
nify the discriminations involved. 

Mr. Davis, of the C. M. & St. P., cross-examining the witness, 
elicited the fact that the situation described in his exhibits had 
never before been called to the attention of the carriers. 

R. L. Ellis, industrial commissioner, of Pueblo, Colo., took 
the stand for a few minutes to bear out the testimony of the 
Colorado Fuel and Iron Company earlier in the hearing. He 
told of the importance of that industry to his community and 
said that, perhaps, 75,000 persons were directly or indirectly 
dependent on it for their living. If it should go out of business 
there would be no place for its employes. 

Then Mr. Naugle resumed the presentation of his case. 
P. P. Edwards, connected with the business of shipping can- 
taloupes for the American Fruit Growers’ Association, introduced 
a table showing the small returns received by growers of melons. 

G. W. Tegner, of Buena Vista, Colo., a lettuce grower, testi- 
fied that the lettuce growers in his district had earned a net 
return of about ten cents a crate in the last three years and 
that the return would be cut to six and a quarter cents if the 
proposed rate increase should go into effect. He did not classify 
himself as an optimist by his statement that, “if rates are re- 
duced, the industry can keep going a little longer.” 

Mr. Davis brought out that the return to growers in this 
district was less than the average for the state. 

E. R. Bliss, of Greeley, Colo., one of the farmers in the list 
used by Professor Burdick, presented some figures showing that, 
in the three years prior to 1925, his average loss on his invest- 
ment had been three and a third per cent. This included no 
charge for management. His loss in 1922 was 3.2 per cent and 
in 1923 11.4 per cent, while in 1924 his return was 5.52 per cent. 
The calculations, he said, were based on the approximate as- 
sessed value of the land. Conditions in Weld county, he said, 
were serious. Many farmers had lost or were about to lose 
their land. Farm losses were due to high cost of labor and 
high cost of machinery and other supplies. There had been no 
new farm buildings erected since 1921 and many farms had been 
offered for sale for taxes with no one willing to take them. 

Mr. Bliss testified that, in his opinion, the proposed increase 
in freight rates would probably restrict production territory and 
limit shipments so that producers would have to make conces- 
sions in order to market their product; it would increase the 
differential in favor of their competitors and thus restrict their 
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territory. Local consumption in Colorado, he said, was not 
heavy enough to take care of the state’s products. It must have 
outside markets. Weld county, he said, in which he lived, 
ranked high in the United States for productivity and one year 
was third in potato production. 

Answering questions by Mr. Davis, he said he had no income 
tax in 1922, 1923 or 1924. In 1922 his loss was 3.2 per cent; in 1923 
it was 11 per cent. Mr. Davis brought out that, in January and July, 
1922, there were substantial reductions in freight rates and he 
wanted to know if the increased loss in 1923 was due to these re- 
ductions. The witness said it was due to peculiar crop conditions 
that year. Asked what kind of farm land it was that was advertised 
for sale for taxes, the witness said he could not say. He ad- 
mitted that the increased taxes on farm lands might be partly 
responsible for these sales. He said he did not know what a 
five per cent increase in freight rates would mean to him. He 
said he would ship twenty carloads, or 10,000 bushels, of pota- 
toes this year. The freight rate was about sixty cents a hun- 
dred pounds and the increase would mean three cents a hundred 
pounds or a cent and a half a bushel, Mr. Davis brought out. 
Potatoes were now selling for $2.75 a bushel, the witness said. 
He said there were eleven persons in his family and that, though 
his figures showed an allowance to labor by members of the 
family, there was no offsetting allowance for the living his family 
got off the farm. 

There was an interesting discussion of this point in eco- 
nomics a little later in the afternoon, when Mr. Burdick was 
recalled to the stand to answer a few questions. He said 
the food consumed by members of the farmer’s family and the 
amount of rent he would have to pay for his home, if he rented, 
were not included in his figures. This was partly because of 
the difficulty in properly segregating these items and partly 
because he did not think they should be included. They were 
perquisites, he said, just as free transportation for members of 
a railroad man’s family on a pleasure trip was a perquisite. 

Mr. Burgess drew out of him by questions that what the 
farmer and his family consumed might cost three or four hun- 
dred dollars a year and his rent might be represented by $150 
a year. Using these figures, Mr. Burgess showed that the 
farmer’s return, if they were taken into account, might be 
said to be around seven per cent. 

Mr. Benton said that, if this line of reasoning were to be 
adopted, the farmer ought to be charged with the value of the 
health-giving qualities of the Colorado climate which he enjoyed 
but which a man in New York or Washington would have to 
pay to get. 

Examiner Wagner brought things down to earth a little by 
supposing a concrete case of a man with $100,000 to invest. If 
he invested it in the city and lived in an apartment or house, he 
must pay rent or interest on what his home cost him, and must 
pay for his food. If he invested it in a farm and lived on the 
farm, in order to make a proper comparison, these things must 
be taken into account in some way, though he realized the difli- 
culty of obtaining accurate figures. Mr. Burdick did not fully 
agree with him, though he said the item ought to have some 
consideration. His figures, however, and the figures of the 
other witnesses, he admitted, did not take it into account. So 
far as their figures were concerned, the living that the farmer 
and his family got off the farm was not added to the profit as 
shown for him, which included them. This, he said, was the 
method of farm economists. 


Mr. Pancake was also recalled for a few moments. In an- 
swer to a question from Mr. Burgess, who remarked that, from 
the showing made by the witness, there would seem to be noth- 
ing for the Colorado beet grower to do but to go out of business, 


he said he did not believe the day of the sugar beet man in 
Colorado was over. 


Other farmer witnesses who testified at the afternoon ses- 
sion as to the difficulty of making a living in Colorado were 
Joseph Plummer, of Haxton, who said the wheat production of 
the state would be a hundred per cent greater if conditions 
made the business profitable; R. C. Ozner, of Amherst; M. T. 
Lightner, of Buena Vista, who caused considerable amusement 
by his list of qualifications for the successful farmer and by 
his reply to a question from Mr. Hughes, for the purpose of 
making the point that, where one farmer might fail another 
might succeed on the same land, that the same principle seemed 
to apply to railroad men; and E. L. Ramsey, of Haxton. 


A. N. Mumper, a Greeley, Colo., farmer, who was formerly tax 
assessor for Weld county, testified that the assessed valuation 
of railroad property in the county was about the same now as 
in 1913, while that of farm lands had greatly increased. 


Mr. Morehouse was recalled by Mr. Naugle, Thursday morn- 


ing, to answer a few additional questions and make some Cor - 


rections in his testimony. 

In cross examination Mr. Burgess read to him a report by 
W. W. Putnam, statistician for the United States Department of 
Agriculture, showing rather a bright situation in Colorado this 
fall. He contrasted this report with the evidence offered by Mr. 
Morehouse and others. 


Mr. Cowan was too ill to examine his live stock witnesses, 
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so the task was undertaken by T. W. Tomlinson, of Denver, sec- 
retary of the American National Live Stock Association. 

The first of these witnesses was C. E. Collins, a bluff frank 
cattle raiser from Kit Carson, Colorado, who referred to the 
Union Pacific as a “damn good railroad.” 

He gave a gloomy picture of the cattle producing business 
in Colorado and in other southwestern states, where he knew 
many cattlemen in the course of his business and his connection 
with various live stock associations. 

The cattle raiser was so burdened with debt, he said, that 
he could no longer borrow money at the bank. The business 
was recovering a little this year, he said, but it ought to have 
a show and not be made to bear any additional burdens at this 
time. 

The railroad service had not changed in the last ten years, 
he said, but he was not complaining of it. He had noticed a lot 
of propaganda during the last few months about the prosperity 
of the farmer, but there was a lot of “bull” in this stuff, he said. 
He had made no profit since 1919 and, in fact, had lost a lot of 
money. 

He was cross examined by Mr. Outlaw, of the Santa Fe. He 
said he had received no special benefit from the twenty per cent 
and ten per cent reductions in 1922, though, of course, cattle 
raisers must have profited to that extent. 

The next witness was C. M. O’Donnell, a highly educated 
and quiet demeanored Scotchman, who had been in the cattle 
business for forty years, he testified, and was now manager of a 
450,000 acre ranch at Belle Ranch, New Mexico. He testified 
along much the same lines, though he said has ranch was not in 
danger for the reason that its owners had plenty of money and 
were able to hold on. 

It owed no money, though it was making no profit now. He 
spoke disparagingly of prosperity propaganda emanating from the 
east and from the departments of Commerce and Agriculture. It 
was not justified, he said, and did not reflect the true situation. 
He had his own opinion of what inspired this so-called propa- 
ganda, he said, but he was not permitted to tell what that idea 
was. Examiner Wagner brought out that the propaganda re- 
ferred to was not confined to the east, that Colorado was putting 
out some of it also, and that even New Mexico did not tell cap- 
ital to keep out. 

The witness freely admitted that this was true. He said the 
sales on his ranch for several years had been less than the cost 
of production. He thought this was typical of New Mexico and 
the pan handle of Texas, and, he said, he believed that no cattle 
producer in the entire southwest had made a dollar since 1922. 
He did not see how the ordinary stockraiser owing more than 
his stock was worth could, by any sort of financial scheme, be 
enabled to survive. 

Cross examined by Mr. Outlaw, he said his ranch cost its 

owners something over a dollar an acre. Its assessed valuation 
now was a dollar and seventy-five cents an acre. He wouldn’t 
sell it at that figure, because it had oil prospects, but neither 
would he buy it at that figure for cattle raising. He thought the 
thing to do, irrespective of oil prospects, was to hold it hoping 
for better conditions. This year, he said, who have been a rel- 
atively good year, had it not been for the drouth. 
_ _Asked if he had any benefit from the freight rate reductions 
in 1922, he said he undoubtedly had, but the benefit did not 
change his loss into a profit. The buyer, he said, paid the 
freight, but the buyer based his price to the producer on what 
it cost him to get the cattle to market. 


; He said the propaganda he had referred to did not, in his 
opinion, have any effect on the live stock market. His reason 
for referring to it was to correct a possible impression that a 
wave of alleged prosperity had reached this part of the country. 

Mr. Cowan was sufficiently recovered Thursday afternoon to 
appear and conduct and direct the examination of Mr. Tomlin- 
son. The position of the witness was that under the Hoch-Smith 
resolution, rates on agricultural commodities and live stock must 
be as low as possible. 

_ He said he had always felt that products of agriculture and 
= ‘Stock should receive special rate consideration from the 
ommission and the railroads as compared with some other 
traffic. He thought that was the idea of some of those respon- 
sible for the adoption of the resolution. Live stock, he said, 
paid more than its share of the transportation burden—as much 
= the average of all other traffic. Under the distressing condi- 
‘ons that had been described, he thought the time had come for 
4 revision of the rate structure. He thought rates on live stock 
— be reduced to the level that prevailed previous to General 
rder 28 and still yield revenue greater than the cost of trans- 
—. He suggested the adoption of some plan along that 
pe de if it was necessary to make up any resulting deficit in 
we revenue there were other commodities better able to 
ne an increase than agriculture was able to stand the present 
th — thought L. C. L. traffic did not bear its proper share of 
it ‘a burden. He suggested to the Commission that 
inom uct an investigation to determine the relative cost of 
hen various kinds of traffic. Class rates averaged only 
three times the rate on live stock. He believed they could 
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be materially advanced without serious disturbance to business. 
Another suggestion was that the carriers furnished some unnec- 
essary service and there was opportunity to save in that respect. 
A third suggestion was that, due to the constant demands of 
business through chambers of commerce and individual traffic 
managers anxious to extend trade, there had grown up a rate 
situation that resulted in much waste of transportation in order 
that certain industries might serve localities that could better 
be served by industries nearer home. That was one of the rea- 
sons he favored consolidation, he said. 

Then, he said, there ought to be an investigation of railroad 
expenditures. An efficiency bureau, he thought, might result in 
the carriers having more money. They spent too much effort in 
trying to get business away from each other. 

On cross examination by Mr. Outlaw and, in answer to ques- 
tions by Examiner Wagner, he declined to make a list of com- 
modities on which freight rates might be increased, though he 
mentioned automobiles, radio sets and electric appliances as 
examples of what he meant. He admitted that perhaps all the 
burden ought not to be put on L. C. L. traffic. 

Three other farmers and cattlemen, C. R. Dillon, of Sedalia, 
W. L. Curtis, of Denison County, and W. A. Bashour, of Ordway, 
Colorado, were put on by Mr. Naugle, as his last witnesses, to 
show depressed agricultural conditions. 

Dillon told an interesting story of how his grandfather had 
homesteaded his ranch in 1860, and how he had taken pride in 
it and how he took time and money to beautify it to make it a 
family estate. But, he said, he and his wife had to dispense 
with as much hired labor as possible and work hard themselves 
to make both ends meet. 

He had made no money for years and his ranch property 
was badly in need of repairs and replacements. The freight rate, 
he said, was merely one of the factors that contributed to the 
depression. No one of the factors would, if removed, make him 
prosperous again. 

The last witness was Albert Dakin, of Long Mount, Colorado, 
who appeared for the Federated Farm Organizations of Colorado. 
He described himself as an economist. He offered some tabula- 
tions which no one appeared to understand very well, and he 
apparently did not explain to the satisfaction of those who asked 
questions, but his purpose seemed to be to show that the fact 
that most big railroads owned various subsidiary lines, gave an 
opportunity for manipulation of accounts so that a showing of 
need for revenue was apparent, though it might not be real. 


Mr. Outlaw indignantly cross-examined him and the Exam- 
iner asked several questions. The witness said the figures car- 
ried their own insinuations—it was not necessary for him to 
make any. Finally it was left for the record to carry its own 
story and the hearing adjourned, shortly after six o’clock, to be 
resumed at San Francisco, St. Francis Hotel, November 16. 


EXTENDS ANTHRACITE INQUIRY 


The Commission, by its eighth supplemental order in No. 
15006, rates, charges, regulations and practices covering the 
transportation of anthracite coal, broadened the hearing at New 
York, November 12, held by Commissioner Campbell and Ex- 
aminer Koch, so as to include, not only the high volatile dis- 
tricts of Kanawha and Coal River, but also the Thacker and 
Kenova districts of West Virginia and Kentucky, and the 
Meyersdale, Cumberland-Piedmont and Fairmont districts of 
Pennsylvania, Maryland and West Virginia. 

This extension was made on account of the interest mani- 
fested by the mine operators and officials of municipalities in 
New England and the middle Atlantic states in the probability 
that if what the operators thought proper rates were made, fuel 
supplies could be obtained from the fields mentioned in the 
supplemental order broadening the scope of the resumed hear- 
ing in that case. The order is as follows: 


It is ordered, That the above-entitled proceeding be, and is 
hereby, reopened for further hearing upon the following issues: (1) 
The establishment of joint rates and through routes on bitum- 
inous coal, semi- bituminous coal, and coke from points in the 
Thacker and Kenova districts of West Virginia and Kentucky to 
points in the middle Atlantic and New England states; (2) the es- 
tablishment of joint rates and through routes on high-volatile bi- 
tuminous coal and coke from points in the Kanawha and Coal River 
districts of West Virginia to points in the middle Atlantic and New 
England states; and (3) the establishment of joint rates and through 
routes on bituminous coal, semi-bituminous coal, and coke from points 
in the Meyersdale, Cumberland-Piedmont, and Fairmont districts of 
Pennsylvania, Maryland, and West Virginia to points in the middle 
Atlantic and New England states. 

It is further ordered, That these matters be assigned for hear- 
ing jointly with the matters assigned for hearing in Supplemental 
Orders Nos. 6 and 7 of October 30, 1925, in the Merchants’ Associa- 
tion Rooms, 233 Broadway, New York, N. Y., on the 12th day of 
November, 1925, at 10 o’clock A. M., before Commissioner Campbell 
and Examiner Koch. 


ABANDONMENT OF C. M. & ST. P. LINE 
The receivers of the Chicago, Milwaukee & St. Paul have 
been authorized by the Commission to abandon three miles of 
railroad from McNamara to Douglas in Missoula county, Mon- 
tana. 
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SOUTHERN CLASS RATES 
The Traffic World Washington Bureau 


No basis for harmony in respect of southern class rates is 
in sight and, unless the Commission, by the exercise of power, 
orders into operation rates the consistency of which has been 
challenged by all the railroads and many shippers, the hope 
that something would be accomplished by January 1 will not 
be realized. That there could be none of the cooperation for 
which the Commission asked in its report on No. 13494, the 
class rate case, became evident from unofficial utterances some 
time before November 7, the day which the Commission set as 
the last day on which “comments” would be received on its 
work. 

Trunk Line and New England carriers allowed it to be 
known before that day that they could not cooperate with the 
Commission to make up a body of rates to be brought into 
operation. They rejected the proposals of the Commission as 
flatly as did the southern carriers, not because they were op- 
posed to going along with the Commission, but because they 
said it would be impossible to comply with the Commission’s 
ideas. 

The Commission, in its report, said it withheld an order 
because it was confident that the work of preparing and pub- 
lishing new tariffs would be expedited rather than delayed if 
no order were entered, provided the carriers were prepared to 
join with the Commission and representatives of the shippers 
in working out details of the system of rates approved in the 
report “with a spirit of cooperation.” 


Trunk Line and New England carriers, in their answer to 
the invitation to comment and say whether they would cooper- 
ate, said they would undertake cooperation of the sort suggested 
by the Commission, except on Finding No. 17-d and e and Ap- 
pendix P. . They said the findings and appendix mentioned could 
not be accepted “in whole or in part by these lines and unless 
eliminated must cause rejection of the decision in toto.” The 
reasons for the rejection of the findings and appendix, which 
constitute the heart of the plan proposed by the Commission 
other than the mileage scale itself, are as follows: 


Rates produced thereby are lower than the scale. 

Rates produced thereby are lower than the key rates. 

Very serious inroads, therefore, would ensue in the carriers’ 
revenue which the carriers are not prepared to accept. 

It (the arbitrary scheme carried in the appendix) cuts the 
rate on some classes and not on others and destroys class rate 
relationships. 

It cuts the rate from some key points and not others and 
this produces discriminations between points that the decision is 
designed to cure. 

It favors southern points along the border without similar 
treatment of northern points along the border. The difference 
between the gateway and the southern point is always less than 
the difference that would be produced by the mileage scale, while 
the northern point would always be the full difference that would 
result from the application of the scale. 

; It produces tariff complications rather than tariff simplifica- 
tion. 

It would result in lower rates on some classes via one gate- 
way and other classes between the same points via another 
gateway. 

By reason of differences in rates north and south bound rates 
to and from the gateway, the application of Appendix P would 
result in different through rates north and south bound between 
the same points. 

It produces fourth section complications in that lower rates 
result from points north of the gateway than from the gateway 
proper. 

The class rates within Official Territory are before the Com- 
mission in another proceeding (docket No. 15879, Eastern Class 
Rates) and in that proceeding it has been shown by shippers and 
carriers alike that maladjustments obtain between certain points 
and the Ohio River crossings and Virginia Cities. Obviously some 
readjustment must be made in these rates. It is assumed that 
it is the desire of the Commission, the shippers and carriers alike, 
that when the rates shall finally be published in compliance with 
No. 14394, they shall have some stability. It, therefore, seems 
exceedingly unwise to superimpose, upon a rate fabric designed 
to have some permanence, a scheme of rates predicated on the 
use of rates which are admittedly wrong and under investigation. 


The Trunk Line and New England carriers attached to their 
memorandum of reasons for rejection of the Commission’s re- 
port, an exhibit of rate situations to illustrate the text which 
charged results would flow from the new scheme that would 
be in violation of the fourth section and in disregard of every 
canon of sound rate-making. 


Rejection of the Commission’s plan by the railroads was not 
accompanied by suggestions as to what should be done, as rad- 
ical as the changes proposed by the Southern Traffic League. 
It rejected the proposal on the ground that the scale was too 
high. It condemned the principle, running throughout the re- 
port, that rates in the South should be higher than in Official 
Classification territory. It favored intra-territorial rates, to be 
used by southern distributors, no higher than charges available 
to shippers outside of the South into that territory. 


As interpreted by the carriers, the League is advocating 
rates for the South no higher than in Official Classification ter- 
ritory which would, in effect, make the part of the country east 
of the Mississippi one rate territory, in parts of which varying 
classifications now apply, thereby requiring either the extension 
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of Official Classification to the South or the Southern Classif. 
cation to the north and east, or the making of an entirely new 
classification. They are not prepared to discuss any one of 
the three alternatives. The resolutions adopted by the League 
are as follows: 


1. We oppose the proposed mileage scale (Appendix K) be- 
cause it is too high. 

‘2. We oppose the principle applied throughout the report that 
rates in the South should be higher than in the Official Classifica- 
tion territory. 

3. We favor the application of the principle that southern 
shippers should have the opportunity to distribute intraterri- 
torially for comparable distances on rates and charges not higher 
pee shippers outside the territory can distribute to southern 
territory. 

4. We approve the opinion of the Commission in its adoption 
of the League’s class percentage relationship. 

5. In addition to the principles here agreed on, each member 
reserves the right to make representation or arguments on other 
questions at issue. 

6. Counsel are at liberty to represent any interest who may 
desire to employ them, and counsel, having fully performed their 
contracts, are relieved from further employment by the League 
in this case other than the obligation to present and argue the 
principles adopted in this resolution. 


The North Carolina Corporation Commission has submitted 
what it designates an answer to the criticisms of carriers of 
the differential adjustment from Central Freight Association and 
Buffalo-Pittsburgh territories, through Virginia gateways to 
points in North Carolina. It has bound that answer to the 
criticisms in volume also containing its representations in 
support of the Commission’s decision and in answer to the 
criticisms of carriers with respect to the differential basis of 
constructing rates to points in North Carolina. 

The Memphis Freight Bureau has supplemented views ex- 
pressed jointly by it, the New Orleans Joint Traffic Bureau and 
others. The supplemental views pertain to rates from eastern 
and Virginia Cities to Memphis, in which the Memphis Freight 
Bureau has a particular interest. 


F. M. Grady, traffic manager, for Augusta (Ga.) interests 
has outlined changes which he thinks should be made in the 
Commission’s decision before an ofder is issued requiring the 
railroads to make changes in their rates. 


The Virginia Shippers’ Association and Virginia Traffic 
League, regretting that they had to differ materially, almost 
radically from the Commission’s findings, again respectfully re- 
quested the Commission to reopen the case for reconsideration 
and modification of the intraterritorial rates; the point to point 
rates for other than short hauls so as to provide for the grouping 
of all the Virginia cities from and to points within southern 
territory; that the interterritorial rates be held in abeyance 
pending prescription for eastern class rates in docket No. 15879 
and that if the Commission is unwilling to do that then to 
have the interterritorial rates made combinations on the 
gateways. 


The Winston-Salem Chamber of Commerce, R. J. Reynolds 
Tobacco Co., Charlotte Shippers’ and Manufacturers’ Association, 
North Carolina Industrial Traffic League, High Point Chamber 
of Commerce, Eastern Carolina Wholesale Dealers’ and Manu- 
facturers’ Association; Wilmington Traffic Association, Inc.; 
P. H. Haynes Knitting Co., Proximity Manufacturing Co., Vick 
Chemical Co. and the Rochester Chamber of Commerce have 
asked for modifications. The latter severely criticized appendix 
P, the alternative combination differential basis. The North 
Carolina interests asked that the mileage scale be not prescribed, 
at least not until a scale is fixed for the north and renewed their 
arguments against a mileage scale as tending to make a rigid 
rate structure over too large an area and creating a bureaucratic 
tendency to make straight mileage the sole factor instead of 
leaving to the carriers some initiative for the exercise of flex- 
ible judgment and intelligent selfishness in the development 
of the regions they traverse. 


In addition to the comments made upon the Commission’s 
decision in No. 13494, hereinbefore mentioned, representations 
to the Commission on the subject of the report written by 
Commissioner Eastman have been made by the followng: 
Southern Ohio Group ((Portsmouth and Ironton, O., Ashland, 
Ky., and Huntington, W. Va.); Evansville Chamber of Com- 
merce; Buckeye Cotton Oil Co.; Globe Soap Co.; Macon (Ga.) 
Chamber of Commerce; Procter & Gamble Co.; Southport Mill, 
Ltd.; Southern Cotton Oil Co.; Colgate & Co.; Gulf and Valley 
Cotton Oil Co.; Portsmouth Cotton Oil Refining Corporation; 
Kentucky Railroad Commission; Louisville Board of Trade and 
other Ohio river crossings’ civic and business organizations; 
American Cotton Manufacturers’ Association; Cotton Manufac- 
turers’ Association of North Carolina; Cotton Manufacturers’ 
Association of South Carolina; Merchants’ Association of New 
York; Chicago Association of Commerce; Chicago Shippers’ 
Conference Association; Indiana State Chamber of Commerce; 
Rockford Manufacturers’ and Shippers’ Association; Spartanburg 
Transportation Association; New Orleans Joint Traffic Bureau; 
Memphis Freight Bureau; Traffic and Transportation Division, 
Memphis Chamber of Commerce; Evansville Chamber of Com- 
merce; Michigan Hay and Grain Association; Chattanooga Man- 





, 20 


sifi- 
new 
> of 
izue 


be- 


that 
fica- 


hern 
erri- 
eher 
hern 


ytion 


nber 
ther 


may 
their 
Az ue 

the 


itted 
s of 
and 


the 
3 in 
the 
s of 


$ eX: 

and 
tern 
sight 


rests 
the 
the 


‘affic 
most 
y re- 
ition 
oint 
ping 
hern 
ance 
5879 
n to 

the 


olds 
tion, 
nber 
fanu- 
Inc.; 
Vick 
have 
ndix 
forth 
ibed, 
their 
rigid 
ratic 
d of 
flex- 
ment 


ion’s 
tions 
n by 
land, 
Com- 
(Ga.) 
Mill, 
alley 
tion; 
and 
ons; 
ufac- 
rers’ 
New 
pers’ 
arce; 
burg 
‘eau; 
sion, 
Com- 
Man- 


November 14, 1925 


ufacturers’ Association; Traffic Bureau of Knoxville; Traffic 
Bureau of Nashville, and Atlanta Freight Bureau. 

All sorts of views were contained in the mass of comments 
submitted in answer to the Commission’s invitation. The Ken- 
tucky Railroad Commission made its volume of views on the 
subject a marked thing by frankly labeling it a “statement of 
reasons why the Kentucky Railroad Commission believes there 
should be no modification of finding 17 and why they believe 
the carriers should be required to accept same without modifica- 
tion.” That is the finding which has been criticized on account 
of the fourth section violations it would create at border points. 
The Kentucky commission retorts that there will be violations 
so long as there are only 8,201 matched items in the Southern 
and Official classifications and 7,941 mismatched items; so long 
as one class ification carries only six classes graded down to 28 
per cent at sixth and the other carries ten graded down to 22.5 
per cent at tenth. It also calls attention to the fourth section 
violations carried in all tariffs naming rates to and beyond Ohio 
river and suggests that the railroads are a bit inconsistent when 
a proposal is made for relief of those who have been suffering 
because the proposal also carries fourth section violations. 

The Atlanta Freight Bureau said that, without giving the 
interested parties an opportunity to be heard, the Commission 
had advanced a system of differentials, differently applied, as 
shown by appendix P, and a system of specific rates no one 
of which was consistent with the mileage system and all or 
almost all of which resulted in rates in violation of the act 
to regulate commerce. By these conflicting systems, it said, a 
rate situation was presented which would prevent established 
manufacturers in the South from having equal opportunity to 
compete, either in Southern territory or in outside territory, 
with manufacturers outside of Southern territory. 

The bureau earnestly urged the Commission to rewrite its 
opinion, reduce the mileage scale for the shorter hauls, then 
apply the scale interterritorially as well as intraterritorially, 
making the combination of locals a maximum and abandon the 
differential basis shown in Appendix P. The bureau expressed 
the belief that that could be done legally and an order entered 
requiring compliance within a reasonable time, to be fixed in the 
order. 

Louisville and other Ohio river crossings expressed the 
thought that the entire membership of the Commission did not 
have time to study the subject deeply. Therefore they sug- 
gested it be again opened to furnish opportunity for a most 
careful reconsideration by the “entire Commission.” 


MEETING OF SHORT LINES 


(Special Correspondence from Miami) 


Amendments to the provisions of the Transportation Act 
to safeguard the interests of the short lines as affected by con- 
solidations or other combinations of the larger roads, while 
preserving their liberty of action in case they do not wish to 
be consolidated, and to provide for the payment of the “recapture 
fund” direct to the roads that earn less than a fair return in 
proportion to their shortage, were proposed by the American 
Short Line Railroad Association at its annual convention, held 
at Miami, Fla., on November 4, 5 and 6. The association also 
went on record as favoring the repeal of the Hoch-Smith rate 
resolution; as endorsing, in principle, the bill proposed by the 
National Association of Railway and Utilities Commissioners 
and others to provide for government regulation of motor trans- 
portation lines; and as opposing any railroad labor legislation 
that does not provide for public representation on the railroad 
labor board. 

The subjects of consolidation and recapture were the chief 
topics of discussion at the meeting and the action taken was to 
direct the officers of the association, in case bills to amend the 
law are introduced in Congress, as expected, by others, to 
urge legislation as outlined in the recommendations of Bird M. 
Robinson in his annual report relating to consolidation and the 
distribution of the recapture fund, together with a provision 
strongly urged by some of the members to exempt from the 
Provisions of the recapture clause roads of 100 miles or less, or 
earning less than $10,000 of operating revenues per mile per 
annum, or those which have a limited service life because of 
the exhaustion of their traffic. 

_ Those who advocated direct payment of the recapture fund 
instead of using it as a loan fund took the position that the 
money is unavailable as a loan fund, and that its distribution 
would merely give to the weak roads what they should have 
received from rates if the Interstate Commerce Commission had 
been able to adjust rates to the needs of the different roads and 
to their values. 
__ .Mr. Robinson’s proposal relating to consolidation was that, 
in the event the Interstate Commerce Commission approves an 
application of a road to be allocated to a designated group system, 
= that system should fail or refuse to acquire the road so 
a a the commission should be required to “constructively 
th 0 idate it with the system and give to it such division of 
€ joint revenue and treat it in all other ways, as if it were 
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a part of the system. This was referred to the committee on 
resolutions, which presented a report which was adopted, ex- 
pressing the belief that “it may be wise not to disturb the 
transportation act” at present, but, as bills for that purpose 
may be introduced in Congress, declaring it to be the sense of 
the association that “section 5 should be so amended that the 
acquisition of control of one carrier by another through lease or 
purchase of stock, as is now being done, or attempted to be 
done, under the provisions of paragraph 2 of section 5, shall not 
be allowed unless such acquisition is found by the commission 
to be in harmony with, and in furtherance of a plan to con- 
solidate the railway properties into a limited number of systems, 
as was intended by said section 5 as a whole, but anthorizing 
the elimination from a consolidated system of any such bridge 
or terminal company as the commission may consider ought 
not belong to any one system.” 

It was also resolved that section 5 should be so amended 
“as to allow the Interstate Commerce Commission to adopt 
such a plan for consolidation as will make it possible for the 
carriers, subject to the approval of the commission, to progres- 
sively and from time to time consolidate or merge their properties 
by voluntary action, but requiring the commission in the mean- 
time to group the carriers into provisional systems for the 
purpose of effecting a more equitable distribution of the revenues 
derived from the rate structure through divisions or otherwise.” 

Ben B. Cain, vice-president and general counsel, outlined 
the work of the legal department of the association during the 
past year, and stated that the Interstate Commerce Commission 
had been asked on behalf of the association to institute an 
investigation of the rules and regulations relating to car service 
and per diem charges. He also outlined the position taken in 
connection with the Nickel Plate hearing and said that Com- 
missioner Meyer had asked him to submit a form of order which 
‘would protect the interests of the short lines. 

John A. Streyer, traffic manager of the association for the 
Southern classification territory, described the work of the traffic 
bureau. 

The following officers of the association were re-elected: 
President, Bird M. Robinson, Washington, D. C.; vice-president 
and general counsel, Ben B. Cain, Washington, D. C.; secretary- 
treasurer, T. F. Whittelsey,, Washington, D. C.; vice-presidents, 
C. W. Pidcock, Moultrie, Ga.; C. C. Cary, Shreveport, La.; F. J. 
Lisman, New York, N. Y.; L. S. Cass, Waterloo, Ia.; and two new 
vice-presidents were elected, C. M. Oddie, western representative 
at San Francisco, Calif.; and J. F. Sheehy, South Chicago, III. 

It was also decided to add a southwestern district to the 
organization and an executive board was elected consisting of 
five members for each of the five districts. 


MEETING OF R. B. A. 


Resolutions were adopted by the Railway Business Associa- 
tion at its annual meeting, at New York, November 11, urging 
co-operation between agriculture, industry and railroads, and 
favoring a division of co-operative marketing in the Department 
of Agriculture, which should not be permitted to regulate farm 
associations, the effort not to extend the system of political reg- 
ulation to agriculture but to foster abstinence from political 
pressure on the Interstate Commerce Commission in the regula- 
tion of railroads and to encourage a tendency toward relying 
more on the courts in dealing where necessary with competition in 
business and industry. Resolutions were also adopted recommend- 
ing to the railways long term budgets for maintenance and im- 
provement programs better equalized one year with another; 
declaring that consolidation of railways should not be compul- 
sory; urging that government—city, county, state and federal— 
should be taken out and kept out of business in which it com- 
petes with citizens in legitimate occupations; favoring retention 
of public representatives in a dominant position in whatever fed- 
eral agencies may be maintained or created for the adjustment 
of railway labor disputes; pleading no present necessity for 
amending the rule of rate making as contained in Section 15a of 
the Transportation Act; urging expedition in completing the val- 
uation of railway property; opposing the Gooding Bill for amend- 
ment of the long-and-short-haul section of the Interstate Com- 
merce Act; urging taxation reduction and tax reform. 

Officers of the association were re-elected and Alba B. John- 
son, president, appointed W. L. Conwell, president of the Safety 
Car Heating and Lighting Company, N. Y., to succeed H. L. Lord, 
as executive member of the board. 

J. M. Davis, president, the Lackawana, speaking before the 
association, said that it was his opinion that the railroads should 
devote their energies to the handling of transportation and that 
manufacturing should be left to the manufacturers. He said 
that he, of course, excepted those necessary kinds of manufac- 
turing necessary to insure the continuous operation of a railroad 
for 24 hours a day. He continued in part as follows: 

I do not believe it possible to stabilize continuous employment 
for a certain number of railroad men any more than you could do 
the same in the manufacturing business or farming. ariations in 


the volume of business and seasonal fluctuations make this impossible 
of accomplishment. 


I am wondering if you men engaged in the manufacturing busi- 
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ness realize how fortunate you are in contrast to your railway 
brethren in escaping some of the burdens incidental to governmental 
regulation. 

On the Lackawanna Railroad the time of a clerical force of ap- 
proximately 3,000 employes is to a very substantial extent devoted 
to the compilation and preparation of records and reports required 
of the company by the various governmental agencies charged with 
the enforcement of railway regulation. In 1924 we made to such 
bodies 5,415 reports, some in great detail. 

That was on the Lackawanna alone, but to give you an idea 
of what this means to the railroads generally, it will be of interest 
to know that in a recent year reports of this kind for all class one 
railroads having a mileage of 216,206 aggregated 1,937,233. In a 
great many cases duplicates were required. If we include such 
duplicates there were 3,086,737 reports made by the railroads. Divide 
this number of reports and duplicates by 310 working days in the 
year and you will note there were forwarded to federal and state com- 
missions and bureaus an average of approximately 10,000 reports per 
working day. 

I hope that the manufacturing industry will never be subjected 
to a burden of that kind. I am not opposed to the principle of gov- 
ernment regulation. Doubtless under modern conditions certain regu- 
lation is essential, but the railroad industry is so vital to the welfare 
of the nation and touches so intimately every phase of the country’s 
activities, and its efficient functioning is so necessary to the gen- 
eral prosperity, that improperly conceived and directed regulation 
may prove very costly and this cost in the last analysis will fall 
upon the entire population, either directly or indirectly. 


Enforced consolidation as contemplated in the transporta- 
tion act and compulsory consolidation within a period of seven 
years as now suggested by some politicians was called “neither 
wise nor practicable” by William Peter Hamilton, speaking be- 
fore the annual meeting of the Railroad Business Association at 
the Hotel Commodore, New York, November 11. 

He pointed out that, so far as Congress was concerned, con- 
solidation was a comparatively new idea and that the same poli- 
ticians who were now advocating the consolidation of the roads 
into as few groups as possible are the same politicians who 
were “worshipping at the shrine of cut-throat competition less 
than ten years ago.” Mr. Hamilton said that he had no especial 
intention of depreciating the politician, but that he wanted to 
show that the politician was not a leader in the changes in 
American public opinion. At best, he said, the politician con- 
sidered the roads a means to an end, which was cheaper service. 
This, he said, was the reason why the politician was willing to 
advocate consolidations as a means of getting cheaper service, 
since competition had not brought about all that he desired. 


He said it was not difficult to understand the ideas of the 
advocates of compulsory consolidation, that they realized that 
the same rates which would make one railroad system rich 
might keep another weaker road on the verge of bankruptcy. 
Therefore, he said, it was, perhaps, natural for them to propose 
that the rich roads take over the poorer ones, reducing freight 


rates out of savings of the cost of management. He continued 
in part as follows: 


Those savings are largely illusory. If you reduce every salary 
paid by the Pennsylvania Railroad to a level of $3,000 a year, the 
amount saved would hardly warrant a wage increase to the labor 
employed by that road of ten cents a week. The cost of manage- 
ment is almost a negligible item when the immense volume of our 
railroad transportation is considered. The only merger which should 
be undertaken, or permitted, is one where the roads merged each 
add to the strength of the other. One of the most intelligent mergers 
ever accomplished in this country, and one of the largest, was that 
of the United States Steel Corporation, which itself owns, as a plant 
facility, 3,400 miles of railroad, a mileage equal to one of the four 
railroad consolidations in Great Britain. That merger was so in- 
telligently arranged, that every part added to the strength of every 
other part. Our coal carrying railroads are handicapped by the 
empty car mileage of the cars returning to the mines. In some cases, 
this amounts to 37 per cent of the freight car miles. But the Steel 
Corporation carries coal one way, and ore the other. Most of you 
have some elementary knowledge of chemistry, and you know the 
difference between a chemical combination and a mechanical mix- 
ture. In a chemical combination, two substances or gases when 
brought together produce something else, as when two parts of 
hydrogen gas combined with one part of oxygen gas produce water. 
But a mechanical mixture occurs when you attempt to combine saw 
dust with steel filings. You can change or destroy either, but you 
can shake them up together to all eternity, and you will never pro- 
duce a condition where one adds anything to the usefulness of the 
other. The talk of combining the weak road and the strong road, 
merely because one is weak and the other is strong, is sheer non- 
sense. Which of you would think he was strengthening his business 
if he took in a partner who was not an asset but a liability? The 
only true solution, and the only solution which will stay solved, is 
to let nature take its course; to let roads merge where they can help 
each other, and let the weak roads go through the painful but whole- 
some process of reorganization, with a scaling of the bonded indebt- 
edness, until they also can stand on their own feet. 

But we are told by the politicians that if we do not swallow 
their combination nostrum, the only alternative is government owner- 
ship of the railroads. We had a practical experience of the rail- 
roads under government management from 1918 to 1920, where, in 
a period of 22 months the railroads were operated by the govern- 
ment at a total loss to the taxpayer of $1,600,000,000. it is true that 
the railroad managers patriotically remained at their posts. But 
they took their orders from Washington, and those orders were 
dictated by political expediency with disastrous results. 

Suppose we estimate what it would cost to expropriate the rail- 
roads for public ownership. They would not be voluntarily sur- 
rendered as they were for the purpose of winning the war. It would 
be necessary to buy the owners out. Under the La Follette law 
enacted in 1913, the Interstate Commerce Commission is at present 
attempting to value the railroads, or to establish what they were 
worth in 1915. About 54 per cent of this task has been tentatively 
accomplished, and about _8 per cent of it is final, subject, however, 
to the decision of the Supreme Court. The cost of this valuation 
Was estimated by Congress at about $3,000,000. The task is not 
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half finished, and the expense to date has been $28,000,000 to the 
taxpayer, and $84,000,000 to the railroads. Our railroad proposition 
is so vast, that it almost seems worth while to have paid $112,000,000, 
with more to come, in order to kill once for all that bogey of the 
demagogue, the idea of watered stock. There is no water in the 
capitalization of our railroads. They are undercapitalized. The 
capital per mile is lower than that of any other system in the world, 
and is about one-fifth of the capitalization per mile in Great Britain. 
Pending the completion of that valuation, the Interstate Commerce 
Commission assumed that the railroads were worth $18,900,000,000. 
The railroad managers and bankers believed that the figure should 
have been over $26,000,000,000, but the paper capitalization was about 
$17,500,000,000, or $1,400,000,000 less than the figures the Interstate 
Commerce Commission took for the purpose of rate making. This 
valuation, as of 1915, has gone far enough to make it tolerably cer- 
tain that the total reached by a method that gives the railroads all 
the worst of it, may not be less than $30,000,000,000. It may be taken 
that on appeal to the courts that figure will be materially increased. 
If, suppose, we only add 10 per cent, that gives us $33,000,000,000, to 
which must be added what has been put into the railroads since 
1915, or a little more than $5,000,000,000 together with the natural 
increment in value over ten prosperous years. This establishes a 
genuine value for the railroads of $40,000,000,000, or double our present 
national debt. - : 

But assuming that the railroads could be expropriated for $30,- 
000,000,000, the earnings, even calculated on the present high state 
of efficiency, would not amount to 3 per cent on that sum, year in 
and year out. We know well enough that the efficiency would vanish 
under government operation. Suppose the net earnings were $1,000,- 
000,000, you will realize how quickly that would disappear, for it was 
oo grag a in the loss of $1,600,000,000 made in 22 months from 
1918 to 1920. 
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W. F. Van Norte has been made general agent of the Mid- 
land Valley at Wichita. W. S. Priest has been appointed gen- 
eral agent at Pawhuska, Okla., and S. O. Belcher has been made 
commercial agent at Muskogee, Okla. 

S. C. Forman has been appointed general agent of the Vir- 
ginian Railway at Chicago and S. H. Wilson has been made 
traveling freight agent at the same point. 

Frank R. Newman has been made vice-president in charge 
of traffic of the Sioux Line at Minneapolis. 

W. W. Blakely has been appointed assistant freight traffic 
manager of the Baltimore & Ohio at Cincinnati. 

F. X. Quinn has been made general freight agent of the 
Pennsylvania at New York. W. K. Emery has been appointed 
general eastern freight agent at that point. A. B. Scott has 
been made foreign freight agent at New York, and J. C. Wilson 
has been appointed district freight representative at the same 
point. 

J. S. Ford has been made assistant master mechanic of the 
Galesburg division of the Burlington at Galesburg. 

W. P. Rudrow has been appointed freight traffic manager 
of the United American Lines at New York. H. C. Van Doorn 
has been made general freight agent at the same point. P. J. 
Fitzgerald, division freight agent, has been transferred from 
Syracuse, N. Y., to Cleveland. J. M. Tuttle has been made divi- 
sion freight agent at Chicago. 


DOINGS OF THE TRAFFIC CLUBS 


The Transportation Club of St. Paul held a luncheon ani 
meeting November 10. 


The Canadian Industrial Traffic League will hold its eighth 
annual dinner at the King Edward Hotel November 25. The 
Reverend Canon Cody, chairman of the board of governors, Uni- 
versity of Toronto, will be the speaker. 


The Traffic Club of St. Louis will hold its annual dinner at 
the Hotel Chase December 1. President C. H. Markham will be 
the guest of the evening. 





The Traffic Club of Kansas City met at luncheon November 
10, when Mayor Albert Beach spoke on the advantages of the 
new charter to the citizens of Kansas City. 





The Traffic Club of Springfield (Mass.) held its ‘Military 
Night” at the Hotel Kimball November 9. Lieutenant Leigh 
Wade, one of the officers on the world flight, was the speaker. 





The York Traffic Club held its regular meeting November 
12. Postmaster E. S. Brooks and C. E. Hose, superintendent of 
mails, spoke on “Handling of the Mails.” 





The Brooklyn Traffic Club will hold its annual meeting No- 
vember 30. 





The Traffic Club of Dallas met at the Jefferson Hotel No- 
vember 10. The club held its annual dinner November 14. 
Joseph Leopold, district manager, United States Chamber of 
Commerce, was the speaker. 





The Birmingham Traffic and Transportation Club held 4 
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dinner dance at the Axis Club October 28. A regular business 
meeting was held November 9. 





The Traffic Club of Houston will hold its annual banquet 
at the Rice Hotel December 15. 





The Traffic Club of Philadelphia held its “Ladies’ Night” 
November 9 at the Belleview-Stratford. 





The Oil City-Franklin Traffic Club will hold its fourth annual 
dinner at the Franklin Club, Franklin, Pa., December 10. The 
annual meeting will be held November 19. M. R. Maxwell, 
q. F. A., N. Y. C., will be the speaker. 





The Traffic Club of Minneapolis will hold a luncheon and 
meeting November 19 at the Nicollet Hotel. The club will hold 
its annual banquet early in December. 





The Richmond Traffic Club is making plans for holding a 
series of meetings, or feature nights. There will be “Southern 
Railway Night,” “Tobacco Night,” “Paper Night,” and “R., F. 
& P. Night.” 





The Akron Traffic Club will hold a luncheon and meeting 
November 17. G. T. Carlin, general manager, American Railway 
Express Company, will speak on expedited transportation. 





The Association of Railroad and Steamboat Agents will hold 
its annual meeting January 11. 





The Commercial Traffic Managers of Philadelphia will cele- 
brate its twelfth birthday December 1 with a dinner at Green’s 
Hotel, followed by a theater party. 





The Traffic Club of Wichita met at luncheon November 12. 





The Canton Traffic Club will hold its annual dinner the first 
week in December. 





The Traffic Club of Memphis will hold its annual election 


November 21 and its annual banquet and installation of officers 
December 10 at the Hotel Gayoso. 





The Traffic Club of Denver held its “Colorado & Southern 
Night” at the Chamber of Commerce November 13. 


ASK AID FOR SHIPPING 


The Traffic World New York Bureau 


Addresses outlining the needs of the American merchant 
marine and stating that little progress can be made toward a 
permanent fleet until government aid has been extended were 
made at the annual banquet of the American Marine Association 
in New York this week by Homer L. Ferguson, president of the 
Newport News Shipbuilding & Dry Dock Company, and Rear 
Admiral C. P. Plunkett, commandant of the Brooklyn Navy Yard. 
About 600 members of the association attended. 

Mr. Ferguson said that the continued national existence of 
the United States as a self-reliant and strong nation depends 
largely upon the existence of an adequate merchant fleet. This 
belief was also stressed by Admiral Plunkett, who said that un- 
less the country wants any future wars fought upon its own soil, 
a strong merchant marine must be supplied to enable the navy 
to fight its battles away from our own shores. 

Speaking of the commercial aspects of the merchant marine, 
Mr. Ferguson said that many arguments have been advanced to 
show that the United States should let other nations carry its 
commerce on the ocean if they can do it more cheaply. The 
best answer to this, he remarked, is the fact that private cor- 
Porations, such as the United States Steel Corporation, the 
Standard Oil Company, and others, have found it desirable to 
have their own fleets. The same principle holds true for the 
country at large, he added. 

“We need mail services operated by United States ships to 
foreign ports,” said Mr. Ferguson, “and we also need passenger 
and freight services and straight cargo services from selected 
United States ports to foreign ports, but to have such services 
government operation seems necessary. The great difficulty in 
getting around this is that so long as there are losses to be met 
in ship operation under the American flag they can be met only 
by the government. 

7 I believe in putting the government out of the shipping 
ge but rather than have no merchant marine I am willing 

wd the government should continue to operate. Congress is 
Willing to meet Shipping Board deficits, but is not willing to 
srant a subsidy, although a substantial increase in mail subven- 
on probably would go through.” 

Referring to costs of shipbuilding in this country, Mr. Fer- 
fans Said they weré 25 to 35 per cent higher than in foreign 
een Labor costs here, he added, are two and one-half to 
mae imes as high as they are abroad. Ship riveters, he said, 

om drive more than 350 rivets a day, whereas on other work 
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it has been found that an average of about 2;300 rivets a day is 
necessary to show profits on operation. 

The great lesson of recent years in the shipping business, 
he said, has been that the liner has taken the place of the tramp. 
The slowest ship now being built by British owners for trade 
between the Pacific Coast and Europe has a speed of 14 knots. 
Speed is demanded in deliveries of goods by sea just as it is 
demanded in rail transportation. 

Reduction of capital costs, he said, is essential to enable 
shipping companies to operate. Robert Dollar, he said, has been 
enabled to operate his around-the-world service by reason of the 
low price paid for the ships. Similar results have been achieved 
by the British in extending loans for shipbuilding at low rates of 
interest. 

Rear Admiral C. P. Plunkett spoke briefly on the reduction 
of yard activity and the drift of skilled workers to other occupa- 
tions due to the disarmament program, and urged that shipping; 
men concentrate on the single aim of developing the American 
merchant marine and refusing to be diverted by the agitation of 
minor issues. 

Col. E. A. Simmons acted as toastmaster. 


OHIO BOARD MEETS 


The Ohio Valley Shippers’ Regional Advisory Board met at 
Cincinnati November 10. The board reelected all of its officers. 
There were 400 shippers and railroad representatives present. 


COOLIDGE APPOINTS WALSH 


The Traffic World Washington Bureau 

President Coolidge, November 9, appointed John Henry 
Walsh, of New Orleans, a member of the Shipping Board. Mr. 
Walsh was in Washington at the time the appointment. was 
announced and took the oath of office. He succeeds former 


JOHN HENRY WALSH 


Commissioner Thompson as the Gulf district member of the 
board. His appointment was recommended by Senators Rans-- 
dell and Broussard, of Louisiana. Mr. Walsh has been general: 
manager of the port commission at New Orleans, which has: 
jurisdiction over the port properties, wharves and warehouses: 
there. He was graduated from the Naval Academy in 1901 and 
served in the navy until 1919, when he retired, on account of 
ill health, with the rank of commander. In the war he served 
with the Atlantic fleet on the staff of Admiral Mayo, as fleet 
material officer. He has been twice president of the American 
Association of Port Authorities, and is a member of the board 
of directors of the National Merchant Marine Association and 
of the Rivers and Harbors Congress. 

Commissioner Walsh will serve under a recess appointment 
until the Senate meets in December and the President sends his. 
nomination in for confirmation. As the new commissioner was 
appointed on the recommendation of Senators Ransdell and 
Broussard, of Louisiana, it is anticipated there will be no opposi- 
tion from the South to the appointment and that it will be 
promptly approved by the Senate. Mr. Walsh will serve out 
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the unexpired term of former Commissioner Thompson, which 
runs until January 27, 1930. 

After the Senate has convened, it is expected that the 
President will nominate someone for Commissioner Haney’s 
place on the board. It is understood that Mr. Haney, who re- 
fused to resign at the request of the President on the ground 
that he had broken a promise ‘made to the President that he 
would not oppose former President Palmer as head of the Fleet 
Corporation, will quit the board as soon as the President has 
nominated someone else. Mr. Haney’s recess appointment is 
effective until the Senate acts on a nomination for the place, 
but it is understood that he will retire as soon as the nomination 
is made. He has not desired to remain on the board except as 
a protest against the imputation that he made a promise to the 
President and then did not keep it. 


DIVISIONS FOR DYING ROAD 


The Trafic World Washington Bureau 


The whole Commission, on November 12, listened for more 
than two hours to arguments on No. 12969, Divisions Received 
by Brimstone Railroad & Canal Co., for the services performed 
by its railroad in carrying carloads of sulphur from the mines 
at Sulphur Mine, La., to junctions of the Southern Pacific and 
the Kansas City Southern. The company expects to abandon 
service in 1926, when it thinks it will have hauled away the 
800,000 tons of sulphur lying on the ground when the Union 
Sulphur Co., the proprietary interest, exhausted the sulphur 
deposit from which it had been pumping for many years. 

_An outstanding order of the Commission permits the Kan- 
sas City Southern to pay the Brimstone railroad $9 for bringing 
a car to its junction. The Southern Pacific, however, is per- 
mitted to pay not more than $7. The former, at the argument, 
contended for a spread of at’ least $3 per car, as recommended 
by the examiner who made the proposed report, instead of only 
$2 allowed by the Commission. The Southern Pacific argued 
for permission to pay just as much as the Kansas City Southern, 
to the end that it might compete on terms of equality for the 
tonnage handled by the Brimstone. 

Arguments were made by Wylie M. Barrow for the Brim- 
stone, Harry McCall for the Southern Pacific, and W. E. Davis 
for the Kansas City Southern. The Brimstone objected to the 
methods used by the commissioner’s accountants in arriving at 
the value of its property. Mr. Barrow pointed out, in connection 
with the depreciation features of the matter, that the Commis- 
sion men, by necessary inference, had assigned a life of 75 years 
to the rails of the Brimstone, when, as a matter of demonstrable 
fact, they had been renewed several times in less than twenty- 
five years. The action of the sulphur on ties and rails, he said, 
was exceedingly deleterious. He assented to the proposition, 
put by Mr. Hall, that he was contending for a fair return upon 
the investment of the Brimstone up to the time of its prospective 
abandonment at the end of next year. 

In support of his contention for equal divisions to be paid 
by the two trunk lines, Mr. McCall said it was practically im- 
possible to show the cost of making deliveries, by the Brimstone 
engines, to each junction because they were not continuously 
employed and the factor of idle time was so great that the 
theoretical cost varied according to the number of cars taken 
to each junction. In using One set of figures the cost of taking 
cars to the Kansas City Southern was shown, he said, as a 
little more than $19 per car, and to the Southern Pacific a little 
less than $6. By using figures showing a different proportion 
of distribution between the two junctions, he pointed out, the 
difference in theoretical cost was reduced to about $1.50 against 
the interest of the Southern Pacific, the junction of which is 
nearer the sulphur works than that of the Kansas City South- 
ern. He contended that the actual difference in cost, owing to 
the fact that the Brimstone engines had idle time, was not 
enough to determine the direction the traffic would flow, but 
that the direction of the flow would be controlled by the differ- 
ence in the amounts the Commission said each trunk line might 
pay. 


RATES ON ROOFING PAPER 


Rates on prepared roofing are involved in a number of con- 
solidated cases heard before Examiner Jewell at Chicago this 
week. The examiner announced that, at the present hearing, 
only testimony as to the reasonableness of the rate would be 
heard and that evidence as to shipments made, the paying and 
bearing of charges, and as to reparation generally would be 
heard later. 

A. L. Roberts, for the American Tar Products Company, was 
the first witness to appear, and he gave testimony with regard 
to the complaint of the company against the Santa Fe et al., 
Docket 17170. He first explained the ingredients of roofing ma- 
terial, saying that it all had a roofing felt base made of old rags 
and that the two kinds of material which were generally shipped 
were tarred felt paper and tarred or asphalt shingles. He said 
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that the shingles moved on a fifth class basis, 40,000 pounds 
minimum, and tarred felt, 30,000 pounds minimum. 

He said that the present rates were preferential in favor 
of producers at St. Louis as compared with Vandalia and Chi- 
cago. He said that because of the adaptability of the product, 
its cheapness, the universal demand, making for general move- 
ment, heavy loading qualities and small risk, the commodity 
should have a low rate. He also said that any sort of equip- 
ment could be used to transport the commodity and that it 
resulted in two or three movements for the carriers, in that 
materials had to be shipped into the plant to make the commodity 
and shipping it out meant that there was building being done. 

H. D. Driscoll, for the Oklahoma Sash and Door Company, 
testified with regard to the complaint in Docket 17208. He said 
the Commission had fixed building paper rates as 95 per cent 
of print paper rates into Oklahoma. He said that the carriers 
had not interpreted the term “building paper” as broadly as he 
thought the Commission meant it. He said that Tulsa, for ex- 
ample, did not get the 95 per cent of its own print paper rates, 
but only 95 per cent of the rate to Oklahoma City. He said 
that had the carriers published rates on prepared roofing as on 
building paper, the complainants would not be appearing. He 
also said there were some reparation features of the case which 
would be developed later. 

F. Darwin, for Higginbotham-Bartlett Company, complainant 
in Docket 17358, entered testimony mostly with regard to rep- 
aration. It was the position of the complainant that on rates 
into the southwest that the Commission’s scale on prepared 
roofing and roofing material, fixed in the Memphis Southwestern 
case, should apply, and that the complainant desired reparation 
to the extent that rates they paid, since the institution of the 
scale, exceeded the scale. 

L. A. Knudsen, for B. F. Nelson Manufacturing Company, 
Minneapolis, testified with regard to the complaint in Docket 
17360, that rates from the Twin Cities on roofing material to 
C. F. A. territory were higher than in the reverse direction. He 
testified that there were points in Ohio and Indiana that had rates 
to the Twin Cities based on 26% cents a hundred, whereas the 
Twin Cities’ rate to the C. F. A. points was 90 per cent of fifth 
class. What the complainant desired, he said, was to have the 
rates adjusted down to the level of the rates westbound. 

George B. Cromwell, for the Certain-teed Products Company, 
complainants in Docket 17328, entered testimony at the con- 
tinued hearing with regard to rates on prepared roofing, held 
before Examiner Jewell at Chicago this week. 

Mr. Cromwell gave a brief history of the growth of the in- 
dustry and described the location of plants. With regard to the 
rates on prepared roofing from East St. Louis to western points, 
or destinations in Colorado, Kansas, Oklahoma, Montana and 
Wyoming, it was the complainant’s position that these were too 
high and that, from East St. Louis to Kansas, the carriers should 
establish rates not higher than those to the first point in Okla- 
homa to which the mileage scale, growing out of Docket 14313, 
is applicable. To Colorado points, it was the complainant’s view 
that rates should, as in the case of rates in Nebraska and west- 
ern Kansas, not exceed 60 per cent of fifth class. 

F. S. Keiser, for the Duluth Chamber of Commerce, inter- 
vened, and said that the prepared roofing plant of the William 
Murray Company had been established at Duluth and he wanted 
to put on record the fact that there were very few commodity 
rates from Duluth to any points and that as a consequence the 
prepared roofing plant was under a disadvantage having to ship 
on the straight fifth class basis. 


Lee Kuemple, for the Twin Cities, took the stand to testify 
with regard to the general adjustment from the Twin Cities. 
He said that while there were a number of commodity rates to 
all points, they were generally preferential of other points of 
origin. 

B. L. Glover, representing Benson Brothers, in Docket 17123, 
entered testimony to show that the rates into the southwest from 
various manufacturing points in the middle west were too high. 


J. R. Allen, for Phillip Carey Company, in Docket 17468. 
said that the rates from Lockland, O., and from Cincinnati were 
out of line compared with the rates from Marseilles, Ill., and 
from East St. Louis. The complainant desired more of a parity 
between competing manufacturing points. 


A. C. L. EXTENSION 

The Atlantic Coast Line has applied to the Commission for 
authority to extend its line from Perry to Monticello, Fia., 4 
distance of approximately 41 miles. The applicant said the ex 
tension would furnish railroad transportation where none now 
existed and would in addition furnish for applicant an addi 
tional through route over its own lines into and out of Florida, 
through Thomasville, Ga., to the west and northwest, and would 
provide a shorter and more direct route between the west coast 
of Florida and that portion of the United States west of the 
Alleghany Mountains. Construction will be financed out of ab 


plicant’s own funds, and without the issuance of securities at 
this time. 
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Industrial Traffic Departments 


Twenty-eighth of a Series of Thirty Articles on the Organization and Management of Indus- 
trial and Commercial Traffic Departments, Written for The Traffic World by G. Lloyd Wilson, 
Ph. D., Assistant Professor of Commerce and Transportation, University of Pennsylvania. 


The duties of the traffic department are so intricate and 
comprehensive that the selection of the right man for each job 
in the department is of importance to the executive responsible 
for the work of the organization. Two general plans are to be 
found among industrial companies, one or the other of which 
is used in selecting the personnel for the traffic department. 
In many instances a traffic manager is selected, because of his 
technical knowledge, experience in transportation, personality 
and executive ability, and after the head of the department has 
been selected, the employment of the members of the depart- 
mental organization is attended to by him. The traffic man- 
ager is made responsible for the work of the department in its 
entirety, including the “hiring and firing” of the office force. 

Other establishments, especially those in which employment 
departments are in operation, modify this practice to the extent 
that all employment of the traffic department, as well as other 
departments, are hired after applicants have been interviewed 
by a representative of the employment department and the reg- 
ular procedure of hiring has been gone through with. The traf- 
fic manager usually interviews applicants and judges their special 
qualifications for the work of the department, so that the con- 
cern obtains the advantage of having employment as well as 
traffic experts pass upon the men employed. Traffic managers 
of companies where this latter plan is in vogue, usually place 
their needs before the employment department, stating the num- 
ber of men needed, sort of work the applicants must be pro- 
ficient in and the special qualifications deemed desirable. The 
employment department is then in position to interview appli- 
cants with the needs of the traffic department in mind. Appli- 
cations already on file may be examined to determine whether 
any of the applicants possess the qualifications desired and, if 
such are found, requests are sent them to report for interview. 
If no such applications are on file, new applicants are inter- 
viewed and advertisements published for the specially qualified 
men needed. The traffic manager and his assistants are saved, 
by this arrangement, from the annoyance of keeping an appli- 
cation file and interviewing applicants when no jobs are avail- 
able. In almost all instances the traffic manager exercises the 
final right of selection of the men for the jobs, for he is re- 
sponsible for their work and should be the best judge of the 
desirability of the applicants. 

The employment department performs, however, a very val- 
uable bit of preliminary selective work. In general, it may be 
safely said that most small traffic organizations in smaller in- 
dustrial and commercial organizations are recruited directly by 
the traffic manager, subject only to such limitations as to num- 
bers of employes, salaries, and general qualifications as may be 
dictated by the executive head or heads of the concerns. In 
the larger departments among the great industrial organiza- 
tions, much of the preliminary work in the selection of candi- 
dates is done by the employment department of the plant, while 
the final selection is done by the traffic manager or by his 
assistants in whose sub-department the man or woman is to be 
employed. 

The general qualities which tend to make persons desirable 
employes, the moral, mental, physical, social and other general 
qualities which we may, for the sake of brevity, call the per- 
sonal qualifications must be ignored in this discussion as beyond 
the scope of this volume. Adequate treatments of the general 
subject of personal selection are to be found elsewhere. We 
must confine our attention to the special abilities which tend 
to make for efficiency and success in transportation work. 


Selecting the Traffic Manager 


A successful traffic manager must possess or acquire a 
number of highly specialized qualities, which usually are ac- 
quired by a combination of technical training and experience 
blended with the happy faculty of observation and the ability 
to absorb and retain information. 

(1) He needs a thorough grounding in the principles of 
rate structures, not only in the territory in which the concern 
he represents is located, but in all sections of the United States, 
so that intelligent comparisons of rates paid by competitors in 
the same territory as well as rates paid for similar movements 
of traffic in other territories. 

(2) The manager of a traffic department must be thor- 
oughly familiar with the basic principles of tariff construction 
and be able to interpret and apply freight tariffs. The tariffs 
applicable to the business of the industry are usually numerous 
and the interpretation of such tariffs difficult. Thorough train- 
ing, practice, care and intelligence are requisite to the successful 
interpretation of the complicated freight tariffs in use. 





(3) The principles of freight classification and the faculty 
of interpreting classification, so that the commodities handled 
may be protected from discriminatory classification, must be 
part of the equipment of a traffic manager. This presupposes 
the ability to read and interpret the ratings, rules, and direc- 
tions of the Consolidated Freight Classification and the state 
and foreign classifications applicable to the industry’s traffic. 

(4) The rules and practices of the railroads, steamship 
lines and motor lines concerning packing, marking and protec- 
tion of freight; the special needs of the product in the matter 
of packing; the most efficient method of fitting goods to con- 
tainers and containers to goods and the selection of proper con- 
tainers. All these are essential parts of the equipment of the 
industrial traffic man. It is true the actual performance of the 
detail work is often delegated to subordinates in the shipping 
room, but the broader, more constructive phases of this work 
must be done by the traffic staff and be controlled intelligently 
by the department manager. Without a thorough knowledge 
of this work, effective supervision is impossible. 

(5) The other side of this problem is that of effectively 
controlling the receiving of inbound shipments. The nature of 








INLAND WATERWAYS CORPORATION, 1016 MUNITIONS 
BUILDING, WASHINGTON, D. C., SEALED PROPOSALS, in dupli- 
cate, will be received until 12:00 noon, December 21, 1925, and then 
opened in the presence of attending bidders or their accredited agents, 
for the construction of 10 steel barges of approximately 2,000 tons 
cargo capacity for Mississippi River Service. ecifications and pro- 
posal blanks will be furnished on request upon receipt of certified 
check for $25.00 to guarantee return. The right to reject any or 
all bids is reserved. 


FOR SALE—In lots of five or more 300 C. B. & E. four prong, 
canvass covered Tariff binders. Excellent condition. Cheap. Ad- 
dress O. R. T., Box 867, care Traffic World, Chicago, Ill. 

















TERMINAL WAREHOUSES OF ST. JOSEPH, Inc. 


ST. JOSEPH, MISSOURI 
GEOGRAPHICALLY . 2 , 
LOCATED TO RENDER 
DISTRIBUTORS 
DISTINCTIVE WAREHOUSE 
AND FORWARDING 


EM MERIDITH CO. 


Warehouse 
R .,DISTRIBUTORS 
72 Mdse. cars loaded 
every 24 hours for shipment 
over 16 different routes~ 


R.R.SIDING — SHORT HAUL TO ALL DEPOTS 








WHERE SHALL WE LOCATE? 


INN CHICAGO 


Bargains and Opportunities in Switchtrack Property 
WEES es Lean 


CLOSE TO L 


36,000 Sq. Ft. Heavy Mill Warehouse Building, 20c Per Sq. Ft. 


TRAP CAR SERVICE 


140,000 Sq.Ft. Heavy Sprinklered Mfg. or W 
Loe Bldg: Gocd Track Loadin’ Fechitice, SOO Per Sq. Ft. 


70,000 Sq. Ft. Sprinklered Mill Warehouse 
Wholesale Grocery Dist., Very Choice 30c Per S Ft. 
Sprinklered Warehouse Building q- 


Louis B. Beardslee & Co. Fn in 


160 N. Latate sia” ~—s( Switchtrack Property 
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loads have been propped, bolstered, blocked and braced to the car or 
truck in which they were moved. They have been spiked, bolted and 
wedged in. Today railroad freight men agree that where there is:a little 


“play,” a little elasticity in the load to take up shocks, it relieves the strain on 
both shipment and car. 

By the use of our Uni-Lastic Stowage there is enough elasticity in the 
lading to save both the car and its contents. The load itself, instead of being 
a group of independent items, is made into a large, compact unit—by being 
securely bound together the various items in the load are protected against 
each other. 

That Is Uni-Lastic Stowage. 


How we tested it 


One hundred test cars, loaded with various products, stowed by the Uni- 
Lastic method, were shipped to different parts of the country, through the 
various transfer points. They totaled ninety-six thousand miles of travel. 
Out of the one hundred cars ninety-eight arrived at destination in perfect 
condition, two with minor damage. 


\ROM the time that the first load of package goods was made up such 
























The greatest development in 
car loading in the last century 








Reduces dunnage to 30 pounds. 
Reduces loading cost to $2.00 per 
car for singledeck loads in barrels, 
other | in proportion. 
Eliminates damage in carload 
shipments. Reports on 100 test 
cars, moving a total of 96,000 
miles, show 96 arrived at destin- 
ation in perfect condition—2 
with slight damage. 














They passed through, and survived, all of the shocks that freight cars 
fall heir to: 


1. Train Vibration— 


Never loosened a barrel sufficiently to give it a chance to damage itself or 
its neighbor. 














“The Tie 
That Binds"— 








2. The Impacts of Starting and Stopping— 
Never loosened them. 


The Heavy Shocks of Switching— 


Never touched them. Our cars stood up under impacts at speeds as high as 
twenty miles per hour. The A. R. A. tests (with high velocity draft gears) 
show that damage to car and contents usually begins at a switching speed of 
5.6 miles per hour. 






ae 


Ihe lie/That Binds” 
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The results of the test 


Heretofore even with all of the bracing, blocking and 
timbering damage to a car and its contents, particularly if in 
round containers, was a serious expense. A shipper of 
molasses, whose loss between certain points regularly 
amounted to 250 to 450 gallons per car, furnished the lading 
for two of our test cars. One of these cars traveled from a 
mid-west point to California, arriving in perfect condition. 
The other passed through the St. Louis and Chicago gate- 
ways with a loss of only 10 gallons, attributed by inspectors 
to a defective stave. This was one of the two test cars that 
showed slight loss. 

“One of the few perfect cars of ****** that ever 
reached Kansas City.” “The only perfect car of ****** that 
ever came to Zion.” These statements were made by the 
consignees of two others of the test cars. They are typical 
of the reports received on all of the test cars. Uni-Lastic 
Stowage makes satisfied customers. 


How do we do it ? 


__ Railroad men agree that a load packed in large units, 
with a little elasticity—“play”—between the lading and the 
car will stand much more punishment than a load that at 
every vibration, every start, every stop, every impact, pulls 
and tears at its bracing. 

There isn’t a single rigid connection, spike, bolt, or 
anything of the kind, between a Uni-Lastic load and the 
car. We tie the half of the load in each end of the car into 
one compact mass, eliminating any movement between the 
members of the unit. Because of the tremendous strain it 
requires No. 8 gauge wires. We tighten and tie these wires 
with our Little Giant—Model G—Wire Tying Machine, the 
only machine made that will tie a knot in an 8 gauge wire. 





All set and ready to go 


When the car is kicked into a string, the load may shift 
a fraction of an inch; the unit is too heavy to shift very 
much. Consequently the car floor and walls are not damaged 
by bracing being torn away or pushed through. 

The consignee clips eight wires and is all ready to 
unload. Uni-Lastic saves him an hour or more in unloading. 
He leaves behind him not a spike hole nor broken board to 
leak grain, nor any spikes to tear or mar the next shipment. 


An economizer 


By the Uni-Lastic System of Stowage a car is stowed in 
thirty minutes; timbering now requires up to five hours. 
The cost of material the Uni-Lastic way is $1.40 per car; 
timbering costs up to $10.00 per car. Uni-Lastic puts only 
30 pounds of dunnage in a car—only 30 pounds to pay 
freight on at the commodity ‘rate; timbering means excess 
freight on dunnage up to perhaps a ton. 

That is the story of the method of stowing which will 
work a tremendous improvement, and saving of money, in 
car lot shipments. It is cutting damage claims and losses 
to next to nothing. 

The traffic chief of one of the biggest shippers of 
barreled goods in the country says, “it is the greatest thing 


’ that has hit the traffic world in the last century.” 


See our exhibit at the Hotel Sherman, Chicago, 
during the N. I. T. League meeting. Write for further 
information and our booklet, “Uni-Lastic Stowage”; 
it tells a tale of dollars saved. 


Gerrard Wire Tying Machines 


Company, Inc. 
1944 South 52nd Ave., Chicago, Ill. 
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the inbound commodities, the special requirements of the in- 
dustry must be analyzed so as to obtain the most effective serv- 
ice from suppliers to the plant. The traffic manager, if he is 
to obtain this service, must be familiar with carriers’ rules con- 
cerning packing, marking, and protection; effective stowing of 
goods; loading and containers, adopted to inbound traffic, and 
also be in connection with outward shipping. The two are 
halves of a very necessary unit of the successful traffic man- 
ager’s equipment. 

(6) The traffic manager must have knowledge of general 
geography and a highly developed specialized knowledge ‘of 
traffic geography. He must be familiar with the numerous fail- 
roads, steamship lines and highways in the United States, or 
at least those in the sections from which commodities are bought 
or goods are sold by his company, so that he may be in position 
to route his traffic effectively. He must know rate territories, 
basing points for rates, crossing points, junctions, transfer sta- 
tions and other significant traffic geographic locations. 


_ (7) A thoroughly equipped traffic manager must have at 
least some training in legal procedure. He must be familiar 
with the law in so far as it concerns the liability of carriers by 
rail, or water; with the legal provision of shipping documents; 
with the procedure to be followed in connection with the prep- 
aration and presentation of claims and with procedure before 
regulatory bodies of the state and federal governments. 


(8) Another essential part of the mental equipment of 
the successful traffic manager is a thorough knowledge of the 
product of the industry represented by the traffic man. He must 
know the raw materials brought into the plant; the manufac- 
turing processes through which the raw material is put and 
the nature of the finished product. Continuous attention -must 
be paid to the processes, costs of production, and changes in 
the raw materials or product so that rates and classification 
ratings may be put in and kept in, proper alignment. A traffic 
Manager must know his product thoroughly to be able to con- 
vince rate and classification publishing authorities of the justice 
of his contentions for rate and classification adjustments. Pigs 
may be pigs to the casual observer, but the expert can point out 
and convince open-minded persons that there are subtle dif- 


ferences which may make changes in rates and ratings justifi- 
able. 


(9) Alertness of mind is an essential quality for the suc- 
cessful traffic man. He must be keen to see discriminations 
and undesirable conditions affecting his industry adversely and 
must be mentally alert to keep abreast of changes in industry 
and transportation. Things have an unpleasant way of not 
“staying put” in the field of transportation and changes are 
continuously occurring to disturb the rate and service situation. 
The traffic manager who fails to keep informed through his 
contacts with others in traffic and trade associations, and 
through newspapers, technical magazines and books upon trans- 
portation subjects, as well as through the decisions of courts 
and commissions, falls hopelessly behind in the rapid march of 
progress in transportation. 


(10) Not only must the traffic manager be alert to know 
the rights and obligations of the industry and informed as to 
progress in the field, but he must be intelligently aggressive in 
the presentation of his company’s case before the carriers, com- 
missions and courts. A distinction must be made, however, 
between legitimate diplomatic aggressiveness and undiscrimi- 
nating pugnacity. The overly pugnacious traffic manager is apt 
to overreach himself and embroil his concern in needless and 
fruitless litigation. The net result of such unwise conduct is 
the discounting and prejudicing of the traffic man’s legitimate 
requests upon the carrier. It remains for the traffic man to 
steer between over-aggressiveness and lack of legitimate ag- 
gressiveness. He should determine what the industry needs and 
present the request diplomatically but forcefully. 


(11) The successful traffic manager, in addition to the equip- 
ment of technical transportation information and ability along 
traffic lines, must have extensive industrial training, so that he 
may cooperate intelligently and effectively with the heads of 
other departments of the industry and with the executive heads 
of the concern. He must be a man of sufficient breadth to win 
the cooperation of the heads of the purchasing, sales, advertising, 
production, order, stores, engineering and other plant depart- 
ments and big enough to accept suggestions from these depart- 
ment heads. Many industrial concerns have conference organ- 
izations, composed of the head and, in some cases, of the assit- 
ant heads of the various departments and company executives, 
which meet periodically to discuss problems of plant manage- 
ment and the difficulties experienced by the departments in 


the conduct of business with other departments. Ques- 
tions of company policy, trade customs, organization, 
procedure, methods, production, costs, record, strategy, 


and inter-departmental relations are discussed and difficulties 
adjusted. Industrial management, if it is to be successful, re- 
quires that the heads and members of the various plant depart- 
ments, cooperate fully and freely with others for the ultimate 
good of the whole industry. Team work is the sine qua non 
of a successful management and the department heads must be 
men who are “team minded” and who will play the game as 
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members of the team for the ultimate good of all and not for 
their own particular glory. 

(12) The qualities, necessary for successful service in ip. 
dustrial and commercial traffic management, include a generous 
amount of executive ability. Not only must the traffic manager 
be a technician of high order and an employer, but he must be 
a capable department executive. He must be a man who can 
win the loyalty and inspire the enthusiasm of his subordinates 
in his department. Much of the routine work of the department 
must be delegated to others and performed under the super. 
vision of the department manager. He must apportion the work 
among the employes, maintain discipline, build up and maintain 
a high order of department morale; he must stimulate the 
department to perform the quantity and quality of work required 
and must keep the department on a high plane of technical eff. 
ciency. A good executive must be a good leader imbued with 
high ideals as to the purpose and methods of the department 
and the ability to impart these standards to others. He must 
visualize clearly just what work is to be performed by his de. 
partment and set the goal of achievement before the eyes of the 
members ofthe group which heleads. After the goal has been set 
the executive must invite the cooperation of the members of the 
departmental organization, in determining upon the methods 
to be employed in achieving the desired results. The ideas of 
each worker should be sought and discussed in fairness and 
the good ideas taken under consideration. Each man should 
be made éo feel that he is an essential part of the organization 
and that he is a human being with an idea or two which is 
needed to bring about success, and not that he is an automaton, 
without mind or voice, to do as he is ordered, without thought. 
“His not to reason why, his but to do and die.” 


Once the wheat has been culled from the chaff, the good 
ideas should be adopted and clear-cut orders issued as to the 
duties of each bureau or “desk” and individual composing the 
department, so that overlapping of functions may be guarded 
against and no work be left undone because no one was detailed 
to do it. Standards, working conditions, schedules, procedure 
and standard practice orders issued after consultation with the 
department staff and as a result of the suggestions of the men- 
bers of the organization are apt to be more heartily supported 
by those who must observe them than if they were handed down 
ex cathedra as absolute orders from the head of the department. 
Absolute monarchs appear to be as hopelessly out of style in 
industry as in Western World politics. 

The successful executive must win rather than coerce the 
support of his subordinate associates. He must distribute the 
work, fix hours of service, vacation periods, salary increases, 
promotions and other features of the employes’ relationships 
to each other and to their jobs, with justice and impartiality. 
Men in a department are quick to notice whether preference is 
given to certain men without apparent regard to their ability; 
and, if such a feeling of injustice continues, the morale of the 
department tends to be lowered. Absolute fairness and open- 
mindedness are essential qualities of a good executive. Each 
man must be made, by words and deeds, to see that ability, 
faithfulness and enthusiasm are the*factors which determine 
promotion and salary increases and that each man has his 
opportunity of proving his worth and receiving his reward ac- 
cording to his merit. The executive must convince his sub 
ordinates that an open road is maintained for talent and ability 
and that the department is administered democratically in the 
best sense of that much misused word. 


This general discussion of twelve essential attributes of a 
successful traffic manager may appear to be an attempt to paint 
an exaggerated picture of an industrial traffic manager as 4 
paragon of all virtues and one endowed with gifts of all knowl 
edge. Such, however, is not the intention. The job of suc 
cessfully managing an industrial or a commercial traffic depart: 
ment is an exacting task calling for a high order of technical 
and executive ability. The whole problem of distributing goods 
underlies the work of the traffic manager, and the problem ‘is 4 
complex one. Time was, when the ability to obtain special con 
cessions from the railroads and to pack, mark, and route ship 
ments, file claims, check freight bills and trace freight, were the 
important qualifications of the traffic manager. This meant that 
a man with sufficient railroad experience to know how to obtain 
concessions, and perform the routine duties described was, 1 
general, fitted for the task of managing the traffic department 
of an industrial plant or a commercial house. The present day 
traffic manager must not only be able to direct the packiné, 
marking and routing of shipments, the checking of freight bills, 
the tracing and expediting of freight, the preparation of freight 
claims, the obtaining of equipment and other routine services, 
but must be a councillor to the sales, purchasing, productiou, 
advertising and other departments and customers of the con: 
cern and must perform the cooperative and constructive func- 
tions mentioned more fully in earlier chapters of this discussion 
In short, the traffic men must be carefully selected, for the wor 
in hand is complicated and exacting. 


The Selection of the Departmental Staff 


The selection of the subordinate members of the traffic de 
partment, whether undertaken by the department manager alone 


No’ 





20 November 14, 1925 THE TRAFFIC WORLD 1155 





ean — 





‘or 


in- 


:] TAS: “of | 


tes 
ent 


ACHIEVEMENT 


the 

red ; 

effi- ee 

wes ’ Tracks and trains and terminals make a rail- 

ust ; | poss — but they don t make railroad service. 
e- 

the 


a Because New York Central men ake pida 


ods in their work, the New York Central Lines 
ae | are able to maintain high standards of op- 


and 
ould eration. 


tion 
his & 
a -. - What measure of public good will the 
wae New York Central Lines have gained 
the nee through nearly a century of public service. 


a ‘ has been the result of the spirit of achieve- 
— ment that has inspired the rank and file of 
th & New York Central men. 4) 


nem- 


yrted FF ee ey eget 
lown § 5 meee 
nent. : . . a. os 


” 


al 


le in 


> the 
> the { 
ASES, : ' 
ships 
ality. 


ice is | | 
| | 







ility; 
f the 
open- 
Each 
bility, 
rmine 
s his 
rd ac- (Pee 
» sub- ee 
ibility 
in the 


3 of a 
paint 
as a 

knowl- 

f suc- 

lepart- 

‘hnical 
goods 

m ‘is @ 

al con- 

e ship- 

are the 

nt that 
obtain 

yas, iD 

rtment 

mt day 
acking, 
it. bills, 
freight 
juction, 
he con: 

e func 

oussion. 

1e work 





3 « Central Lines: 


. tina, Albany —Michigan Central—Big Four : 
Pittsburgh & ake Erie—New York Central e 
and Subsidiary Lines ; 


sno Sh 


affic de 
ar alone 














1156 THE TRAFFIC WORLD 


or with the preliminary assistance of a company employment de- 
partment, is a matter requiring painstaking care if an efficient 
personnel is to be obtained. It is rare indeed that a full com- 
plement of men and women must be obtained at one time, for 
usually departments, when first organized, are apt to be small 
organizations which are increased in size by the addition of an 
employe or two as business increases. Vacancies are filled by 
the promotion of an employe already in the organization or the 
employment of a new one, as resignations occur. There is 
usually sufficient time to permit the careful examination of ap- 
plicants, so that men suited to the work by training, experience 
and temperament may be obtained. In recruiting workers for 
the lowest jobs in the organization it is well to bear in mind 
that these men or women may some day hold the higher jobs, 
and careful selections should be made. A department so trained 
that each employe is fitted to assume higher positions is never 
seriously embarrassed by the sudden removal of any one em- 
ploye, and a department which maintains a policy of filling va- 
cancies by promotions from the lower ranks is apt to have a 
high departmental esprit de corps. Each new employe, there- 
fore, should be selected with two things in mind; first, the de- 
sirability of the applicant for the position to be filled; and, sec- 
ond, the potential qualities of the prospective employes as 
material for development into a candidate for higher positions. 
Many traffic departments, especially in the larger industrial and 
commercial concerns, are built up entirely upon this principle. 
All new members are taken in at the lowest jobs and all va- 
cancies filled by promotion. 


The assistant traffic manager or assistants, if the size or 
mode of organization of the department makes more than one 
assistant desirable, should be men fitted to take over the duties 
of the traffic manager in his absence or in the event of his 
resignation. They should be well trained technically in all 
branches of traffic work and if several assistants are employed, 
should be highly trained specialists in one or several special 
phases of traffic work. Many such assistant traffic managers 
are expert rate and tariff men, or claim experts or service men. 
They should possess, in addition to adequate technical training, 
sufficient executive ability to handle, in the manager’s absence, 
the department and their sub-departments if the department is 
divided into bureaus or sub-departments. A thoroughly desirable 
assistant should be as well trained technically as his superior 
and lack only the development that experience in the depart- 
ment’s executive work will bring. Lack of experience is a de- 
fect which time well spent will correct. Few departments can 
afford to pay salaries sufficiently high to hold men, as assistants, 
who are as thoroughly equipped technically and with the exec- 
utive experience equal to the department manager. Such men 
will naturally seek to manage departments of' their own. The 


ideal assistant, therefore, should be a man capable of develop- 
ment. 


In employing a man or men to take over the detailed rate 
and tariff work of the department, care is exercised to insure 
getting men with thorough training in rates, both as to theory 
and as to practice and men who are familiar with tariff con- 
struction and interpretation. The man to head the rate desk 
or sub-department in a large organization must be a man of 
sufficient executive ability to administer his division, while a 
man handling the desk alone in a smaller department must be 
an able rate man, but need not possess such a large amount of 
executive experience. An adequately trained rate man should 
be familiar with rate structures in all territories, tariff construc- 
tion and interpretation, classification application and rules, and 


with procedure necessary to effect changes in rates and classifi- . 


cation. He should be an able correspondent and be able to 
present his company’s case diplomatically yet forcefully to the 
carriers’ representatives. He should be a capable rate statis- 
tician, so that he can prepare charts and exhibits showing rate 
data for use in connection with rate change requests made of 
the carriers by formal and informal complaints before state and 
federal regulatory commissions. 


Men for the claim desk or sub-department need to be fa- 
miliar with the laws governing the liability of carriers and the 
procedure to be followed in the presentation of claims against 
the carriers. This presupposes thorough familiarity with claim 
forms, used in connection with all forms of loss, damage and 
overcharge claims, and with the preparation of the documents 
necessary to support such claims. The work ineludes investi- 
gation of the claims, and a broad field of constructive work is 
offered in the elimination and reduction of claims by the ap- 
plication of better methods of shipping. The assistants in the 
claim bureau are often men with less general training and 
experience than the chief in charge of the bureau, but men of 
such caliber as to make patential bureau or divisional heads. 
Some may be specialists in one phase of claim work, as in claim 
investigation or prevention work, while others may be general 
clerical claim men attending to miscellaneous detailed work of 
the sub-department. Men who have had experience in the claim 
or claim prevention departments of the carriers or who have 
been employed by inspection and weighing bureaus are con- 
sidered by the managers of many traffic departments as ideally 
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trained men to attend to claim matters for an industrial or 
commercial traffic department. Such men need only the benefit 
of training in the methods used in the department to handle 
the concern’s claim affairs efficiently. 

The men in charge of the detailed work of tracing, expe- 
diting, car service and service arrangements of various sorts 
needed by the industry, must be technically trained in the field 
of their specialties and have sufficient experience to be able to 
make the desired arrangements with the representatives of the 
carriers. Routing is often attended to by an assistant traffic 
manager or by the department head personally; but, in larger 
organizations, special men attend to the keeping of records of 
comparative running times, service and other facts of value in 
selecting routes. Such men must know the physical properties 
of the various rail, water, express and motor carriers and the 
service they afford as well as the rates over the various routes 
so that transportation may be bought effectively. 

Tracing and expediting men likewise must be familiar with 
routes, junction points, transfer arrangements, interchange fa- 
cilities and schedules of the lines used in transporting and must 
know where to apply to have shipments hurried forward or 
traced if overdue. 

Car service and demurrage men must be familiar with the pro- 
cedure to be gone through to obtain cars as needed and to con- 
trol the charges for detention of cars. If the industry owns and 
operates private plant facilities and private cars, these men 
must be familiar with the per diem rental rules, master car 
builders’ rules, and other rules of the carriers regarding pri- 
vately owned rolling stock. 


Service men who must arrange for lighterage, storage, 
transit and other services must be familiar with the tariffs of 
the carriers governing such services and with the procedure 
necessary to obtain those services ‘and also with the highly 
technical rules governing arrangements. All of these jobs are 
highly specialized phases of traffic department work, which are 
performed, in the larger departments, by specialists devoting 
their entire time to the work, and in smaller organizations by a 
member performing thg work as part of his varied duties. 

The men in charge of the shipping and receiving rooms 
are usually selected because of their knowledge of the carriers’ 
rules and regulations regarding packing, marking, weighing and 
otherwise preparing freight for shipment and for their ability 
to attend to the records which must be made of shipments for- 
warded or received. The selection of proper containers and 
the protection of goods without undue expense of packing or 
unnecessary charges for extra weight is an art which requires 
a combination of wide knowledge of containers and shipping 
conditions and experience with various goods and packages. 
Many shipping room foremen are specialists not only in that 
they have devoted many years of their business life in shipping 
goods, but in handling one line of goods. The writer recently 
mentioned the fact to one shipping room foreman, who stated 
that he had spent more than thirty years in shipping rcom work 
for four different drug houses, and he said he recalled many men 
who had specialized in much the same fashion. They had 
changed jobs occasionally, but had gone from one concern to 
another in the same general line of business. They had become 
so familiar with the details of shipping one type of commodities 
that to handle another seemed almost like entering a new line 
of business. Modern shipping practice has become more a mat- 
ter of becoming proficient in the published regulations of carriers 
and of being familiar with the results obtained in laboratories 
or secured by other shippers with standardized containers. 
Wealth of experience is no longer as essential as formerly. 
Much of the experience of shippers in the past could be learned 
only by the slow and costly method of “try and miss.” Now 
the carriers are conducting educational campaigns to develop 
better shipping practices and container companies are manu- 
facturing scientifically correct packing devices which are adapted 
to certain kinds of freight. Technical knowledge is of more 
value now, in selecting shipping room men, than formerly and 
long experience, while still valuable, is not so vitally necessary. 


Other employes in the shipping and receiving room organ- 
izations should be selected, not only because of their ability to 
perform the rather elementary tasks of trucking, packing, weigh- 
ing, loading, bracing, marking, checking and recording, -but for 
their likelihood as men potentially capable of doing more re 
sponsible and importaht ‘work. These men should, if possible, 
be men who are likely material out of which to make gang fore- 
men and shipping and receiving room superintendents, if the 
morale of the organization is to be maintained and the labor 
turnover reduced. Many concerns draw their shipping room 
personnel from the labor and clerical forces of the logal sta- 
tions of the railroad, express and steamship lines. Thege men 
are usually familiar, in a general way, with the rules and regu- 
lations of the carriers and are accustomed to handling freight 
in the way the railroads require that it be handled. 

Industrial plants which have tracks and rolling stock of 
their own to handle the spotting of inbound cars for the con- 
cern, must employ men to run the locomotives and attend to the 
tracks as well as to perform the office and supervisory work 
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50 CENTS 


You can get an authoritative 
up-to-date book, on any 
one of the following 
vital subjects: 





Diversion and 
Reconsignment 


Demurrage Tariffs 
Freight Routing 


Personnel of Freight 
Traffic Departments 


Transit Services 
and Privileges 


Each one written by an authority, 
and each one substantially bound in 
heavy boards, of a size conveniently 
to fit the pocket. 


Or, if you wish two, you may 
have them for seventy-five cents; 
three or more for thirty-five cents 
each, postpaid. 

Don’t judge by the price. Try 
One and see. Or let us send youa 
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Lines 
INTERCOASTAL SERVICE 


Regular Fortnightly Sailings of Cargo Steamers 


Los Angeles Harbor, San Francisco, 


Oakland, Portland and Seattle 


From From From 

New York Baltimore Savannah 

DEL, -einvcwuinweecioenee Nov. 14 Nov. 20 Nov. 24 
. Sa Nov. 28 Dec, 4 Dec. 8 
pape ea Dec. 12 Dec. 18 Dec. 22 
ti. ol KNIGHT...... Dec. 26 Jan. 1 Jan. 5 
MONTION EN ein'swnreeietice Jan. 9 Jan. 15 Jan. 19 
HANNAWA Bearetlyrerete pe me Jan. 23 Jan. 29 Feb. 2 


Pier No. 9, B. & O. R. R., Locust Point, 1 Md. 
Pier No. 5, New York Docks, Brooklyn, N. Y. 


A dependable service at differential rates 


Goods for Hawaiian Islands trans-shipped at Los Angeles Harbor 
without rehandling (connecting carrier loads at same wharf) by 
the fast passenger steamers of the 

LOS ANGELES cemernsgamme COMPANY 
with which excellent connections are made. 


Joint Service with ‘ : 
HAMBURG-AMERICAN LINE (0 


Passenger and Cargo Steamers 


NEW YORK TO HAMBURG 


WESTPHALIA ........ Nov. 19 CLEVELAND ......... Dee. 19 
ALBERT BALLIN..... Nov. 26 MONTPELIER ........ — 24 
THU MA ncccccccee Dec. 3 WESTPHALIA ........ Dec. 31 
DEUTSCHLAND ....... Dec. 10 ALBERT BALLIN...... Jan. 7 


Steamers sail from Pier 86, North River, Foot of West 46th St. 
PHILADELPHIA TO BREMEN AND HAMBURG 


LEGIE (via Baltimore and Hampton Roads).............. Nov. 24 
BALTIMORE TO BREMEN AND HAMBURG 
EMGEE (Gola Tnatpteth BOnEs) « oo.occ ccccccccccccccccccceses Dec. 1 


NORFOLK AND NEWPORT NEWS TO BREMEN 
AND HAMBURG 


BED. . dcirt0csunns beevepeeesbiee Jes viectanlalewensensneenee Dec. 4 
NEW ORLEANS TO BREMEN AND HAMBURG 
WR WN IDs cic viciccincccscesccceeated Second half of November 


ALSO DIRECT FREIGHT AND PASSENGER SERVICE 
FROM U.S. PACIFIC PORTS TO HAMBURG, 
ANTWERP AND UNITED KINGDOM 


Through bills of lading via Hamburg to LONDON, HULL, LEITH, 
DUNDEE and all Scandinavian, Baltic, Mediterranean, 
Levant and African Ports. 


General Offices: 39 BROADWAY, New York 


WESTERN FREIGHT OFFICE: 








GCHIGIED. ccscceccccoscs 327 S. La Salle St., Phone Wabash 4891 
* BRANCH OFFICES: 

rece: Perr 4128 Jenkins Arcade Bldg. 

ee 1003 Rockefeller Bidg. 

AGENTS 

PS ee. err rT John M. Born 

a AA csguctensns olan vinidiatoalaainrs Dichmann, be ang & Pugh, Inc. 

Sadia dig és 2160 O6-50.0 Cea wiee wees we-e" C. H. Sprague & Son 

PP CKSONVILLE BPs bh. stsia arsieonlars oeawek aie seen M. J. Hogan & Co 

EP er ere Some eae Los Angeles 8.8. Co. 

\ , 2. ON errr chard Meyer Co. 

aaa Dichmann, Wright & Pugh, Ince. 

Dee cniciaiaats eleven wees Cnipwnee bees Sudden & Christenson 
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of the department. Locomotive engineers, firemen, traveling 
crane operators, freight train conductors and brakemen, yard- 
masters, switchmen, time clerks, car clerks, and other highly 
specialized workers are needed to run the industry’s miniature 
railroad. These persons are usually drawn from the employes 
of the carriers and may be regarded as a group of specially 
trained workers whose skill and experience can best be ob- 
tained in the railroad service. The superintendent of the local 
transportation department is often a former trainmaster or 
dispatcher trained in the railroad service. He must be familiar 
with train rules of the carriers as well as capable of adminis- 
tering the work of the plant department. 

Chauffeurs, mechanics, garage men, helpers and clerks are 
needed for the management of the local motor transportation 
work of the plant. These men constitute another group of spe- 
cially trained workers who are employed, in most instances, for 
their ability to handle the specific job for which they are hired. 
Although these men do not, as a rule, make ideal material out 
of which to make men to fill the higher positions in the traffic 
department, yet they may be selected as probable candidates 
for foremen and superintendents of the motor transportation 
department. Garage foremen, men to take charge of the chauf- 
feurs and expert mechanics are needed by large organizations. 
If such men can be obtained from the ranks of their own motor 
truck department, an advantage is obtained, for such men from 
the ranks are already trained in the policy and methods of the 
company. 

The burden of detailed clerical work is so heavy in many 
large industrial and commercial traffic departments that the su- 
pervision of such work is delegated by the traffic manager to a 
chief clerk or office manager. Such a position requires that 
the person filling it acceptably be thoroughly trained in office 
practice and capable of handling the force of clerical workers 
under his jurisdiction. Filing clerks, stenographers, messengers, 
statistical clerks and other special office workers are employed 
to attend to the routine work of the organization. These minor 
but necessary employes, if selected with care, constitute a source 
of supply of future technical clerical workers to fill the higher 
positions in the department. Many concerns encourage their 
minor employes to study traffic and transportation and become 
familiar with the method used in the department. In some 
cases the department encourages all employes to take technical 
and general courses so as to become fitted to assume positions 
of greater responsibility in the organization. Stenographers, 
filing clerks and similar clerical workers have an unusual op- 
portunity to become familiar with department routine and if 
the technical background is acquired, such persons make ideal 
subjects for advancement. 


STATUS OF BRITISH RAILWAYS 


In a further report to the Department of Commerce on the 
present position of British railways, Harold A. Burch, office of 
commercial attache, London, has outlined developments as the 
result of the consolidation of the roads. (See Traffic World, Oc- 
tober 10, p. 836.) The report reveals that the problem of the 
short and “weak” lines is present with the English railroads as 
it is with the railroads in the United States. While the main 
lines have been consolidated, there are still a number of smaller 
lines that have not been taken care of. Unless these lines are 
voluntarily taken over by the consolidation groups, according to 
a British government publication, powers will be sought in a 
future transport bill to compel amalgamations. 


Discussing the present level of rates and charges on British 
railways, Mr. Burch says: 


The British railways act of 1921 authorized the railway companies 
to continue to levy the increased rates and charges which were in 
operation on August 1, 1921, until the new system of charging could 
be put into operation. Since decontrol of the industry, however, the 
compdnies have effected substantial reductions in rates and charges 
of all descriptions, until they are today but 50 per cent above those 
in effect before the war. 

These reductions have been rendered possible by passing on to 
the railway users the benefit of savings effected under amalgamation. 
In fact, rate concessions have been granted on such a scale that con- 
siderable sacrifice of revenue has been involved, the volume of traffic 
not having increased as anticipated. This has ‘been the case to such 
an extent that for the year 1923 the net revenue of the companies fell 
considerably short of the estimated standard revenue. 

Rates and charges are today 50 per cent above pre-war, or stand 
at 150. On the other hand, wages are approximately 150 per cent 
above pre-war and other expenses about 110 per cent above, making 
an average of 130 and leaving a net revenue of only 20. If the aver- 
ages between wages and other expenses stood at 110, all would be 
well and the net would be 40, the same as in 1913, but this is not the 
case. 

To meet this situation, ordinarily rates would be increased, but 
the state of trade throughout the whole United Kingdom makes this 
impossible at present. The railways are trying to help the recovery 
of industry by not increasing rates. 


The fact that the railway companies have been able to continue 
operations with the present ratio of receipts and expenditures indi- 
cates hidden economies resulting from amalgamation that can not be 
definitely located. Some are owing, no doubt, to shorter routing of 
traffic, eliminating of junction points, privileges of quick transfer of 
equipment and men to meet seasonal demands, elimination of com- 
petitive freight stations in towns, etc. 


Railway users, on the whole, are satisfied with the present ar- 
rangements. The improved service brought about by the amalgama- 
tion of weak lines with strong ones could not have been attained 
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otherwise. The opinion has been expressed, however, that several of 
the railway groups are too large for economical operation, as it is 
impossible to supervise closely such large combines. Opinions on this 
matter differ. It is too soon for the companies to have adjusted 
fully their managements to the new conditions, so a complete picture 
can not be given. 

It is probably in the direction of a generat stabilization of the indus- 
try, however, that the principal advantages to the railways have 
accrued. The distribution of increasing costs of operation; the wider 
and more varied resources of the amalgamated companies, compared 
with those of certain local lines; and the financial manert accorded 
by the £60,000,000 settlement are the major factors that have con- 
tributed to the resusciation of the British railways. 

The foregoing review of British railways is not meant to convey 
the impression that the industry is in a flourishing condition. On the 
other hand, it is depressed, owing to certain adverse factors which 
have been present ever since amalgamation was effected. The unfore- 
seen depression in the coal mining, iron and steel, shipbuilding, and 
textile industries, upon, which the railways depend for traffic, has 
caused and is causing grave concern. In passing final judgment on 
railway amalgamation in Great Britain one must remember the abnor- 
mal conditions of trade, that standard revenue has not yet been deter- 
mined, that the public is continually asking for reductions in freight 
rates while labor wants advances for all grades of workers, and that 
freight traffic has fallen off considerably., 


CANADIAN CAR LOADING 


Car loadings have evidently passed their peak for 1925. 
They aggregated 73,577 cars for the week ended October 31, 
which was a decrease of 3,020 cars from the high record of the 
previous week. This was also 1,024 cars lower than the peak 
for 1924, which was 74,601 cars loaded during the week ended 
November 1, 1924. Grain loadings declined slightly from the 
previous week, but the large decrease was in miscellaneous 
freight, which showed a decrease of 1,707 cars in the eastern 
division and 680 cars in the western division. 


CARS OF REVENUE FREIGHT LOADED ON 
RAILWAYS 
EASTERN CANADA 
For the Week Ending, 


CANADIAN 
























































Oct. 31, Oct. 24, Nov. 1 
Commodities 1925 1925 1924 
Grain and Grain Products.............0.. 4,414 4,210 5,271 
NE ES camcicna nee wide weseencemes cheer 1,438 1,443 1,738 
SE -seeeneoen RO Se A GR CEN As 4,765 4,066 4,412 
IE ce nies anebueces sleledetcscudie cbse sees 392 399 261 
EE. ahctinsadkuGdiuneadadesoseuinnaese tne 2,656 2,720 2,915 
PRE, | cnciccseiseevcevcaveesececeseeese 1,096 1,180 1,196 
4 OE 2B. ae 1,949 1,968 1,902 
Other PErest Progucts. ..ccceccceccceces - 1,305 1,461 1,277 
EOL POE SE are ern Oe 930 1,091 632 
ee a ee ee eee 12,454 12,179 11,848 
Miscellaneous..... iene te Wemkeewbne anaes 11,810 13,517 12,799 
TOU COre BOGGGO occ ccckicccceccsc< -» 43,209 44,234 44,251 
Total Cars Rec’d from Connections.. 30,767 31,532 30,159 
WESTERN CANADA 
Grain and Grain Products............. eos Tanah 14,191 14,736 
eS eee vem 2 1,794 1,765 
ee 4,093 3,406 
OS eee 36 1 
DE atasebvmeeecepome 920 958 
Pulpwood 136 33 
Pulp and Paper......... 192 199 
Other Forest Products.. 1,534 1,283 
TU Wins be cues cous dastwinas 65 628 546 
Merchandise, L. C. L.... ee 4,068 4,441 4,172 
MIs wer asea:isr tie ae.oiciersraimaereieaieeinee 3,718 4,398 3,221 
TOCRl Care, HeaGOO, 20ccccccescvcccess 30,368 32,363 30,350 
Total Cars Rec’d from Connections.. 3,480 3,747 3,338 
TOTAL FOR CANADA 
Grain and Grain Products................ 17,695 18,401 20,007 
ernie 50 iea't 844 US Vin soe Sieisins siacinigns 3,442 3,237 3,503 
MEI Vasegla- organ Ge 6: eresacovicey wae Wiel sae orevmialeiecgie qraceinors 646 8,159 7,818 
I (aiar diaveiwra' oiwieve' & tiate wand sorbeiewiole Giewald. ow oiele 414 435 292 
ELE ROO 3,498 3,640 3,873 
Re renee: storey sistal ohare 1,151 1,316 1,229 
NN NE IIR oa. :0;0,0:0:6-0.0 a. cie-ose orareciom ore 2,104 2,160 2,101 
Other Forest Products.............csceee 2,997 2,995 2,560 
RR iat ialoia nis sik goviesis 04.0 sbeivesie tccncncae 1,580 1,719 1,178 
MIOUENOMING. Fi. C. Baciccnceicccncccsecevss 16,522 16,620 16,020 
II sicicct.d sees einesntuniacctasneat 15,528 17,915 16,020 
WOURe GCOPre TORO x 66s ccidicccvcccevss 73,577 76,597 74,601 
Total Cars Rec’d from Connections... 34,247 35,279 33,497 
CUMULATIVE TOTALS TO DATE 
1925 1924 
Grain and Grain Products...............- 351,193 384,984 
Sk eee et eee 104,950 101,113 
MME, Board Ck. oo ccenaieis.o:s inv erereisiers 181,631 231,503 
WE nhdis Sea's ctomcnes 12,665 10,132 
Lumber ..... a 156,589 158,535 
Pulpwood ra sia 114,039 113,109 
Pulp and Paper............ 89,081 86,29 
Other Forest Products..... 123,681 113,260 
MN Viera eaten ctat Sermiea Secleveies 62,054 55,378 
Moreneriding, Es. ©. Baiccccsccsscscvcececes 670,886 641,861 
Miscellaneous.......... Gia hatine ere piecwesreraleres 563,700 537,653 
pases ists 
Total Cars Loaded................. ve 2,430,469 2,433,823 
Total Cars Rec’d from Connections.. 1,456,411 1,387,781 


_ The abstracts of tariff filings, rejections, suspet- 
sions, etc., as printed in each issue of THE DAIL 
TRAFFIC WORLD enable subseribers always to be 
sure their traffie files are up-to-date 
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Los Angeles Limited 


M459 





Every state in the Union 
finds recreation in Califor- 
nia. Every year fifty thou- 
sand citizens from one 
distantstatealoneassemble 
there in a great picnic. One 
of California’s greatest at- 
tractions beyonds its natu- 
ral charms, is this bond of 
fellowship fostered by its 
hospitality. 

Make it California this winter. 
Ample accommodations, hotels, 


apartments, bungalows at prices 
to suit. 


Travel on the de luxe 


PREMIER TRAIN TO SOUTHERN CALIFORNIA 


Only 68 Hours from Chicago 
Lv. Chicago (C&NW Terminal) 8:00 P. M. 
Ar. Salt Lake City (2nd day) 2:05 P. M. 
Ar. Los Angeles (3rd day) 2:00 P. M. 
All-Pullman. Through dining car ser- 
vice, club - observation car, barber, 
valet, maid, manicure and the ever- 
welcome shower bath. 


Three other daily trains to California; 
two to Denver with connections for 
California. 


Handsome California books free on 
request. 


Any ticket agent or Union Pacific 
representative will be glad to arrange 
your trip, or address 


W. H. Murray, General Passenger Agent, Omaha, Nebr. 


Union Pacific 
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VIA 


Ghe 
Port of Houston 


Spells Economy 
For the Shipper 


Ree 





CONOMY in time—in dollars and 
cents—in efficient handling of your 
merchandise to its ultimate desti- 
nation without delay. A modern 
Port, fully equipped to handle cargoes with 
dispatch, located FIFTY MILES CLOSER 
TO YOUR MARKET BY WATER. 








Seventeen Railroads serving the Port, 
each with adequate freight and package car 
schedules, all of them served in switching 
by a Port Controlled belt line. 





Houston’s Warehousemen’s Association 
has developed the servicé of forwarding to 
a high degree of efficiency—Thousands of 
square feet of fireproof storage—trap car 
service—clerical service, every phase of 
forwarding with the greatest possible effi- 
ciency at the smallest possible cost are 
available to those who ship 


VIA THE PORT OF HOUSTON 


For complete details write for “PORT 
HOUSTON,” the official organ of the Port 
Commission, and for Houston Freight Rate 
Book No. 1, which tells of enormous exist- 
ing rate advantages. Both Books are 
FREE. 











ee 





Address 


The Director of the Port 


5th Floor Courthouse 
HOUSTON TEXAS 
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CANADIAN RAILWAY EARNINGS 


The statement of gross earnings and expenses for Septem- 
ber is very favorable. Gross was the largest for any September 
since 1921, while net was the best for the month in the history 
of the company. Gross earnings were $18,909,071, an increase of 
$3,415,088, over the same month last year. The increase in work- 
ing expenses was only $1,695,114. Net profits for the month 
were $6,267,619, an increase of $1,719,973, over September, 1924. 
The showing for the first nine months of the year is over a mil- 
lion ahead of last year, and is the best for that period since 


1921. The figures for September and for the nine months are 
as follows: 

September 1925 1924 
NS Reha died ot gc dice diarpias ¢: ol dara alae eco mcmauie ee $ 18,909,071 $ 15,493,983 
reer ee 12,641,452 10,946,338 

GL. ckenendneweney aaeweE ted vawbadee yeaa $ 6,267,619 $ 4,547,645 

Nine months 
RR rt ere nce $124,674,088 $129,358,698 

WEE BID as vec cbastceteatcevnceees $ 21,635,921 $ 20,445,882 


Cc. P. R. HUDSON BAY LINE 


D. C. Coleman, vice-president of the western lines, C. P. R., 
has issued a denial of the report that the company plans con- 
struction of a line to Fort Churchill, on the Hudson Bay. “There 
was,” he says, “a survey of a proposed Prince Albert to Herb 
Lake line, but construction is not contemplated at present.” 
Herb Lake is a mining district near the Pas, on the route to the 
Bay. 


CANADIAN BOARD ORDER 


The Board of Railway Commissioners has passed an order 
approving supplement No. 38 to Canadian National Railways 
tariff C. C. Rys. C. R. C. No. 1352, eliminating alternating rout- 
ing via St. John and Ste. Rosalie Jct. to destination points shown 
on pages 4 and 5 of said supplement. 


CANADIAN OPERATING EFFICIENCY 


A report issued by the Canadian Bureau of Statistics gives 
comparisons of operating efficiency on the Canadian National 
and Canadian Pacific railways. The figures are for the month 
of August and show that the Canadian National has improved 
its operating ratio more than the Canadian Pacific during the 
past year, although the latter system still has a considerable 
lead. The operating ratio on the Canadian National for August 
was 89.16, as compared with 72.14 for the C. P. R. The Cana- 
dian National also showed a greater reduction in the number 
of employes and its receipts per ton-mile rose more than those 
of the C. P. R. The latter showed a greater increase in the 
full use of equipment. It reduced its expense per mile of road 
42 per cent, while the C. N. increased 32 per cent, and it in- 
creased the number of tons on each loaded freight car 9 per 
cent, as compared with 5 per cent on the Canadian National. 


SALE OF VESSELS REPORTED 


The Fleet Corporation has announced the sale of the follow- 
ing vessels: Lake Fairport, of 4,155 deadweight tons, to John 
B. Waterman, of Mobile, Ala., for $40,000; Lake Ellendale, of 
4,050 deadweight tons, to William Clifford, of West Duluth, 
Minn., for $25,000 cash and contract to perform specified altera- 
tions; and the Traveller, an uncompleted wooden ocean tug, to 
Timothy J. Hooper, of Baltimore, Md., for $12,500. 


CONTROVERSY OVER SHIPS 


The Shipping Board has won out on its contention that it 
should not be interfered with by the War Department in con- 
nection with its control over the four combination passenger- 
cargo vessels of the Pan-American Line, two of. which the War 
Department desired for use as transports. The board was sup- 
ported by General H. C. Smithers, chief co-ordinator, to whom 
the War Department appealed in its efforts to obtain possession 
of the ships. Negotiations looking to acquisition by the War 
Department of the Mt. Vernon and Agamemnon, two ex-German 
passenger vessels which the board offered the department, will 
now be undertaken. These vessels will have to be reconditioned 
for service. 


INVESTIGATION OF BOARD 

H. G. Dalton, of Cleveland, appointed by President Coolidge 
to investigate conditions at the Shipping Board, has held addi- 
tional conferences with Chairman O’Connor of the board. He 
has also conferred with Representative W. H. White, of Maine, 
— of the House select committee which investigated the 

oard. 

Chairman White has asked the board to obtain for him all 
official reports that have been made on the subject of govern- 
ment aid for the merchant marine, thereby indicating that the 
select committee will deal with that subject in its report on its 
investigation. These reports will show, it is said, that it has 
always been recognized that some form of aid is necessary for 
the American merchant marine. Chairman White also is seek- 


ing information relating to free entry of raw materials for con- 
struction of American ships. 
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SHIP CHARTER RATES HOLD FIRM 


The Traffic World New York Bureay 


The charter market for full cargo vessels during the week 
was quiet, due to the higher rates asked by shipowners and the 
refusal of shippers to pay more than the figures they considered 
justified by conditions. A number of vessels were fixed in Lon- 
don at better rates than owners in New York were able to ob- 
tain. The attitude of the shippers was expressed in the follow- 


ing statement from M. D. Moore, freight broker, on the present 
situation: 


There are times when charterers are willing to take on tonnage 
at the market rate, in anticipation. Owners usually meet this feeling 
either with a boost in rates or refusal to trade. It turns out the 
charterers are better off. The demand doesn’t come and thus op- 
portunity to fix a goodly number of boats is lost. Then owners come 
on with tonnage that is not wanted. 


Among the vessels fixed in the grain trade during the week 
were the following: Atlantic ports to West Italy, 16 to 17 cents 
a 100 pounds for one to three ports; several steamers from At- 
lantic ports to the United Kingdom at the equivalent of 16 to 18 
cents a 100 pounds. 

Sugar rates were higher, with several fixtures from Cuba to 
the United Kingdom and Continent at 17 shillings three pence to 
17 shillings nine pence per ton. 

The coal trade was dull, with fixtures at $4 a ton from 
Hampton Roads to the River Plate and $4.10 a ton to Santos. 

The Pacific Coast committee of the United States Inter- 
coastal Conference at a special meeting decided upon a uniform 
increase of 10 per cent in the carload rate on all commodities, 
with a proportionate increase in the less than carload rate, to 
become effective January 1, 1926. 

This applies to the entire freight rate schedule, except 
beans, canned goods, dried fruit, cotton and wool, which are sea- 
sonal commodities. 

A semi-annual meeting of members of the Pacific Westbound 
Conference will be held at Portland, Ore., on December 7. Ad- 
vices received from Portland stated that the meeting will be fea- 
tured by important transactions bearing on trans-Pacific com- 
merce. 

The following revised rates are announced by the East- 
bound Intercoastal Conference, effective March 1, 1926, to which 
date current rates are extended. The rates in all cases are cents 
per hundredweight, applying from shipside in Pacific ports of 
call to shipside Atlantic ports of call: 

Wool of mohair, greasy, in bags, $1; wool in compressed 
bales, 85c; wool, scoured, in bags, $1.65; wool in compressed 
bags, scoured, $1. Cotton, gin, bales, $1, carlots; $1.65, less than 
carlots; cotton, high density, bales, 45c carlots and 70c less than 
carlots; cotton, standard density, 90c carlots and $1.35 less than 
carlots; canned goods, preserves, and dried beans, N.O.S., bean 
seed, dried in bags, 45c carlots and 70c less than carlots; dried 
fruit or raisins, in boxes or barrels, 55c carlots and 85c less than 
carlots; dried fruit or raisins, in bags, 75c carlots and $1.15 less 
than carlots. Other rates are under consideration for revision. 


MERCHANT MARINE CONFERENCE 
The Trafic World Washington Bureau 


Recommendations looking to a general overhauling of the 
government machinery for the administration of shipping affairs: 
including reduction of the Shipping Board to three members and 
curtailment of the board’s duties to those of a semi-judicial reg- 
ulatory character, will be submitted to the National Merchant 
Marine Conference, organized by the Chamber of Commerce of 
the United States, when it meets in Washington, November 16 
and 17. 

The recommendations are formulated in a report to be sub- 
mitted -by the conference’s committee on governmental regu- 
latory and administrative relations to the shipping industry. 
Industrial, mercantile, labor, agricultural and other interests are 
represented in the membership of the committee, of which Edwin 
B. Parker, Umpire of the Mixed Claims Commission, United 
States and Germany, is chairman. 

In its report the committee proposes: 


1. The reduction of the Jepngveat of the shipping board to three 
members with only semi-judicial regulatory duties. 

2.- The transfer of the administration of the government-owned 
fleet to the fleet corporation with a board of directors to be appointed 
by the president of the United States. 

3. The centralization, so far as practicable, of all other govern- 
ment activities relating to shipping in a special branch of the de- 
partment of commerce. 


In its recommendations covering this point the committee 
says in its report: 


The attempt to combine in the shipping board (a) semi-judicial, 
regulatory duties, (b) certain responsibilities for the promotion of 
shipping, and (c) the executive function of administering and dis- 
posing of the government owned fleet and other shipping property, 
was unsound in theory and unworkable in practice. The unsatis- 
factory results are mainly attributable to fundamental defects in the 
machinery. In its very nature a board is not equipped to perform 
executive functions. It is recommended that the semi-judicial regula- 
tory duties be entrusted to a shipping board of three members: 


Nov 
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that the functions relating to the promotion of shipping be trans- 
ferred to the department of commerce; and that the executive duties 
pertaining to the administration of the government owned fleet and 
the sale of shipping property be transferred to the emergency fleet 
corporation, the president of which should be under the supervision 
of a board of directors composed of the secretary of commerce as 
chairman, and two other members of the cabinet of the president 
of the United States, to be designated by him. 

The department of commerce which is in general charged with 
the duty of promoting the welfare of the various branches of com- 
merce and industry, is the logical agency for promoting the interest 
and welfare of the merchant marine. To this end it is recommended 
that, as far as practicable, the services of the department of com- 
merce and those of other government departments specially relating 
to the merchant marine be concentrated under one head as a branch 
of the department of commerce. 


The committee recommends that no substantial changes be 
made in the LaFollette seamen’s act which, it says, affords 
highly desirable protection to American standards of living neces- 
sary to attract to American ships the type of citizens required to 
man a merchant marine of the highest class. 


Other conclusions of the committee are as follows: 


(1) The reservation of the coastwise trade for American built 
vessels under the American flag is a fundamental part of the per- 
manent marine policy of the United States. 

(2) Other existing restrictions in the coastwise trade regarded 
as desirable are those which prohibit (a) railroad operation of coast- 
wise lines unless, in the opinion of the Interstate Commerce Com- 
mission, such operation would not materially reduce competition 
and would be in the public interest, and (b) railroad operation of 
vessels through the Panama Canal. (There is, as a matter of fact, 
no apparent desire on the part of any railroad to operate vessels 
through the canal.) 

(3) The existing provisions of law that American ships can be 
sold to foreign ownership only with the approval of the shipping 
board constitute a handicap against American shipping and it is 
recommended that they be repealed, except as to government ton- 
nage sold at depressed market values, or tonnage built or operated 
under contracts. providing government aid, which tonnage should 
be restricted by"@ontract to American owners for a period of years. 

(4) The fixing by law of ocean freight rates in international 
trade is neither practicable nor desirable. The conference method of 
determining ocean freight rates, controlled as it is on behalf of the 
public by government supervision and through the fluidity of ocean 
shipping, is of great value both to the shipping industry and the 
public. 

(5) Unjust discriminations as between shippers or unreasonable 
preference, or disadvantage to any person, locality or description 
of traffic and in general, other unfair discriminations, are properly 
prohibited by the merchant marine acts of 1916 and 1920. 

(6) Besides making provisions intended to promote the safety 
of life at sea the seamen’s act affords highly desirable protection 
to American standards of living necessary to attract to American 
ships the type of citizens required to man a merchant marine of 
the highest class. This act is, however, recognized as constituting 
one of the handicaps which render it generally impossible for Amer- 
ican vessels to compete without government aid in the overseas carry- 
ing trades. 

(7) It is recommended that the provisions of the seamen’s act 
having no relation to the maintenance of living standards, but in- 
terfering with the morale and efficiency of the crews be modified 
to such extent as necessary to correct these conditions, notably the 
requirement for the payment of half wages at foreign ports when the 
seaman concerned has a record of drunkenness, desertion, incapacity 
through use of drugs, or other disorderly conduct resulting in de- 
layed sailings and lack of proper discipline. 


(8) A careful investigation is recommended as to the relation of 
the seasonal restrictions on Great Lakes shipping to the facts of 
lake navigation conditions, and as to the crew employment pro- 
visions applicable to services involving runs of only a few hours 
between ports. Any such provisions, having in the last analysis 
the result of increasing lake transportation costs to the public, 
without adequate reason therefor, should be revised. 

(9) In order to place responsibility for accidents to marine 
workers, including longshoremen, on a definite basis similar to that 
established for other workmen through the workmen’s compensation 
acts of the states, enactment of a federal maritime workmen’s com- 
pensation act is recommended. 


(10) Prompt legislative action is urged to remove difficulties now 
encountered in connection with the documentation of vessels under 
American laws. 

(11) Similar action is recommended to correct the present un- 
satisfactory general system of measurement of vessels by the United 
States government and also for the measurement of vessels using 
the Panama Canal, with a view to simplifying and equalizing the 
computation of canal dues. 

(12) The navigation laws of the United States, together with 
the laws and rules relating to the inspection of vessels and safety of 
life at sea, and in need of revision in order to adapt them to modern 
conditions and practices. It is recommended that Congress author- 
ize the president to appoint a special technical commission for 
this purpose. 

(13) In the interest of a more efficient merchant marine service, 
through greater expedition in the handling of vessels in American 
ports, there is need for the expenditure of considerable funds for 
building new quarantine stations at proper locations, and enlarging 
the personnel of this service. 


The conclusion that without some form of effective govern- 
ment aid the United States will be unable to maintain an ade- 
quate merchant marine will be laid before the National Merchant 
marine Conference at its meeting in Washington, November 16 
and 17, under the auspices of the Chamber of Commerce of the 
United States. 

This conclusion represents the consensus of manufacturing, 
mercantile, agricultural, labor and shipping interests represented 
in the membership of the conference’s committee on government 
aid to shipping, which has been at work on a survey of eco- 
nomic conditions relating to shipping during the past six months. 

The committee, in its report, finds that the American ship- 
owner and operator is handicapped by higher costs, both in th: 
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building and operation of his vessels, most of which is due to 
the higher wages paid the American workman and sailor. 

It points out that the present deficits of the Shipping Board 
paid out of the Treasury, which are in effect subsidies to for- 
eign trade, amount to $24,000,000 in out-of-pocket costs—an ay- 
erage subsidy, without interest or depreciation, of nearly $100,- 
000 per annum, for each vessel operated. 


On the subject of government aid the committee says: 


Financial aid to shipping instead of being applied as a general 
ship subsidy or navigation bounty applicable to the ocean tramp 
and the palatial passenger liner, neither of which is particularly im- 
portant at the present time, as a part of the American merchant 
marine, should, it is believed, take the form of payment for services 
rendered including (a) contracts for the maintenance of services to 
particular trade regions of the world especially important to our 
foreign trade and the expansion of markets for our agricultural and 
industrial products; (b) mail contracts to provide for maintaining the 
higher types of service needed both in the interest of our export and 
import trade and for the transportation of mails. 


After reviewing the policies of other maritime nations de- 
vised to aid the marine—notably Great Britain, France, Italy 
and Japan—the committee states the problem confronting the 
United States and suggests a course to be followed: 


Your committee has felt it desirable to recognize from the start 
the competitive character of our merchant marine engaged in foreign 
trad@ and to determine, as nearly as may be, the various elements 
that enter into the higher cost of our shipping construction and 
shipping operation as compared with foreign countries; to present, 
so to speak, a bill of particulars, so that the handicaps under which 
the American merchont marine operates may be approximately deter- 
mined and, finally, to outline the various types of government aid 
which apper to be practicable of application. If the extent of the 
handicap against American shipping and the best ways of meeting 
it are outlined it will remain for the American people and Con- 


gress to determine whether or not we are to have a merchant 
marine, 


Following the procedure outlined above, your committee has 
reached the following conclusions: 


1. Due to standards of living and wage scales, shipbuilding and 
ship repair costs in the United States and ship operation costs under 
the American flag are higher than in the case of other countries. 

2. Shipbuilding costs in American yards are on the average about 
25 per cent higher than in British and other foreign yards. The higher 
American costs are almost entirely in the item of labor. Costs of 
materials, financing costs and administration are little, if any, greater 
for American yards than for those of our leading competitor nations. 
It appears unlikely that there will be any material reduction in this 
construction cost differential in the near future. 


8. The differential in the cost of operating American-built ships 
under the American flag is found chiefly in three items—(a)_ fixed 
charges including interest depreciation and insurance, due to higher 
valuations of the vessel property; (b) repairs, due to higher costs 
in American yards and to the tax of 50 per cent on repairs made 
abroad; and (c) wages and subsistence, due to the slightly larger 
crews required by the seamen’s act, and the higher wage scales and 
better subsistence necessary to attract seamen. van 

Other expenses including fuel, stores, supplies, and administra- 
tion do not differ between American and foreign ships sufficiently 
to require consideration in this report. 

4. The total of capital costs, including repairs which on the 
average vary approximately with construction costs and for con- 
venience may be included with fixed charges, are estimated as fol- 
lows per annum: ; 

(a) Interest not less than six per cent on the vessel cost which, 
however, decreases as depreciation is applied. 

(b) Depreciation estimated at five per cent. 

(c) Insurance averaging not less than four per cent on the value 
of the vessel, which decrtases with the application of depreciation. 

(d) Repairs about two per cent of the original cost. The total 
for these four items of 17 per cent of the capital value of the ship 
in the first year, the value decreasing year by year. 


5. Of all foreign countries the British construction arfd_ opera- 
tion costs are nearest to the American scales. In view of the fact 
tHfat more than one-half of the world’s commerce is carried in Amer- 
ican and British vessels this comparison is the most important. With 
the average 25% higher cost of construction, the differential against 
American ships on account of capital costs averages 44% of the 
amount of capital invested in corresponding British ships. "Wages 
and subsistence together are at least one-third greater on American 
than on British cargo ships and tankers. On higher class combina- 
tion passenger and cargo liners, this differential is 15 to 20 per cent 
against the American vessel. . 

On cargo ships and tankers the capital differential in the firs 
year is about twice as great as the wage and subsistence differential, 
decreasing year by year until in the latter part of the useful = 
of the ship it is about equal to the wage and subsistence differential. 
For faster and higher types of vessels the capital differential, is 
greater in proportion to the wage and subsistence differential, being 
four times as great for a combination passenger and cargo = 
in its first year and twice as great in the latter portions of its li fi 

6. Attempts to aid shipping by forcing the diversion of tra 
to American bottoms through legislative action are regarded as ble 
desirable because tending to restrict the shipping services avails “ 
thus causing complications and delays in the movement of Amer ~—a 
export and import products. Furthermore, such measures as restr 4 
tion of immigrant traffic to American-flag vessels, preferential a 
rates to shipments carried in American bottoms, discriminatory du “ 
in favor of such goods, and similar preferential tonnage dues, pm 
measures which by their nature invite corresponding or other * P 
taliatory action by other nations to the detriment of American § Pp 

ers and shipping. 

. 7. Aid to shipbuilding can best be provided through the present 
restriction of the coastwise trade to American-built ships under t 
American flag together with the limitation of any government . 
to American built (or shipping board) vessels. The continuation ° 
the construction loan fund is desirable, with favorable terms 4? 
interest rate. ? 

8. Taxation of shipping should, as far as possible, be simplified 
and made more applicable to this industry, while double taxation, 
vessel earning in the United States and abroad should be elimina 
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through extension of reciprocal arrangements. Other and more ef- 
fective aids to shipping than tax exemption by the federal govern- 
ment will be necessary if the American flag is to be kept on the 
seas in our foreign trade. 

9. Millitary and naval requirements relating to the merchant 
marine are, as far as personnel is concerned, already to some de- 
gree provided for through the law authorizing naval reserve bounties. 
As to special types of merchant vessels required for military or naval 
reserve purposes, provision should, if necessary, be made in the ap- 
propriations for military and naval purposes. 


INVOKE SECTION 500 


Appeal for the suspension of a proposal to reduce the all-rail 
import commodity rate, from New Orleans to Pacific coast points, 
from 142.5 to 80 cents, which is the amount of the eastbound 
import commodity rate from the Pacific coast to New Orleans, 
has been made to the Commission by the Green Coffee Associa- 
tion of the San Francisco Chamber of Commerce and Swayne 
& Hoyt, Inc., managing operator of the Panama Argentine- 
Brazil Line owned by and operated for the United States Ship- 
ping Board. They have invoked section 500 of the transporta- 
tion act, in addition to the powers given the Commission by 
sections of the interstate commerce act. 

The objects and purposes of the railroads, according to the 
petition for suspension are: To divert traffic from the ocean 
routes of trade to an all-rail movement from New Orleans to the 
Pacific coast; and to afford the same rates in both directions. 

Swayne & Hoyt, Inc., claim the line they operate from 
Santos, the Brazilian coffee port, and Buenos Aires, Argentine, 
needs the coffee tonnage to keep it in existence and that publica- 
tion of the proposed rate is intended and will divert the coffee 
now moving by water to New Orleans for movement to the 
Pacific coast by the all-rail route, to the demotion and discourage- 
ment of ocean transportation, in violation of section 500. 

That the proposed rate would inure to the immediate and 
direct benefit and advantage of the importers of coffee at New 
Orleans and would give undue and unreasonable preference 
and advantage to the importers at New Orleans and the port 
of New Orleans and would subject the importers situated on the 
Pacific coast and the ports of that coast to undue and unreason- 
able prejudice and disadvantage, in violation of the third section 
of the interstate commerce act, is one of the early declarations 
in the petition. Establishment of the Panama-Argentine-Brazil 
Line, the petitioners said, placed the Pacific coast in direct and 
regular trade communication with ports in Argentine and Brazil. 
That was in 1920. Theretofore, the petition said, the Pacific 
coast had only sporadic voyages of tramp vessels, and there 
was no certainty of the development of trade. 

“The Panama-Argentine-Brazil Line depends wholly upon 
coffee for its homeward-bound cargo,” says the petition. Its 
outbound cargo largely consists of products of the fields and 
forests and manufacture of the Pacific coast, which include 
fruits, canned and dried, lumber, box shooks and machinery. 
General cargo is also carried. 

“Since the establishment of this line, there has been devel- 
oped sufficient tonnage to foster and preserve this route for the 
benefit of the commerce of the United States, with coffee as the 
home-bound cargo. During the calendar year, 1924, there were 
thirteen voyages between Pacific coast ports and the two ports 
of South America. Twelve of these were vessels in the service 
of the United States Shipping Board, and one vessel was of 
foreign registry. A grand total of 360,220 bags of coffee were 
carried to the Pacific coast from Santos. Some of this was 
destined to Vancouver, B. C. In the same period of time, there 
were fifty-one voyages of vessels of all registry between ports 
in Brazil and New Orleans, the deliveries of coffee being 
2,785,896 bags. Of this total 1,958,170 bags originated at Santos. 
In addition thereto, 47,580 bags were shipped to Galveston. 
From these figures it will be seen that New Orleans received 
2,425,677 bags of coffee more than all Pacific coast ports.” 

The petitioners asserted that the market for Pacific coast 
imports of Santos coffee was strictly confined to Pacific coast 
territory, on account of the freight adjustment, by railroad, from 
San Francisco in comparison with New Orleans, the latter having 
the advantage in all markets east of El Paso shown in the list 
of markets in the petition. 

As figures by the petitioners the rate on coffee from Santos 
to Pacific coast ports is 83.2 cents per 100 pounds while to New 
Orleans it is 45.4 cents. The petition said the water rates to 
New Orleans were under Conference control while those to the 
Pacific coast were controlled by the Shipping Board and that, 
therefore, there was no question in this matter about the fluctua- 
tions in ocean rates, “and your petitioners are not seeking, 
by any devious means whatsoever, to obtain an equalization of 
ocean rates by this proceeding.” On the contrary they said 
they were insisting that the rail carriers should not establish 
a rail rate that would result in the equalization of the combined 
water-and-rail rates from Santos, via New Orleans, to. Pacific 
coast ports, with the all-water rate from Santos to Pacific 
coast ports. 

The petittioners said that adding together all the charges, 
except interest, the combined rates to New Orleans were 134.8 
cents to San Francisco 126.9, a nominal difference in favor of 
the protesting port of 7.9 cents per 100 pounds. But they said 
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that the interest charge, if computed, would more than wipe 
out the difference of 7.9 cents and place New Orleans and gulf 
importers generally, at a decided competitive advantage. 

When the proposed reduction was under discussion and 
after the Transcontinental Freight Bureau had authorized the 
publication of the 80-cent rate under discussion, the petitioners 
said, the Shipping Board was negotiating with two prospective 
purchasers of the Panama-Argentine-Brazil Line. Negotiations, 
they said, had progressed to such a point that bids were actually 
under submission. Under the threat of an unsettled rate adjust- 
ment, whereby the rail carriers proposed an equalization of 
water-and-rail rates with an all-water rate, both bidders with- 
drew their offers. The petitioners said that they had been 
informed and believed that no bids would be made while the rate 
adjustment remained unsettled. 

“The commerce of the United States, insofar as the move. 
ment of the products of the fields and forests of the Pacific 
coasts are concerned,” say the petitioners, “remains under the 
hampering influence of a threatened disrupted service. For 
your honorable commission must know that in ocean shipping 
there can be no appreciable “empty car haul movement” in 
one direction. 

The petitioners said that the Panama-Argentine-Brazil Line 
was dependent upon the coffee tonnage for its remunerative rey- 
enues and that any diminution thereof by diversion of any 
portion of the traffic would result in further losses to the line. 
It was not now earning its way, they said, primarily, because 
it was pioneering in the export business from the Pacific coast. 
They said there was not the slightest doubt that the proposed 
reduction would divert the all-water tonnage, adding that the 
line had to have the tonnage to exist. 


PAN-AMERICAN LINE SOLD 


The Trafic World Washington Burcau 


The Shipping Board, by a vote of six to one, November 12, 
accepted the bid of the Munson Steamship Line for the Pan 
America Line, which has four ships in the service between New 
York and South America. The bid was $1,026,000 for each of the 
four ships, or a total of $4,104,000. This was $3,900 higher than 
the bid of Moore & McCormack. The latter bid, however, was 
withdrawn by Moore & McCormack, who contended that, as 
certain conditions on which the bids were made had been 
changed, they should have an opportunity to submit a new bid 
after time had been allowed for inspection of the ships. 

Commissioner Benson voted against acceptance of the high 
bid. He said he did so because he thought the time was not 
opportune for the sale. 

Under the contract of sale, the Munson Line, which is the 
managing operator of the Pan America Line for the Shipping 
Board, will pay 25 per cent of the purchase price on delivery of 
the ships and the balance in fourteen annual installments, the 
deferred payments to bear 4% per cent interest. The purchaser 
also will give a bond in the sum of $1,000,000 insuring main- 
tenance of the service for five years. 

Considerable discussion took place at the session of the 
board which ended in acceptance of the Munson bid, because of 
action of the board inserting in the conditions of sale a pro 
vision that it would not pay more than $200,000 for repairs neces- 
sary to put the ships in good condition for delivery to the pur- 
chaser. Until this restriction was put in the contract, the board 
had agreed to pay for necessary repairs without any limitation. 

Counsel for Moore & McCormack contended that this change 
presented a new basis for bids and urged that the bidding be 
reopened with the allowance of time for inspection of the ships 
so that the probable amount of necessary repairs could be ascer- 
tained. Until the limitation as to cost of repairs was inserted 
in the contract, counsel said, Moore & McCormack had been 
willing to abide by the finding of the American Bureau of Ship- 
ping as to the condition of the vessels. It was further contended 
that the cost of the repairs had not theretofore been definitely 
estimated. Members of the board, however, took the position 
that Moore & McCormack had had ample time in which to make 
personal inspection of the vessels, although counsel contended 
to the contrary. It was decided that bids would be accepted 
then and there on the basis as stated. 

Moore & McCormack took the position that the board should 
not have permitted Munson orally to raise his bid of $800,000 
a ship to $1,026,000 a ship, thus topping the Moore & McCormack 
bid; that in view of the situation produced by the restriction a8 
to expenditures for repairs, and the refusal of the board to ac 
cept the Moore & McCormack bid, their bid would be withdraw2, 
with the request that new sealed bids be called for. The board 
voted to receive oral bids at once. This left only the Munson 
bid before the board. Frank C. Munson then stated that he 
stood by his bid of $1,026,000 a ship on the basis of the restric 
tion imposed by the board. Counsel for Moore & McCormack 
protested the procedure adopted by the board. 

The board then went into executive session and shortly 
thereafter announced that the Munson bid had been accepted. 

When the Pan America Line was originally offered for sale, 
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MADISON AVE. VEAR 
GRAND CIRCUS PARK 


United Fruit Company 


General Offices, One Federal Street, Boston, Mass. 
STEAMSHIP SERVICE 


REGULAR FREIGHT SAILINGS 
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New York, Boston and New Orleans 


TO 
Havana and Santiago, Cuba 
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PANAMA MAIL S.S. CO. 


Fast Freight and Passenger Service 


Scheduled sailings via Panama Canal 
FRANCISCO AND LOS ANGELES 
Te =-HAVANA AND NEW YORE 
EASTBOUND SAILINGS 


From San Francisco From Los Angeles 
November 30 
December 28 
January 18 
Manganillo, Acapulco, 
Acajutla, La Libertad, 
La Union, Corinto, Amapala, Puntarenas, San Juan del Sur and 
Balboa and Cristobal (Panama). 


Tvens Shipment of Paneme for South American and European Ports. 


OFFICES 
Pine Street, San Francisco, Cal. 
10 Hanever Sq., New York, NY. 06 Central Bidg., Los Angeles, Cal. 
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,Munson met the then high bid of Moore & McCormack of $770, 
i000 a vessel. This offer was rejected by the board as inadequate 
“and new bids were called for. In sealed bids Munson then of- 
fered $800,000 a ship and Moore & McCormack $1,025,025 a ship. 
Munson then made an oral offer of $1,026,000 a ship, the bid 
which was finally accepted, the oral offer having been converted 
to a written bid. 

The Shipping Board, at a: session November 10, decided 
‘to call representatives of the Munson Steamship Line and of 
Moore & McCormack, bidders for the Pan America Line, before 
ithe board November 12 for the submission of their “best” bids 
‘for the line at that time. Commissioners said the effect of the 
decision was to put the ships up for auction, the majority of 
the board believing that a higher offer than had been submitted 
_could be obtained by that method. 


President Crowley, of the Fleet Corporation, who was 
asked for a recommendation as to what should be done with 
the bids, recommended that the board either reject the pending 
bids, ask for new sealed bids and accept the highest bid or 
reject both bids, or call the bidders before the board again for 
‘the. purpose of asking them for their best offers. The latter 
course was adopted by the board. 


Loss and Damage Decisions 


Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter 
ystem, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 





LOSS OF OR INJURY TO GOODS 


Excluding Written Claim for Damages Presented Before Suit 

Held Without Error: 

(Court of Civil Appeals of Texas, Fort Worth.) In suit for 
value of certain machinery destroyed in transit, where legal 
measure of plaintiff’s damage was market value of several pieces 
of machinery broken and not that of substituted pieces later 
purchased, there was no error in excluding written claim for 
damages presented by plaintiff which specified articles alleged 
to have been lost, giving price thereof and including cost of 
machine work and expense in putting on new parts.—St. Louis, 
S. F. & T. Ry. Co. et al. vs. J. G. Henderson Cut Stone Co., 275 
S. W. Rep 603. 


Measure of Damages for Goods Destroyed Stated: . 

In suit for damages for goods destroyed in transit, reason- 
able market value of particular articles destroyed at time and 
place of destruction was proper measure of damages.—Ibid. 
— Against Carriers, Jointly and Severally, Held Without 

rror: 

In suit against terminal carriers for destruction of certain 
parts of machinery, where there was evidence of breakage thereof 
while it was in possession of either one of defendants, and 
neither offered explanation of how or when damage occurred, 
judgment against them jointly and severally was without error, 
particularly where there was no verified denial of allegation that 
defendants were partners.—Ibid. 


Carriers Might, Prior to Amendment of Act, Limit Time Within 

Which Suits Might be Brought: 

(Circuit Court of Appeals, Eighth Circuit.) Prior to amend- 
ment by Act Feb. 28, 1920, Sections 436-488 (Comp. St. Ann. 
Supp. 1923, Section 8604a), to Interstate Commerce Act, Section 
20, par. 11, carriers might limit time within which suits might 
be brought on contracts of carriage, subject only to reasonable- 
ness of the limitation—Chicago & N. W. Ry. Co. vs. Bewsher, 
6 Federal (2nd) Rep. 947. 


Carriers Held Unauthorized to Place any Flat Restriction on 
Time Within Which Suit May Be Brought on Contracts of 
Carriage, Based on Time of Delivery of the Shipment: 


Under Interstate Commerce Act, Section 20, par. 11, as 
amended by Act Feb. 28, 1920, Sections 436-438 (Comp. St. Ann. 
Supp. 1923, Section 8604a), carriers held unauthorized to place 
any flat restriction on time within which suit may be brought 
on contracts of carriage, based on time of delivery of the ship- 


ment, rather than time of giving notice of the prescribed therein. 
—Ibid. 


Limitation in Bill of Lading for Institution of Suits for Loss, 


Damage, or Delay Held Void, as Contravening Amendment 
of Act: 


Provision of bill of lading that suits for loss, damage, or 
delay on contracts of carriage should be instituted only within 
two years and one day after delivery of the property, or, in case 
of failure to make delivery within two years and one day, after 
a reasonable time for delivery has elapsed, held void, as con- 
travening Interstate Commerce Act, section 20, par. 11, as 
amended by Act Feb. 28, 1920, Sections 436-488 (Comp. St. Ann. 
Supp. 1923, Section 8604a).—Ibid, 





THE TRAFFIC WORLD 





Vol. XXXVI, No. 20 





Holder of Order Bill Not Estopped to Maintain Action for Dam. 
ages by Redelivery of Claim to Shipper and Shipper’s Settle. 
ment with Carrier: 

In action by holder in good faith of order bill of lading, under 
Bill of Lading Act Aug. 29, 1916, Section 22 (Comp. St., Section 
8604kk), for damages caused by carrier’s nonreceipt of part 
of carload of wheat described in bill of lading, plaintiff held not 
estopped to maintain his action by redelivering claim and sup. 
porting papers to shipper, and by shipper’s settlement, where 
claim made and filed was for wheat declared to have been lost 
in transit.—Ibid. 

Carrier May Show That Goods Described in Bill of Lading Were 
Never, and Is Not Estopped by Recitals in Bill: 

Carrier, issuing a bill of lading, may show that the goods 
described. therein were never in fact delivered, and is not 
estopped by recitals in such bill.—Ibid. 

Bill of Lading Act Manifests Congressional Intention to Make 
Ordinary Bills of Lading Fully Negotiable: 

Bill of Lading Act Aug. 29, 1916 (Comp. St., Sections 8604aaa- 
8604w), manifests a clear intention of Congress to make ordinary 
bills of lading fully negotiable and they are to be considered so 
as to holders in good faith, unless they carry some of the notices 
or declarations specified in the act, or others of like import, or 
some notice or recitation inconsistent with negotiability.—Ibid. 
Carrier Liable to Holder of Order Bill for Damages Caused by 

Nonreceipt of Part of Carload of Wheat, “Weight Subject to 

Correction”: ; 

Carrier held liable to holder in good faith of order bill of 
lading covering car of wheat for damages caused by carrier's 
nonreceipt of part of the goods, in view of Bill of Lading Act 
Aug. 29, 1916, Sections 20, 22 (Comp. St. Sections 8604jj, 8604kk), 
notwithstanding that wheat was loaded by shipper, and that bill 
of lading recited that weight was “subject to correction”; such 
words not being of “like purport” to the words “shipper’s weight, 
load, and count,” or “shipper’s weight,” or that weight of wheat 
was “said to be” weight recited in bill of lading, within section 
21 (Comp. St. Section 8604k), prescribing what descriptions in 
bill of lading shall not render carrier liable.—Ibid. 


DELAY IN TRANSPORTATION OR DELIVERY 


Interstate Carrier Cannot Guarantee Special Car at Particular 
Time and Place, for Transportation of Common Commodity: 
(Court of Appeals of Maryland.) In view of Interstate 

Commerce Act (U. S. Comp. St. Section 8563 et seq.), an inter- 

state carrier cannot guarantee refrigerator car at particular 

time and place, for transportation of common commodity, as 
such contract would create advantage and preference not avail- 
able to all, and not provided for in published tariffs American 

Ry. Express Co., Inc., vs. Peninsula Produce Exch., 130 Atlantic 

Rep. 346. 

Knowledge of Published Tariffs and Rules Imputed to Shipper: 
Knowledge of published tariffs and rules under Interstate 

Commerce Act (U. S. Comp. St., Section 8563 et seq.) is imputed 

to shipper, and he is affected with knowledge that carrier cannot 

lawfully contract to furnish a refrigerator car at particular time 
and place for transportation of common commodity, and that 
carrier’s agent cannot guarantee to do so.—Ibid. 


Carrier Not Liable on Attempted Special Contract for Refriger 
ator Car at Particular Time and Place: 
In view of Interstate Commerce Act (U. S. Comp. St., Section 
8563 et seq.) and published tariffs and rules thereunder, shipper 
held not entitled to recover on special contract, made through 


carrier’s agent, for refrigerator car at particular time and place. 
—Ibid. 


Common-law Duty of Express Company to Furnish Transporta- 
tion to Public Stated: 

Express Company has common-law duty, as common carrier, 
to furnish public with reasonable and ordinary facilities of 
transportation in the order of their offer, and without unreason- 
able delay of such goods as might be reasonably and usually 
expected to be tendered in natural course of business of carry 
ing express matter.—Ibid. 


Duty of Carrier to Furnish Shippers with Refrigerator Cars Reg 
ulated by Tariffs Under Interstate Commerce Law: 

Under Interstate Commerce Act (U. S. Comp. St., Section 
8563), through its published tariffs, express company had duty 
to furnish an exclusive refrigerator car for second-class matter, 
such as strawberries, when one of cars was available, with 
reasonable diligence, at time and place desired, only upol 
written request.—Ibid. 


Burden on Shipper to Affirmatively Establish Negligent Failure 
to Furnish Cars as Proximate Cause of Damage: 

Where shipment of strawberries was never in custody of 
carrier, but damage was caused by failure to deliver refrigerator 
ear to shipper, burden held to be on shipper to affirmatively 
show breach of duty in not furnishing car as requested as proxt 
mate cause of injury.—Ibid. bs 
Evidence Held Not to Show Negligence of Carrier in Failing to 

Furnish Refrigerator Car as Requested: 

Where strawberries were damaged by failure of express 
company to provide iced refrigerator car as promised by agent, 
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OMAHA,U.S.A. 


The perfect combination of our warehouses 
handling all lines of merchandise, automobiles, 
household goods and machinery. Capacity 
330,000 square feet. For freight rates, storage 


and distribution charges on any commodity 
WRITE 


THE TERMINAL (WAREHOUSE co. 


MERCANTILE STORAGE WAREHOUSE CO. 
OMAHA, NEBRASKA 








ea Ship by Water 


“DIFFERENTIAL RATES” via 


WILLIAMS LINE 


San Diego, Los Angeles, San Francisco 
Oakland, Seattle and Tacoma 


FROM 


Baltimore, Philadelphia, 
New York and Norfolk 


SAILINGS EVERY 14 DAYS 
Thru bills of lading issued to all other Pacific 
Coast Ports, Hawaii and the Far East 


For rates, dates of sailing and other information apply to 


WILLIAMS STEAMSHIP CO., Inc. 


Moore and Water Streets, New York, Telephone Bowling Green 7394 
e,Md. _—~Phila P Pittsbur Chicago, 

39 South St. Drexe — Oliver B > 307 N. =... 

And at our Branch Offices at ports of call, etc. 
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DENVER, COLORADO 


FIREPROOF WAREHOUSES ON TRACK 
Free Switching to Warehouse. We specialize in the DISTRIBUTION of 
local and pool car shipments. Insurance rate 15c. Negotiable Warehouse 


Receipts Issued. The Weicker Transfer & Storage Company. 


THE NEW NICOLLET HOTEL 


MINNEAPOLIS 


The Northwest’s finest hotel. 600 Rooms with bath or 
connecting. Every room an outside room. Largest and 
finest ballroom in Northwest. 


Every facility for luncheons, banquets and meetings, 
from the small meeting up to 1500 capacity. 


59 Rooms at $2.00 257 Rooms at $3.50 

68 Rooms at $2.50 RATES j 41 Rooms at $4.00 

84 Rooms at $3.00 38 Rooms at $5.00 
Suites and Special Rooms at $6.00 to $9.00 


MAIN DINING ROOM—COFFEE SHOP 
MUSIC and DANCING by the FAMOUS Osborn Orchestra 
3 Blocks from both Depots, Retail Center and Wholesale Center 

Under Management Geo. L. Crocker 


pAc IFIC 
CARIBBE: a 
Gy Jue Lis yy 
Fortnightly Sailings Via Panama Canal 


From 


MOBILE and NEW ORLEANS 


Los Angeles Harbor, San Francisco 
Oakland, Portland, Seattle 


and Tacoma 


Through bills of lading issued to Hawaii, Australia, 
New Zealand and Dutch East Indies for trans- 
shipment at San Francisco. 


Calls are made at Tampa and San Diego as Cargo offers. 


THE STEELE STEAMSHIP LINE, INC. 


GENERAL GULF AGENTS 
424 Whitney-Central Bldg., New Orleans, La. 
THE STEELE STEAMSHIP LINE, INC. 
18 Moore Street New York, N. Y¥. 
SWAYNE & HOYT, INC., Pacific Coast Agents, 
430 Sansome Street San Francisco, Calif. 
H. H. KENNEDY, Commercial Agent 


106 Merchants Exchange Bldg. St. Louis, Mo. 
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evidence held not to show negligence of express company in not 
providing car as requested.—lIbid. 


TELEGRAPHS AND TELEPHONES 


Telegram, Offered for Purpose of Proving Uniform Provision Im- 
properly Rejected as Not Best Evidence: 

(Springfield Court of Appeals, Missouri.) In action for error 
in transmission of interstate message, telegraph company’s offer 
in evidence of blank telegram, for purpose of establishing uniform 
provision on back thereof, limiting company’s liability, was im- 
properly rejected on theory that original telegram involved in 
suit was the best evidence.—Williams vs. Western Union Tel- 
egraph Co., 275 S. W. Rep. 570. 

General Provision on Back of Telegram Held Such as Would be 

Treated as Admitted Fact: 

Where plaintiff, suing for damages for error in transmission 
of telegram, practically admitted existence of provision on back 
of telegram requiring claim to be made within 60 days, by plead- 
ing that he was not bound thereby, and by denying that he had 
failed to comply therewith, held, provision would be treated as 
admitted fact.—Ibid. 

Failure to Make Claim Affirmative Defense: 

Under Missouri law, defense of telegraph company, based 
on plaintiff’s failure to comply with provisions requiring claim 
to be made within 60 days after delivery of message, is affirm- 
ative defense, which must be proved by party pleading it.—Ibid. 
Interstate Messages Constitute “Interstate Commerce”: 

Interstate messages constitute “interstate commerce,” and 
contract between sender and company is subject to federal law 
and decisions.—Ibid. 

Stipulations Based on Rate or Classification Relative to Inter- 
state Messages Binding: 

Under Act Cong. June 18, 1910, Section 7 (U. S. Comp. St., 
Section 8563a) stipulations based on a particular rate or classi- 
fication made by a telegraph company relative to interstate 
messages have binding effect of law which neither company nor 
its patrons may depart from.—lIbid. 

Provision Affecting Claims for Damages Cannot Be Waived: 

Under federal law, uniform provision affecting interstate 
messages requiring claims for damages for error in transmis- 
sion to be made within 60 days cannot be waived by either com- 
pany or patron, and compliance with such provision is part of 
plaintiff's case which must be established to fasten liability on 
defendant company.—Ibid. 

Measure of Damages for Error in Transmission of Messages 

Stated: 

Measure of damages for error in transmission of interstate 
message, with result that recipient shipped live stock other than 
that ordered by sender of message, held difference between what 
shipper paid for stock and reasonable market value at point of 
destination, or nearest market, plus a reasonable amount for his 
time and expense in buying, shipping, and disposing of such 
stock, not to exceed limitation on liability contained in contract 
with company.—Ibid. 

Evidence Insufficient to Show Damage in Transmission of Mes- 
sage Over Wrong Signature: 

(Court of Civil Appeals of Texas, Austin.) In action against 
telegraph company for loss claimed due to transmission of 
message of credit over bank’s name, while only authorized by 
cashier of bank personally, evidence tending to show credit would 
have been extended whether signed by cashier personally or 
by bank held to negative damage resulting from change, and 
therefore to preclude recovery.—Young et al vs. San Antonio 
Brewing Ass’n., 275 S. W. Rep. 620. 


Shipping Decisions 


Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National R: 
System, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 





Change of Conditions May Effect Cancellation: 

(Circuit Court of Appeals, Second Circuit.) Where parties 
enter into a contract on the assumption that some particular 
thing essential to its performance will continue to exist and be 
available for that purpose, and neither agrees to be responsible 
for its continued existence and availability, the contract must 
be regarded as subject to the implied condition that if, before 
the time for performance, and without the default of either 
party, the particular thing ceases to exist or be available for the 
purpose, the contract shall be dissolved and the parties excused 
from performing it.—Israel et al. vs. Luckenbach S. S. Co., Inc., 
6 Federal Rep., 2nd Seres, 996. 

Cancellation of Freight Contract by Steamship Company Held 

Justified by War Conditions: 

Under a contract of affreightment made in war time, con- 
ditioned on the continuance of the steamship company’s service 
and the sailing of its steamers, and providing that, if any time 
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in its judgment conditions of war made it unsafe or imprudent 
for its vessels to sail, it might cancel the contract, the loss of 
some of its vessels sunk by the enemy and the requisition of 
the remainder by the government, leaving it none available for 
the service, held to justify its cancellation of the contract.—Ibid, 









Miscellaneous Decisions 
Traffic Cases Recently Decided by State and Federal Courts 
(Digests taken from R: and mnecete of National Reporter 


System, published by West Puli Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 





REGULATION OF COMMON CARRIERS 


On Error to Order of Public Utilities Commission, Supreme 
Court Will Determine Whether Fact Finding is Supported by 
Evidence: 

(Supreme Court of Ohio.) Upon an error proceeding filed 
in this court to am order of the Public Utilities Commission, the 
Supreme Court will examine the record with a view to determin. 
ing whether the findings of fact made by the Commission are 
reasonably supported by the evidence adduced at the hearing — 
Cincinnati Traction Co. vs. Public Utilities Commission of Ohio, 
148 N. E. Rep. 921. 

What Evidence in Application of Motor Bus Company for Cer. 
tificate of Public Convenience and Necessity to Compete 
Along Route Served by Two Other Bus Linés, Interurban 
Line and Two Steam Railroads Must Show, Stated: 

In order to authorize the Public Utilities Commission to 
grant a motor bus company a certificate of public convenience 
and necessity, authorizing the motor bus company to operate 
its line and to serve the public with local service along a route 
already served by two other motor bus lines, by an interurban 
railroad, and by two steam railroads furnishing numerous trains 
and commuting service, it must appear as a reasonable con- 
clusion from the evidence that such bus companies, the street 
railroad company and the steam railroads are not rendering 
adequate and convenient service, and that the operation of the 
third motor bus line can eliminate such inadequacy and incon- 
venience.— Ibid. 

Coal Exchange, Organized by Tidewater Shippers, Held Not Con- 
signee Liable for Demurrage: 

(Special Court of Appeals of Virginia.) Coal exchange, 
voluntarily organized by tidewater shippers to keep records of 
cars to credit of various members in each pool, and give orders, 
through its general manager, to carrier, to dump equivalent of 
coal received by each into vessel berthed to receive and transport 
coal of such consignee, held not consignee liable for demurrage. 
—James et al. vs. Norfolk & W. Ry. Co., 129 S. E. Rep. 321. 
Demurrage Under Tariff Provisions Legal, Though Substitutions 

of Cars Made by Authority of Agreement Among Tidewater 

Shippers: 

Demurrage charges assessed under tariff provisions from 
end of free time until coal was ordered out by tidewater shipper 
held legal, though certain substitutions of cars among members 
of coal exchange were made by authority of exchange agreement; 
no special service being given shippers into pool, nor any dis- 
crimination made against other shippers in violation of Inter- 


re aaa Act, Section 6 (U. S. Comp. St., Section 8569) 
—Ibid. 


“Demurrage” Defined: 


“Demurrage” is charge against consignee for detention of 
cars.—Ibid. 


LONGER RAILS TO BE USED 


“As a further step to bring about increased economy in the 
operation of the railroads, new specifications have been approved 
by the American Railway Association by which the length of 
rails is to be increased to 39 feet,” the association says. This 
means an increase of 6 feet over the rail in present use although 
the weight per yard will continue to be the same.” Continuing, 
the association says: 


By making an increase in the length of the rail, there will be 4 
marked saving to the railroads in not only the cost of installation of 
new rail but also in the maintenance of the railroad track. This 
increase in the length of the rail from 33 feet to 39 feet means & 
reduction of 16 per cent in the number of rail joints while it also 
will mean a saving of about one-sixth of the total amount of expen 
diture required for bolts, nuts, joint bars and spring washers used in 
connecting rails together. It is estimated that fifty cents out of eac 
dollar spent for track maintenance goes for maintenance of joints, 
ties and ballast under the point where two rails are joined together. 
This increase in the length of the rail, therefore, will mean a saving 
of about 16 per cent in such expenditures as there will be fewer joints. 

Surveys have shown that a large number of the breaks and the 
greatest wear and deterioration in rails occur at the point whers 
they are joined together so that by increasing the length of the r@ 
and reducing the number of such points, the chances for accident oe 
to broken rails are reduced. In addition, cars passing over a trac 
constructed of longer rails will move more smoothly than over in 
track where shorter rails are used which will result in a saving 9 
the wear and tear on railway equipment. 
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; Or co e 
i New York—California 
—? 5 Fastest Service by Sea 
| 1 days Passenger and Freight 
Itinerary: New York — Havana — Panama Canal— 
Balboa — San Diego (Westbound) — Los Angeles — San 
Francisco. 
Through Bills of Lading to or from other Pacific Coast 
ports; also European, West Indian, Canadian, Hawaiian, 
= | Far Eastern and Australian ports. 


Passengers’ automobiles accepted uncrated as baggage 
at moderate charge. All steamers equipped for refriger- 

reme ator cargo. 

d by © SP O " Ss I OCKS Proposed Sailing Dates 


Westbound frem New York Eastbound from San Francisce—Les Angeles 
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ae are ready for immediate delivery and S'S. Mongolia,” Des.24 8:3. Manchuria, Jan. 2 Jan. 4 
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_ MAY WE SERVE YOU ? 
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— CALIFORNIA TRUCK COMPANY 
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f the Pier 61 North River, N. Y. C. 1 Broadway, N. Y. C. 
end THE DISTRIBUTING CENTER (W. 28rd St.) Tel. Cheisea 6760 Tel. Bowling Green 8800 
; of the Chicago, 827 So. La Salle St. Boston, 84 State Street 
Philadelphia, Bourse Bldg. Baltimore, Chamber of Commerce Bidg. 
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THE CANDLER WAREHOUSES 


Forty acres of re-inforced concrete fireproof warehouses, automatically sprinklered, lowest insurance rates, 
possessing every modern facility for receiving, storing, distributing and forwarding Merchandise. Two 
Saving and one-half miles track facilities, connecting with eight trunk line railways. 


"et POOL CAR DISTRIBUTION 


nt due WE INVITE STORAGE OF ALL KINDS OF GENERAL MERCHANDISE 


over 8 SOUTHEASTERN COMPRESS & WAREHOUSE COMPANY, “puipinc” Atlanta, Georgia 
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RAILROAD OPERATING RESULTS 


“Despite the fact that freight traffic, measured by the 
number of cars loaded with revenue freight, has been the 
greatest this year for any similar period on record, Class I 
railroads during the first nine months in 1925 earned less than 
five per cent on their property value,” says the Bureau of 
Railway Economics in its monthly review of railway earnings. 

“The rate of return for the first nine months of 1925, based 
on property investment, according to reports filed with the 
Bureau of Railway Economics by Class I carriers representing 
a total mileage of 236,635 miles, was 4.77 per cent. 


“The net operating income of the Class I roads for the nine 
months period amounted to $797,347,520 compared with 
$679,445,117 during the same period last year. This increase in 
net earnings resulted from the increased efficiency and economy 
in the operation of the railroads, largely made possible by the 
additional capital expenditures of the past three years. 

“Gross ‘operating revenues for the nine months period in 
1925 amounted to $4,538,461,444 compared with $4,403,724,081 
during the corresponding period in 1924. Operating expenses 
totaled $3,398,739,554 compared with $3,399,831,013 during the 
first nine months in 1924. 

“For the month of September, Class I railroads had a net 
operating income of $134,584,616, which is at the annual rate 
of return of 5.42 per cent on property investment. 

“Net operating income is what is left after the payment 
of operating expenses, taxes and equipment rentals, but before 
interest and other fixed charges are paid. 

“Gross operating revenues of the Class I railroads in Sep- 
tember totaled $565,451,808, compared with $541,046,829 during 
the same month last year. Operating expenses. totaled 
$388,096,129 compared with $381,791,851 during the same month 
last year. 

“Expenditures for maintenance of equipment in September 
amounted to $104,474,723. Locomotives in need of repair on 
October 1 this year totaled 10,643 or 16.7 per cent compared 
with 11,329 or 17.6 per cent on the same date last year, while 
freight cars in need of repair totaled 179,571 or 7.7 per cent 
compared with 206,044 or 8.9 per cent one year ago. 

“Twelve Class I railroads operated at a loss during the 
month of September, of which seven were in the Eastern district 
and five in the Western district.” 


BIG ROAD FIGURES 


Class I railroads having annual operating revenues above 
$25,000,000 had an aggregate net railway operating income in 
September of $113,475,501, as compared with $100,890,176 in Sep- 
tember, 1924, and $670,444,845 in the nine months ended with 
September, as compared with $582,218,022 for the same period 
of 1924, according to compilations from carriers’ reports by the 
Bureau of Statistics of the Commission. The detailed figures for 
September follow: 


Net Oper- 

railway ating 

Operating Operating operating ratio 

Total—Roads reported: revenues expenses income % 
1925 $478,511,712 $329,089,183 $113,475,501 68.8 


1924 458,757,420 


323,647,828 
New BEngland Region: 


100,890,176 70.5 


Boston & Maine— 
1925 7,041,357 5,121,677 1,410,240 172.7 
1924 6,734,041 5,155,182 1,072,747 76.6 
New; York, New Haven & Hartford— 
1925 11,626,695 8,281,632 2,405,771 71.2 
1924 10, 722,647 8,003,852 1,910,053 74.6 
Great Lakes Region: 
Delaware & Hudson— 
1925 3,373,168 2,748,400 523,999 81.5 
1924 4,006,813 2,822,661 1,130,066 70.4 
Delaware, Lackawanna & Western System— 
1925 6,154,704 4,916,098 815,213 79.9 
1924 7,331,638 5,272,326 1,513,997 71.9 
Erie (including Cheapo & Erie)— 
925 10,306,830 7,342,962 2,446,813 71.2 
1938 10,985,902 8,176,672 2,199,561 74.4 
Lehigh Valley— 
1925 5,572,689 4,684,799 585,403 84.1 
1924 6,460,696 5,002,825 1,083,118 177.4 
Michigan Central— 
1925 8,297,265 5,096,005 2,569,379 61.4 
1924 7, 429, 070 4, 934,273 1,959,354 66.4 
New York Central (including Boston & Albany — 
1925 34,482,062 24,312,024 7,702,971. 70.5 
1924 32, 456,170 23, 500, 446 6,798,860 72.4 
New York, Chicago & St. Louis— 
1925 4,808,329 3,190,370 1,224,929 66.3 
1924 4,640,248 3,292,058 1,064,281 70.9 
Pere Marquette— 
1925 3,972,098 2,667,366 996,585 67.2 
1924 3,666,267 2,578,012 785,824 70.3 
Pittsburgh & Lake Erie— 
1925 2,618,559 2,144,961 662,828 81.9 
1924 2,416,310 2,054,435 596,703 85.0 
Wabash— 
1925 5,997,619 4,251,669 1,201,105 70.9 
1924 5,811,303 4,069,642 1,254,185 70.0 
Central Eastern Region: : 
Baltimore & Ohio— 
1925 21,502,631 15,291,455 4,803,054 71.1 
1934 19,355,865° ~~ 13,892,774 4,268,449 71.8 
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Central of New Jersey— 
1925 4,423,109 3,272,281 728,361 74.0 
1924 4,986, 338 2,815,373 1,614,401 56.5 
Chicago & Eastern Illinois— 
1925 2,292,411 1,787,240 323,114 78.0 
1924 2, 209, 567 1,796,053 337,768 78.5 
Cleveland, Cincinnati, Chicago & St. Louis— 
1925 8,248,569 5,706,364 2,022,121 69.2 
iB 1924 8, 158, 352 5,510,127 2,105,213 67.5 
Elgin, Joliet & Eastern— 
1925 2,054,216 1,317,219 459,140 64.1 
1924 1,630,439 1,055,467 306,260 64.7 
Long Island— 
1925 3,459,545 2,215,813 886,893 64.0 
1924 3,361,415 2,147,390 742,546 63.9 
Pennsylvania— 
1925 60,031,150 43,850,390 11,390,479 73.0 
1924 56,664,502 43,721,945 8,343,392 77.2 
Reading— 
1925 7,138,847 5,315,658 1,663,784 74.5 
1924 7,883,164 5,443,229 2,241,063 69.0 
Pocahontas Region: 
Chesapeake & Ohio— 
1925 11,045,280 8,051,307 2,908,489 72.9 
1924 9,785,599 7,652,077 1,876,492 78.2 
Norfolk & Western— 
1925 10,133,044 5,916,925 3,668,624 58.4 
1924 7,920,026 5,524,388 2,023,220 69.8 
Southern Region: 
Atlantic Coast Line— 
1925 7,642,841 5,247,918 1,752,111 68.7 
1924 5,667,825 4,645,031 669,632 82.0 
Central of Georgia— 
1025 2,844,716 1,940,650 670,178 68.1 
1924 2,265,391 1,701,002 447,198 75.1 
Illinois Central— 
1925 13,200,825 9,981,555 2,243,756 75.6 
1924 13,029,025 9,773,470 2,166,742 75.0 
Louisville & Nashville— 
1925 12,594,939 9,231,259 2,825,818 73.3 
1924 11,740,878 8,162,072 2,862,732 69.5 
Seaboard Air Line— 
1925 5,489,334 3,991,031 1,089,561 72.7 
1924 3,987,776 3,197,538 658,085 80.2 
Southern— 
1925 13,411,557 8,570,511 3,887,349 63.9 
1924 12, 089, 444 8,222,522 3,122,676 68.0 
Yazoo & aie Valley— 
1925 2,475,092 1,582,541 703,577 63.9 
1924 2, 035,920 1,402,749 492,461 68.9 
Northwestern Region: 
Chicago & North Western— 
1925 14,449,080 10,292,127 3,109,273 71.2 
1924 14,631,856 10,665,150 2 693,823 72.9 
Chicago, Milwaukee & St. Paul— 
1925 16,123,515 11,302,836 3,428,072 70.1 
1924 15,127,381 10,824,801 3,024,940 71.6 
Chicago, St. Paul, Minneapolis & Omaha— 
1925 2,631,179 1,915,116 471,013 72.8 
1924 2,878,050 1,987,652 601,103 69.1 
Great Northern— 
1925 13,120,361 7,462,345 4,334,355 56.9 
1924 11, 304,197 6, 947,691 3,082,268 61.5 
Minneapolis, St. a & Sault Ste. Marie— 
1925 ,849,741 3,394,379 1,981,059 58.0 
1924 4, 769, 536 3, 258, 929 1,056,310 68.3 
Northern Pacific— 
1925 10,709,321 6,305,748 3,703,098 58.9 
a 9, 176,637 5, 390, "466 2,732,190 64.2 
Cnr & — "Navigation Co. 
1925 3,000,004 2,088,781 604,654 69.6 
1924 2'574,307 1,905,309 372,907 74.0 
Central Western Region: 
Atchison, Topeka & Santa Fe— 
1925 17,822,601 11,191,929 5,021,643 62.8 
1924 19,204,783 11,912,310 5,441,172 62.0 
Chicago & Alton— 
1925 2,754,192 2,001,824 478,510 72.7 
Lome | 2, 808, ‘470 2,091,644 524,709 74.6 
Chicago, i 2 Quince as 
1925 if *979, 243 9,878,044 3,614,587 65.9 
1924 15,717,314 10,841,590 3,649,631 69.0 
Chicago, Rock Island & Pacific— 
1925 11,286,746 8,025,231 2,299,917 71.1 
1924 11,883,883 8,193,729 2,682,183 69.0 
Denver & Rio Grande Western— 
1925 3,463,894 2,412,878 885,451 69.7 
1924 3,459,364 2,723,439 569,178 78.7 
Oregon Short Line— 
pone 3,910,160 2,306,739 1,260,983 59.0 
1924 3, 379,228 2,238,672 767,972 66.2 
Southern Pacific oe System)— 
1925 20,744,124 12,562,584 5,742,980 60.6 
1924 19, 404,954 12,334,239 4,949,517 63.6 
Union Pacific— 
1925 12,290,704 6,746,360 4,580,743 54.9 
1924 12,753,494 6,975,076 4,676,561 54.7 
Southwestern Region: 
Galveston, Harrisburg & San Antonio— 
1925 2,699,208 1,970,715 568,572 73.0 
1924 3, 411,733 2,144,769 1,117,395 62.9 
Gulf, Colorado & Santa Fe— 
1925 2,459,432 1,634,766 637,029 66.5 
1924 3, 100, 543 1,744,411 1,188,309 56.3 
Missouri-Kansas-Texas— 
1925 3,143,340 2,046,658 908,464 65.1 
1924 3,258,882 2,192,235 778,800 67.3 
Missouri-Kansas-Texas of Texas— 
19 1,867,439 1,399,587 225,313 py 
1924 2 304,385 1,442,803 646,455 62. 
Missouri Pacific— 8 
1925 11,577,707 8,658,388 1,988,876 48 
1924 11,300,819 8,659,381 1,724,202 76. 
St. Louis-San. Francisco— 9 
1925 8,111,961 5,291,236 2,174,338 ye 
1924 7,823,713 5,167,191 2,180,547 66. 
Texas & Pacific— 6.3 
192 3,278,279 2,172,832 884,926 ee 
1924 2,977,260 1,980,742 782,925 66. 
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This container won't chip or split 
You can use it over and over again 


Because of the unique wood from which it is made and the un- 
usual method of construction, you can use the Balsa Box over 
and over again. Many of the boxes now in use have made over 
a hundred trips. 


They are thick, they are strong; they insulate against heat and 
cold and are the newest and most practical container for shipping 
perishable and semi-perishable goods. 






Write to the office nearest you and let one of our 
traffic experts explain the merits of this box as 
it applies to your business. You'll save money 
shipping the Balsa Box way. 


THE FLEISCHMANN TRANSPORTATION COMPANY 


Balsa Box Department 
New York: 699 Washington Street Chicago: 327 So. La Salle Street 
Baltimore Boston Buffalo Cincinnati Langdon, D.C. Peekskill, N.Y. San Francisco Seattle 
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The OPEN DOOR 
to FAST FREIGHT SERVICE 
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PEORIA is located half-way between Chicago and St. Louis, and, Transfers of traffic at Peoria between the 16-line- 
haul carriers are made within a few hours by the use of tle facilities of the Peoria and Pekin Union, instead of 
—.. eH longer period required in some of the larger and congested terminals. 
A being a rate-breaking point as well as a terminal point, has a considerable advantage ov ther cities in 
the mid-west in the matter of freight rates and transportation service. ’ wali 
INQUIRIES 


uctren PEORIA & PEKIN UNION RY. CO., Union Station, PEORIA, ILL. 
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Figures for the nine months ended with September follow: 


Operating Operating 
Total Roads reported: revenues expenses 
1925 3,833,647,235 2,879,462,832 
1924 3,725,917,913 2,875,413,415 
New England Region: 
Boston & Maine— 
1925 59,211,222 46,527,004 
1924 58,371,641 47,967,195 
New York, New = & Hartford— 
1925 97,889,839 72,791,909 
1924 94, 829,587 73,441,063 
Great Lakes Region: 
Delaware & Hudson— 
1925 34,417,879 26,605,133 
1924 33,720,840 27,460,285 
Delaware, Lackawanna & Western System— 
1925 65,165,370 47,972,832 
1924 64,213,204 48,308,643 
Erie (including 7 & Erie)— 
1925 89,807,132 70,316,056 
1924 88,976,487 72,374,225 
Lehigh Valley— 
1925 58,387,171 43,606,559 
1924 56,709,343 45,143,623 
Michigan Central— 
1925 68,140,666 45,893,831 
1924 66,008,646 46,532,664 


Net 
railway 


Oper- 
ating 


operating ratio 


income 


670,444,845 
582,218,022 


8,247,211 
6,146,620 
16,813,488 
13,884,220 
6,988,422 
5,636,569 


12,203,147 
11,462,826 


13,755,570 
11,909,048 


10,852,411 
8,683,935 


17,797,906 
14,536,984 


New York banaue {including Boston & Albany)— 


925 284,315,883 210,615,380 
i924 275,619,249 207,275,904 
New York, Chicago & St. Louis— 
1925 40,333,391 29,032,451 
1924 40,038,339 30,464,013 
Pere Marquette— 
1925 30,690,893 22,694,586 
1924 30,930,970 23,319,479 
Pittsburgh & Lake Erie— 
1925 23,836,690 19,187,855 
1924 23,553,057 19,100,963 
Wabash— 
1925 50,904,532 38,475,855 
1924 48,398,913 37,525,804 
Central Eastern Region: 
Baltimore & Ohio— 
1925 172,750,521 131,860,490 
1924 166,061,292 128,341,899 
Central of New Jersey— 
1925 42,978,093 31,203,821 
1924 41,632,733 30,892,037 
Chicago & Eastern Illinois— 
1925 19,088,875 16,182,555 
1924 19,171,980 16,751,690 
Cleveland, Cincinnati, Chicago & St. Louis— 
1925 67,643,599 49,259,046 
1924 64,826,609 49,790,710 
Elgin, Joliet & Eastern— 
1925 18,856,769 13,028,758 
1924 15,933,068 11,579,178 
Long Island— 
1925 28,503,973 19,984,209 
1924 26,930,827 19,817,807 
Pennsylvania— 
1925 494,468,246 388,274,710 
1924 480,944,250 383,233,228 
Reading— 
1925 69,778,399 52,048,315 
1924 68,319,498 52,515,785 
Pocahontas Region: 
Chesapeake & Ohio— 
1925 89,586,525 65,474,795 
1924 80,114,978 61,079,193 
Norfolk & Western— 
1925 76,197,924 50,257,671 
1924 68,398,581 51,756,938 
Southern Region: 
Atlantic Coast Line— 
1925 67,865,427 46,769,477 
1924 60,993,066 44,964,615 
Central of Georgia— 
1925 22,040,822 16,888,416 
1924 19,907,510 15,662,765 
Illinois Central— 
1925 111,483,430 86,118,519 
1924 112,361,443 87,479,189 
Louisville & Nashville— 
1925 104,167,442 80,345,777 
1924 99,257,548 79,826,223 
Seaboard Air Line— 
1925 44,985,235 33,742,471 
1924 39,046,908 30,392,220 
Southern— 
ue 109,124,770 77,313,651 
924 105, 022, 088 77,466,260 
Yazoo & Mississippl Valley— 
925 17,490,217 12,568,307 
i924 15, 487, 901 11,666,989 
Northwestern Region: 
Chicago & North Western— 
1925 109,300,158 85,151,796 
1924 111,426,279 91,180,678 
Chicago, Milwaukee & St. Paul— 
1925 118,391,528 97,764,480 
1924 115,353,595 94,666,528 
Chicago, St. Paul, Minneapolis & Omaha— 
1925 19,909,647 15,971,155 
1924 20, 564, "648 16,765,915 
Great Northern— 
1925 80,837,814 56,852,938 
1924 75,027,928 55,619,974 
Minneapolis, St. Paul & Sault Ste. Marie— 
1925 35,987,968 26,916,105 
1924 33,331,198 27,348,411 
Northern Pacific— 
1925 69,582,737 53,158,465 
1924 66,715,985 53,188,961 


51,916,990 
48,378,625 


7,841,873 
6,331,012 


5,762,551 
4,931,383 


6,333,998 
6,038,473 


7,733,898 
6,260,267 


29,659,522 
27,728,017 


7,280,074 
6,547,825 


1,054,811 
823,740 


13,268,536 
10,090,870 


3,190,261 
2,188,358 


5,674,783 
3,933,782 


71,065,577 
60,282,708 


15,563,488 
13,827,518 


21,977,631 
16,784,840 


22,009,216 
12,320,019 
15,087,470 
11,551,279 


3,718,410 
3,184,812 


17,596,772 
18,156,448 


19,170,869 
15,193,898 


7,747,406 
6,553,134 


24,544,319 
20,719,182 


3,378,933 
2,646,878 
15,631,170 
11,699,028 


9,631,510 
10,324,216 


2,259,290 
2,115,402 


16,410,319 
12,407,460 


5,876,254 
3,129,830 


12,589,584 
10,409,359 


75.1 
77.2 


“353 00-1 
bo 90 


iad 1a 
mim bom 


81.4 


73.6 
75.2 


78.3 
81.3 


74.7 
79.6 


67.4 
70.5 


74.1 
75.2 


72.0 
76.1 


73.9 
75.4 


80.5 
81.1 


75.6 
77.5 


76.3 
77.3 


72.6 
74.2 


84.8 
87.4 


72.8 
76.8 


69.1 
72.7 


70.1 
73.6 


78.5 
79.7 


74.6 
76.9 


77.9 
81.8 


82.6 
82.1 


80.2 
81.5 


70.3 
74.1 


74.8 
82.1 


76.4 
79.7 
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eee R. R. & Navigation Co.— 


925 20,340,592 16,719,107 1,237,622 82.2 
1924 21,339,176 17,017,793 1,904,752 79.7 
Central Western Region: 
Atchison, Topeka & Santa Fe— 
1925 140,025,384 101,499,650 27,288,026 72.5 
1024 140,015,043  106,383.267 23,914,750 76.0 
Chicago & Alton— 
1925 22,622,654 17,223,668 3,132,099 76.1 
1924 22, "819, 546 17,667,910 3,377,018 77.4 
Chicago, Burlington & Quincy— 
1925 115,933,612 86,113,860 19,431,360 74.3 
1924 119, 121, 618 88,575,314 20,317,615 74.4 
Chicago, Rock Island & Pacific— 
1925 91,564,003 72,229,645 10,618,442 78.9 
1924 91, 215, 129 72,526,505 9,887,829 79.5 
Denver & Rio Grande Western— 
925 23,744,938 18,016,688 4,524,582 75.9 
1924 23,683,886 20,439,720 2,214,388 86.3 
Oregon Short Line— 
1925 24,376,136 18,535,503 3,239,404 76.0 
1924 25, 135, 851 19,370,913 3,312,749 75.3 
Southern Pacific Gaatte System) — 
1925 154,103,496 112,404,840 26,875,334 72.9 
1924 154, 010, 464 108,913,036 29,823,394 70.7 
Union Pacific— 
1925 76,212,311 51,686,057 17,934,399 67.8 
1924 80,590,842 55,005,638 18,087,659 68.3 
Southwestern Region: 
Galveston, Harrisburg & San Antonio— 
1925 21,686,301 18,100,856 2,171,719 83.5 
1924 24,636,252 19,413,349 3,763,506 78.8 
Gulf, Colorado & ae* Fe— 
20,809,501 16,417,719 2,448,300 78.9 
1922 19, 868, 749 16,125,595 2,236,408 81.2 
Missouri-Kansas-Texas— 
1925 25,866,064 16,337,776 7,951,023 63.2 
1924 24, 559, 288 16,943,501 6,136,594 69.0 
Missouri-Kansas-Texas of Texas— 
1925 15,749,249 12,633,809 844,516 80.2 
1924 25, 248, "401 11,437,948 1,906,452 75.2 
Missouri Pacific— 
1925 96,123,780 75,906,222 12,439,355 79.0 
1924 88,925,607 71,723,352 10,738,381 80.7 
St. Louis-San Francisco— 
1925 65,544,063 45,593,719 15,963,425 69.6 
1924 62,105,865 44,311,440 14,482,951 71.3 
Texas & Pacific— 
1925 24,824,364 19,188,335 3,711,569 177.3 
1924 23,842,007 18,657,080 3,295,011 78.3 


CAR SURPLUS AND SHORTAGE 


The average daily surplus of freight cars in the period Oc- 
tober 23-31, inclusive, was 111,619 cars, as compared with 122,597 
cars in the preceding period, while the average daily shortage 
was 2,957 cars, as compared with 3,820 cars in the preceding 
period, according to the car service division of the American 
Railway Association. 

The surplus was made up as follows: Box, 48,120; ventilat- 
ed box, 110; auto and furniture, 1,272; total box, 49,502; fiat, 
5,039; gondola, 14,184; hopper, 28,765; total coal, 42,949; coke, 
917; S. D. stock, 9,204; D. D. stock, 1,754; refrigerator, 1,545; 
tank, 36; miscellaneous, 673; total, 111,619. 

The shortage was made up by 135 box, 18 auto and furniture, 
11 flat, 417 gondola, 78 hopper, and 2,298 refrigerator cars. 

Canadian roads reported a surplus of 10,000 box, 900 flat, 
1,200 S. D. stock and 20 miscellaneous cars. 


LOCATION OF CARS 


The percentage of home cars on home roads, Class I, as of 
October 15, was 61.2, according to the semi-monthly bulletin of 
the car service division of the American Railway Association. 
By classes of equipment the percentages were as follows: Box, 
49.1; refrigerator, 58.4; coal and coke, 69.3; stock, 83.5; fiat, 
78.1; others, 93.6. By districts the percentages for all classes 
of equipment were as follows: THastern, 49.8; Allegheny, 68.5; 
Pocahontas, 55; Southern, 56.8; Western, 67.5. 

The semi-monthly bulletin of percentages of freight cars on 
line to ownership, as of October 15, shows the following: East- 
ern district, 93.2, as against 91.2 a year ago; Allegheny, 100.8, as 
against 105.5 a year ago; Pocahontas, 73.6, as against 81.1 a year 
ago; Southern, 107.1, as against 94.2 a year ago; Western, 100.4, 
as against 104.2 a year ago; all districts, 98.3, as against 98.8 a 
year ago; Canadian roads, 93.1, as against 91.4 a year ago. 


REVENUE FREIGHT LOADING 


“For the fifteenth week this year, loading of revenue freight 
the week ended October 31, exceeded one million cars,” says the 
car service division of the American Railway Association. “The 
total for the week was 1,091,273 cars. 

“This was an increase of 17,899 cars above the corresponding 
week last year and an increase of 55,424 cars above the corre: 
sponding week in 1923. It also was a substantial increase over 
the corresponding weeks in 1920, 192% and 1922. 

“Compared with the preceding week this year, however, the 
total for the week ended October 31 was a decrease of 30,186 
cars due to decreases in the loading of all commodities, except 
coal and coke which showed increases.” 

Revenue freight loading by districts the week ended October 
31, and for the corresponding period of 1924, was reported as 
follows: 


Eastern district: Grain and grain products, 9,985 and 12,298; live 
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The Cincinnati, Indianapolis and Western Railroad 


LINE FROM 


CINCINNATI, __ 
INDIANAPOLIS AND 


WESTERN RAILROAD 
AND CONNECTIONS 





Through St. Louis, Peoria, Chicago and connections it reaches the Southwest, West and Northwestern territories, and is a natural 


intermediate line on through traffic between the East and West, North and South. 


condition assures efficient handling of traffic. 


The thorough co-ordination existing between the traffic and operating departments coupled with motive power of high class and 


FAST FREIGHT schedules are uniformly maintained between Springfield, Decatur, Tuscola, Hume, Metcalf, West Dana, Hillsdale, 


Brazil, Guion, Roachdale, Indianapolis, Rushville, Connersville, Cottage Grove, Hamilton, Cincinnati, and all points on its line and 
beyond these junctions in Central Freight Association and New York, Boston, Albany, Philadelphia, Syracuse, Baltimore, Rochester, 
Norfolk, Richmond and all Eastern, Southern and Southeastern points. 


101 Marietta St., Room 806, Atlanta, Ga. 
436 Marquette Bldg., Chicago, IIL 
205 Neave Bldg., Cincinnati, Ohio 


Fast Freight Service in connection with all Fast Freight Lines Routes. 


For information as to Rates, Routes, Service, etc., address C. L. & W. R. R. Representatives at any of the following points: 


740 Railway Exchange, Kansas City, Mo. 280 Broadway, New York, N. Y. 


—— 


| 
| 


a 7 


= 


620 Park Bldg., Pittsburgh, Pa. 


730 Central Bldg., Los Angeles, Calif. 
41 Porter Bldg., Memphis, Tenn. 
605 Metropolitan Life Bldg., Minneapolis, Minn. 4448 White Bldg., Seattle, Wash. 


980 Arcade Bidg., St. Louis, Mo. 
773 Monadnock Bldg., San Francisco, Calif. 


330 Reisch Bldg., Springfield, Ill. 
419 Ohio Bldg., Toledo, Ohio 


J. A. SIMMONS, General Traffic Manager, C. lL. & W. BR. R. Building, Indianapolis, Ind. R. B. Kinkaid, General Freight Agent. 


Merchandise Distribution” 


FREIGHT FORWARDERS 


City Delivery Service Twice Daily to all Parts 
C } 7 Y of Greater Kansas City 
OF AMERICA Consolidated Car Service With Free Store Door Delivery 


MO. 


Transfer & Storage Company 


228-236 West 4th Street 


Located in the Heart of the Wholesale District 
Low Insurance Rates Modern Warehouses 
Prompt and Efficient Service 


CHAMBER OF COMMERCE OF THE U. S. 
MEMBERS | CHAMBER OF COMMERCE OF KANSAS CITY 

AMERICAN CHAIN OF WAREHOUSES 

TRAFFIC CLUB OF KANSAS CITY, MISSOURI 


New York Representative Chicago Representative 
O. V. HUKILL, 415 Greenwich Street P. F. CASSIDY, 203 S. Dearborn Street 


Write Us for Information and Rates 


RESPONSIBLE RELIABLE REASONABLE 


Most Complete and Up-to-Date System of 


Stock Records and Reports. 
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stock, 3,759 and 3,621; coal, 33,528 and 43,191; coke, 4,174 and 2,611; 
forest products, 5,193 and 6,281; ore, 4,175 and 2,822; merchandise, L. 
Cc. L., 75,574 and 71,875; miscellaneous, 110,589 and 106,499; total, 1925, 
246,977; 1924, 249,198; 1923, 243,515. —— a 6.359: 13 

Allegheny district: Grain and grain products, 3,458 an J ; live 
stock 2980 ‘and 3,209; coal, 46,257 and 44,424; coke, 7,109 and 4,356; 
forest products, 3,113 and 3,408; ore, 8,882 and 17,559; merchandise, 
L. C. L., 56,374 and 54,632; So. 85,578 and 85,482; total, 1925, 
213,751; 1924, 208,429; 1923, 205,609. 

Pocahontas district: Grain and grain products, 233 and 240; live 
stock, 217 and 343; coal, 44,509 and 36,584; coke, 681 and 301; forest 
preducts, 1,815 and 1,541; ore, 88 and 63; merchandise, L. C. L., 7,472 
and 7,474; miscellaneous, 4,658 and 5,411; total, 1925, 59,673; 1924, 
51,957; 1923, 42,725. 

Scuthern district: Grain and grain products, 4,224 and 3,965; live 
stock, 2,329 and 2,713; coal, 27,640 and 24,720; coke, 1,126 and 948; 
forest products, 21,465 and 23,521; ore, 1,484 and 1,526; merchandise, 
L. G. L., 41,904 and 42,042; miscellaneous, 56,753 and 58,579; total, 
1925, 156,925; 1924, 158,014; 19238, 147,835. 

Northwestern district: Grain and grain products, 14,276 and 19,854; 
live stock, 11,284 and 10,094; coal, 11,137 and 8,429; coke, 1,425 and 
1,095; forest products, 18,524 and 17,376; ore, 18,673 and 20,010; mer- 
chandise, L. C. L., 34,192 and 29,944; miscellaneous, 40,596 and 46,418; 
total, 1925, 150,107; 1924, 153,220; 1923, 155,390. 

Central Western district: Grain and grain products, 11,356 and 
14,871; live stock, 16,634 and 15,943; coal, 24,144 and 18,088; coke, 317 
and 350; forest products, 12,646 and 9,525; ore, 3,724 and 3,102; mer- 
chandise, L. C. L., 39,019 and 37,529; miscellaneous, 77,281 and 71,278; 
total, 1925, 185,121; 1924, 170,686; 1923, 169,564. 

Southwestern district: Grain and grain products, 3,905 and 5,849; 
live stock, 3,344 and 3,562; coal, 7,040 and 6,813; coke, 256 and 180; for- 
est products, 7,449 and 8,855; ore, 492 and 628; merchandise, L. C. L., 
15,022 and 14,376; miscellaneous, 41,211 and 41,607; total, 1925, 78,719; 
1924, 81,870; 1923, 71,211. 

Total, all roads: Grain and grain products, 47,437 and 62,436; live 
stock, 40,547 and 39,485; coal, 194,255 and 182,249; coke, 15,088 and 
9,841; forest products, 70,205 and 70,507; ore, 37,518 and 35,710; mer- 
chandise, L. C. L., 269,557 and 257,872; miscellaneous, 416,666 and 
415,274; total, 1925, 1,091,273; 1924, 1,073,374; 1923, 1,035,849. 


Loading of revenue freight this year compared with the two 
previous years follows: 






1925 1924 1923 

Five weeks in January........ 4,450,993 4,294,270 4,239,379 
Four weeks in February...... 3,619,326 3,631,819 3,414,809 
Four weeks in March.......... 3,694,916 3,661,922 3,662,552 
Four weeks in April... ee 3,721,662 3,498,230 3,764,266 
Five weeks in May..... .. 4,854,720 4,473,729 4,876,893 
Four weeks in June.... . 3,956,011 3,625,182 4,047,603 
Four weeks in July.... -- 3,887,834 3,524,909 3,940,735 
Five weeks in August... .- 5,364,010 4,843,997 5,209,219 
Four weeks in September..... 4,297,453 4,147,885 4,147,783 
Five weeks in October........ 5,537,408 5,455,431 5,348,499 
SOUR. dcicececssenadeeered 43,384,333 41,157,374 42,651,738 


FRUIT AND VEGETABLE SHIPMENTS 


Shipments of 23 fruits and vegetables the week ended No- 
vember 7 totaled 22,694 cars, as compared with 27,143 cars (re- 
vised) the preceding week, according to the weekly statement 
of the Bureau of Agricultural Economics of the Department of 
Agriculture. Shipments were reported as follows: 


Apples, 7,058 cars; cabbage, 1,381 cars; cauliflower, 97 cars; celery, 
674 cars; cucumbers, 13 cars; egg plant, 8 cars; grapefruit, 455 cars; 
grapefruit imports from Cuba and Porto Rico, 163 cars; lettuce, 525 
cars; grapes, 2,922 cars; miscellaneous melons, 46 cars; mixed citrus 
fruits, 387 cars; mixed deciduous fruits, 8 cars; mixed vegetables, 
380 cars; onions, 983 cars; oranges, 499 cars; oranges imported from 
Porto Rico, 94 cars; pears, 121 cars; peppers, 51 cars; spinach, 55 
cars; string beans, 56 cars; sweet potatoes, 458 cars; tomatoes, 284 
cars; potatoes, 6,442 cars. 


PANAMA CANAL REPORT 


For the fiscal year ended June 30, 1925, the net income 
from tolls and other miscellaneous receipts of the Panama 
Canal, grouped under the head of “transit revenue,” was $13,- 
465,924.72, as compared with $16,307,948.50 in 1924, and $10,001,- 
066.50 in 1928, according to the annual report of Governor M. 
L. Walker to the Secretary of War. 

“The Panama Canal did less business during the fiscal year 
1925 than during 1924, a record year,” Governor Walker said. 
“The number of vessels in transit, exclusive of public vessels 
of the United States and others exempt from payment of tolls, 
declined from 5,230 to 4,678, and gross revenue from tolls fell 
from $24,290,963.54 to $21,400,523.51. This decline, which was 
anticipated, was due entirely to the slump in oil shipments from 
California. Slight losses elsewhere were counterbalanced by 
more than equivalent gains. With oil excluded, the 1925 traffic 
shows normal growth over 1924. 

“Cargo in transit, deducting the tanker cargoes ... , 
aggregated 17,933,468 tons in 1925, as compared with 17,081,824 
tons in 1924. There was an increase in traffic over all the 
important trade routes, excepting the intercoastal, in» which 
oil was a principal factor, and from the Atlantic coast to the 
Far East, where the relatively unimportant decline may be 
attributed to disturbed political conditions.” 

In the fiscal year 1925, 1,662 vessels with 9,496,259 tons of 
cargo passed through the canal in the intercoastal traffic of 
the United States, as compared with 2,338 vessels with 13,527,378 
tons of cargo in 1924. In 1925 the intercoastal cargo represented 
39.6 per cent of the total passing through the canal, as compared 
with 50 per cent in 1924. 

Governor Walker said that, at the last session of Congress, 
a bill to provide for the measurement of vessels using the canal, 
which would have made the Panama Canal measurement rules the 


THE TRAFFIC WORLD 


_ November 7 as for the week before. 





Vol. XXXVI, No. 20 


sole standard and abolished the “present cumbersome and vex. 
atious dual system,” passed the House, but was not reported 
from the Senate commerce committee. Continuing, he said: 


Efforts have been made for 10 years to have the Panama Canal 
rules made the sole standard of measurement. Should these rules 
be applied without any change in present toll charges, the result 
would be a _ considerable increase in tolls collected, and_ shipping 
would be subjected to a heavier burden. Realizing the objection to 
this increase, it is proposed that, if the bill adopting the Panama 
Canal rules as the sole basis of measurement becomes a law, the 
President will be asked to issue an executive order reducing the rates 
to $1 per net ton on loaded vessels and 60 cents per net ton on vessels 
in ballast. The general effect upon shipping will be a slight reduc- 
tion in tolls paid, although it is true that some individual ships will 
pay slightly higher tolls than they do now. It is believed that the 
opinion of shipping men, as a whole, if they will inform themselves 
as to what is proposed, will be favorable to the legislation asked. 


LUMBER SHIPMENTS 


Incomplete telegraphic reports received by the National 
Lumber Manufacturers’ Association from the larger softwood 
mills of the country, indicated that the national lumber move- 
ment was approximately of the same volume for the week ended 
Delays in transmission of 
reports made it necessary to omit the mills of the California 
Redwood Association and the California White and Sugar Pine 
Association, reducing the total number of reporting mills to 336. 
Despite the incomplete returns it is significant that they register 
increases in production and shipments, and show only a slight 
decrease in new business as compared with the same period a 
year ago. 

The following table compares the national lumber movement 
as reflected by the reporting mills of seven regional associations 
for the three weeks indicated: 

Corresponding Preceding Wk., 


Past Week Week, 1924 1925 (Revised) 
ME -catckr eee cecewses 336 354 346 
PreGaction § ..ccvccses 218,373,262 212,687,901 228,279,328 
SRIPMONS ..ccccccces 211,582,865 198,596,449 233,783,419 
Orders (New Bus.)... 202,878,052 221,797,680 216,043,779 


The following revised figures compare the lumber movement 
of the seven associations for the first forty-five weeks of 1925 
with the same period of 1924: 


Production Shipments Orders 
BS v.cswunerqcsoucsees 10,885,910,126 10,773,231,227 10,544,715,495 
eres 10,427,935,770 10,357,089,077 10,063,929, 203 


COAL PRODUCTION AND SHIPMENT 


Production of soft coal the week ended October 31 is esti- 
mated by the Bureau of Mines of the Department of Commerce 
at 12,475,000 net tons, a gain of 387,000 tons or 3.2 per cent over 
that of the preceding week. This volume of production has been 
exceeded only once in the present calendar year. Production of 
anthracite is estimated at 18,000 net tons, an increase of 5,000 
tons over the preceding week. 

Cars of coal forwarded over the Hudson to eastern New 
York and New England the week ended October 24 were re 
ported as follows: Bituminous, 3,977 cars; anthracite, 526 cars. 

Tidewater bituminous coal shipments from Hampton Roads 
the week ended October 31 totaled 444,001 net tons, of which 
274,548 tons were for New England delivery. 

Bituminous coal dumped into vessels at Lake Erie ports 
the week ended October 31 totaled 928,165 net tons. No anthra- 
cite was shipped. 


SET C., M. & ST. P. HEARINGS 


The Commission, in No. 17021, investigation of the Chicago, 
Milwaukee & St. Paul Railway Company, November 10, a2- 
nounced that hearings would be begun, in Washington, Novem- 
ber 30, before Commissioner Cox. It said hearings would also 
be held, in the near future, in New York, Chicago and other 
points, the dates for which would be announced later. 


Ever since the institution of the investigation, Commissioner 
Cox, who has had charge of the matter, has been engaged in 
arranging data that has been furnished by those who thought 
that there should be an inquiry into the finances of the com- 
pany, including the causes for the receivership, caused them to 
place before the Commission facts and allegations of fact which 
they thought it should consider. The hearings will afford those 
who have been making representations on the subject an OP 
portunity to submit, formally, what they have informally ex 
hibited to the Commission and afford the Commission an 0» 
portunity to call on the company, its officials and its financiers 
for information on the points raised by the allegations of those 
who have been dissatisfied with the management of the com 
pany. 


MODIFIED PROCEDURE DOCKET 
Commissioner Meyer has suggested placing No. 17550 and 
Sub-No. 1, Manufacturers’ Association of Chicago Heights et al. 
vs. Illinois Central et al., and No. 17485, Eagle Cotton Oil Co. 
vs. Southern et al., upon the modified procedure docket. 
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GENERAL MERCHANDISE STORAGE 


Distribution 


The only modern Merchandise Warehouse fully 


equipped and centrally located in the 
City of Rochester. 


Insurance rate 12 cents per $100.00. 


Located on private siding of the Buffalo, Rochester 


& Pittsburgh Railway, enjoying switching at 
flat Rochester rate with all steam roads. 


B. R. & P. Warehouse, Inc., ®°c*< 


The personnel of the special service 
department of The Traffic Service Cor- 
poration, located in Washington, D. C., 
comprises specialists in the handling 
of rate and traffic problems, who also 
combine a general traffic knowledge 
with that of commerce law. There is 
no better source from which to obtain 
reliable rate and statistical data of 
whatsoever nature for use by com- 
merce attorneys, traffic managers, and 
shippers who contemplate action be- 


fore the Interstate Commerce Com- 
mission. 


The Traffic Service Corporation 


310 Mills Building 
WASHINGTON, D. C. 





P. O. Box 1025 


THE TRAFFIC WORLD 


ROCHESTER, N. Y.|| WEMPHIS, 


TENNESSEE 


The Logical Distribution Center for 


the Entire South, Southwest 
and Southeast 


Home of the Largest Merchandise 
Warehouses in the South 


THE MEMPHIS TERMINAL 


CORPORATION 


Properties covering approximately 200 
acres. 


10 miles standard railroad tracks on the 
property. 


We operate our own switch locomotive 
and connect with the Chicago, Rock Island 
& Pacific R. R., Dlinois Central R. R., Louis- 
ville & Nashville R. R., Missouri Pacific R. R., 
Nashville, Chattanooga & St. Louis R. R., St. 
Louis & San Francisco R. R., St. Louis-South- 
western R. R., Southern Railway, Yazoo & 
Mississippi Valley R. R., also with the 
Mississippi-Warrior River Barge Service 
who switch to our plant without additional 
switching charges on carload lots. 


We Invite Storage of All Kinds of 
GENERAL MERCHANDISE 


POOL CAR DISTRIBUTION 


Warehouses of concrete construction, auto- 
matically sprinkled; lowest insurance rates. 


We maintain on the property a private 
watching and police force of from 
10 to 25 men. 


Member A.W.A. 


Address MERCHANDISE DEPT. 


Memphis, Tenn. 
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Questions and Answers 


In this department will be answered questions of both legal and 
practical nature that confront persons dealing with traffic. A specialist 
on interstate commerce law, whois a member of our legal department, 
will give his opinion in answer to any s mple question relating to the law 
of interstate transportation of freight. A traffic man ot long experience 
and wde knowledge will answer questions relating to practical traffic 

roblems. We do not desire to take the place of the traffic man but to 
elp him in his work. 

The right is reserved to refuse to answer in th’s department any 
question, legal or traffic, that it may — to us unwise to answer 
or that involves a situation too complex for the kind of investigation 
herein contemplated. 


Address Questions and Answers Department, 
Traffic Service Corporation, Mills Building, Washington, D. C. 


Rates—Application of 
Virginia.—Question: Please note the attached copy of freight 
bill covering shipment of leaf tobacco in hogsheads and bales 
from Kingstree, S. C., to Danville, Va. 
J. J. Cottrell’s Leaf Tobacco Tariff No. 2, I. C. C. No. 506, 
Section 1, Page 14, provides rate of 56% cents per hundred 


pounds on leaf tobacco, description of commodity reading as 
follows: 


Tobacco, leaf, in hogsheads, cases or tierces, any quantity, 
in baskets or loose, or in burlapped bundles, bags or bales, C. L., 
minimum weight 18,000 pounds. 


Note carriers have assessed rate of 56% cents on leaf 
tobacco in hogsheads and have used the less than carload rate 
on leaf tobacco in bales. 

Please advise if the rate of 56% cents, published under 
commodity description as shown above, can legally be applied 
when shipment consisted of mixed carload of leaf tobacco in 
hogsheads and in bales. 

Answer: In our opinion the carrier has assessed charges 
on the correct basis, namely, at any quantity rate of 56% 
cents per 100 pounds on the tobacco in hogheads, and the less 
than carload rate on the tobacco in bales. 

There is no tariff authority for the assessment of the 561%4- 


cent rate on the portion of the shipment which was packed 
in bales. 


Freight Charges—Liability of Consignor on Shipment Consigned 
to Federal Government Where Consignor Signs Stipulation 
That Carrier Shall Not Deliver Shipment Without Payment 
of Charges by Consignee 
Virginia.—Question: Referring to your answer to “Penn- 

sylvania,” on page 978 of the Traffic World, issue of October 

24th, as per the above caption: 

What would be your opinion in a case of this kind where 
the carrier involved published a specific tariff providing that 
freight charges on shipment moving to the Federal Government 
be prepaid? 

Answer: Under the decision in Monongahela Railway Co. vs. 
Read, 127 Atl. 739, it seems apparent that a shipper could not 
impose upon a carrier the obligation to collect its freight charges 
from the consignee in the face of a tariff provision requiring 
prepayment of the freight charges on such traffic. 

This is true, unless it be held that the signing of the stipu- 
lation in the bill of lading referred to in Section 7 thereof by the 
shipper and the execution of such a bill of lading by the carrier’s 
agent amounts to a waiver by the carrier of the tariff provision 
requiring prepayment of the freight charges. 

Delay—Observance of Holiday as Excuse for 

New York.—Question: Shipment of one case of cotton goods 
forwarded on June 30th via express from Lakewood, R. I., to 
St. Louis, Mo. Goods arrived at destination on July 3rd, but 
were not offered for delivery to the consignee until July 7th, due 
to the holiday of July 4th. Cancellation resulted from this delay. 

Please advise whether, in your opinion, the carrier is liable. 
Also advise, whether we can find such case covering these 
circumstances. 

Answer:—We can locate no case specifically relating to the 
liability of a carrier for delay in delivery where the excuse 
relied upon by the carrier is the observance of a holiday. 

However, with respect to the matter of the observance of 
holidays preventing the movement of trains, see Consumers’ 
Lignite Co. vs. H. & T. C., 179 S. W. 306; K. C. S. Ry. Co. vs. 
Mabey, 165 S. W. 279. 

In the latter case, the court said: 


The proof was sufficient to show that 48 hours was enough 
time to take in transporting the car to Kansas City, and that any 
excess constituted unreasonable delay. 

Sunday intervened between the date of shipment and the time 
the consignment should have arrived in Kansas City, and the point 
is made that the company was not bound to transport the goods 
on that day. There is no proof that the company refrained from 
forwarding freight on Sunday, and, even though it had the right 
to stop its trains on Sunday, if it failed to do so, and undertook 
to forward the freight, it was held to proper diligence in doing so. 
Western Union Telegraph Co. vs. Hearn, 161 S. W. 1025. But, if 
Sunday be eliminated from the time chargeable against the de- 
fendant in transporting the freight, still there is enough to show 
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an unreasonable delay, for even though according to the proof, the 
car should have reached Kansas City on December 16th, and the 
proof shows that, if the car had arrived on that day, the damage 
would have been averted. The price of holly was declining very 
rapidly day by day, and the market went to pieces thereafter. 

The burden of proof was on the plaintiff to show that there 
was an unreasonable delay. K. C. S. vs. Morrison, 146 S. W. 853. 
Plaintiff has discharged that burden and adduced sufficient evi- 


dence to warrant the jury in finding that there was an unreason- 
able delay. 


The reasoning in the above case is, in our opinion, applic- 
able in the instant case, in so far as a determination of whether 
the carrier used reasonable diligence in making delivery of the 
shipment, even though the observance of the holiday prevented 
delivery on the day following the arrival of the shipment at 
destination. 

Stopping in Transit to Partly Unload 

Missouri.—Question: Please publish whether or not there 
have been any formal complaints filed with the Interstate Com- 
merce Commission on which decisions have been rendered by 
that body relative to the absence of stop-over privilege to partly 
unload car shipments of freight at points directly intermediate 
to destination in Southern Classification territory. 

Any other information which you might have regarding this 
subject will be very much appreciated. 

Answer: We can locate no opinion of the Commission which 
relates to stop-over privileges for partly unloading at points in 
Southern Classification territory. 


However, with respect to the general question of stopping 
in transit for partial unloading, see I. & S. Docket No. 549, 
Stopping of Cars in Transit to Complete Loading or Partially 
Unload, 36 I. C. C. 130 and I. & S. Docket No. 750, Stoppage in 
Transit of Farm Wagons, 39 I. C. C. 731. 


Limitations—Action by Carrier for Recovery of Charges 

Minnesota.—Question: Under date of July 1st, we wrote 
you with reference to time limit in which the carrier could pre- 
sent and collect unpaid switching bills, to which you replied in 
your issue of the Traffic World of July 18. 


The carrier in question are taking the attitude that this 
switching was all performed in one state, and consequently is 
an intra-state movement, and if this is true the ruling which 
you quoted would not govern for intrastate business does not 
come under this act, and they are requesting full payment. 
The commodity in question is wheat that originated in the 
Dakotas and Montana, and that was shipped to Duluth. It 
was bought in the local elevators, and reshipped on a propor- 
tional rate to Chicago for milling and mixing in transit at a 
directly intermediate point. Freight charges were paid on a 
basis of the local rate to the milling point, and when the grain 
was reshipped in the form of flour and or feed the balance of 
the proportional rate from Duluth to Chicago was then paid. 
The switching charge in question is the switch from X Railway 
who handled the grain from Duluth to the point where it is to 
be milled in transit to Y Railway who performed the switch 
from X Railway to the mill. It is our contention that this switch- 
ing is a part of the inter-state movement, and as such would 
come under the act that you have quoted, while X Railway 
claims that this switch is purely an intrastate movement, and 
has no bearing with the balance of the movement. 

We would appreciate your attitude in this matter. 


Answer: If the milling at the transit point was in fact mill- 
ing-in-transit, as authorized by tariffs lawfully published and 
filed with the Interstate Commerce Commission, the effect of 
which was to constitute the switching service performed by 
Carrier Y, a part of the through interstate movement, the pro- 
visions of paragraph 3 of Section 16 determine the time within 
which an action may be brought by the carrier for its charges. 

However, as the Commission in effect said, in its report in 
Armour & Company vs. D. L. & W. R. R. Co., 66 I. C. C. 445 
(447), the determination of whether a switching movement is 
interstate in character is dependent upon whether it is in some 
way connected with an interstate movement. 


Delay—Liability of Barge Line 

Ilinois.—Question: The bill of lading covering shipment of 
a carload shipment from New Orleans, La., to Cairo, IIll., was 
signed by the agent of the Mississippi-Warrior Barge Line at 
New Orleans, on September 2nd. For some reason this ship- 
ment did not leave New Orleans until after September 19th and 
was received by consignee in Cairo on October 12th. It generally 
takes about fifteen days for these shipments to arrive so there 
was a delay of about three weeks and during this time the sugar 
market declined about 25 cents per cwt. Can the barge line 
be held responsible for this loss on account of the delay? If 
the car was received on time consignee would have sold the 
sugar before the market declined and there would have been 
no loss to him. 

Please give us your opinion on this problem. 

Answer: We are not aware of any case in which the matter 
of the liability of the barge line for loss of, injury or delay to 
a shipment has been determined by the courts. 

By an act of Congress, 43 Stat. 360, Chapter 243, a corpora- 
tion designated as the “Inland Waterways Corporation” has 
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NON-SKID CUSHION 


SOLID 


Hauling Ore Out of 
Mountains 
Is Not Easy On Tires, But— 


R. S. Grasty, of E. C. Grasty & Bro., Winkel- 
man, Ariz., says Fisk Solids stand the gaff. He 
writes in a recent letter: 


“We have used Fisk Solid Tires for about 
four years on seven trucks. Two of these 
trucks were used hauling ore out of the 
mountains under the hardest conditions. 
We have become thoroughly convinced that 
a Fisk Solid Tire will stand more hard 
use than any tire that has ever been used 
in this community.” 


There are many technical reasons we could give 
which would explain why Fisk Non-Skid Solids 
are tougher and longer wearing. But we believe 
that a letter like the above from an old-time Fisk 
user tells the remarkable story of these tires in 
a more convincing way. Next time buy a set of 
Fisk Non-Skid Solids. 


The Fisk Tire Company, Inc. 


Chicopee Falls, Massachusetts 
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American | 
SeSoele VEE Prete 


President Grant—One of the five sister ships—showing cargo handling facilities 
especially designed for rapid handling from lighters on both sides of vessel. 


SEATTLE TO THE ORIENT 


A fast Trans-Pacific freight and passenger service 
between 


Puget Sound and Yokohama, Kobe 
Shanghai, Hong Kong and Manila 


An American Line operated for American shippers over 
the shortest, fastest route to the Orient. 


Yokohama, Kobe, Shanghai, Hong Kong, Manila 


PRESIDENT McKINLEY 
PRESIDENT JEFFERSON 
PRESIDENT GRANT 


Direct Freighter Service 


Japan, Shanghai, lions Taku Bar, Tientsin 
CROSS KEYS November 30 


Also Regular Sailings Direct to Foochow, Amog, Swatow, Cebu, Iloilo 


FOR RATES, SPACE AND OTHER INFORMATION APPLY: 
Chicago—Merchants Loan & Trust Bidg., 112 West Adams 
Street, Phone Randolph 7739. 
New York—32 Broadway, Phone Broad 0580. 
Beston—177 State Street. 
Philadelphia—101 Bourse Building. 


Detreit—1714 Dime Bank Building. 

San Francisco—Robert Dollar Building. 
Los Angeles—626 South Spring Street. 
Portland—101 Third Street, Corner Stark. 
Seattle—1519 Railroad Avenue, South. 





L. L. BATES, General Freight Agent, Seattle, Wash. 


_ American __ 
Oriental Mail Line 


Operated for 


United States Shipping Board 


by yNoleebhe-tm@)al-seteel Line, WY Evert -4tel-am @lelse-teela-) 
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been created, the purposes, powers and liabilities of which cor- 
poration are set forth in the statute. 


Section 3 of the act provides that: 


The operation of the transportation and terminal facilities 
under the act shall be subject to the provisions of the Interstate 
Commerce Act, as amended, in the same manner and to the same 
extent as if such facilities were privately owned and operated; 
and all vessels of the corporation operated and employed solely 
as merchant vessels shall be subject to all other laws, regulations 
and liabilities governing merchant vessels. 


Section 5 thereof provides that the corporation (b) May 
sue and be sued in its corporate name; (d) May make contracts; 
(e) May acquire, hold, and dispose of property; (h) May exer- 
cise any of the functions vested in the Secretary of War by 
Sections 201 and 500 of the Transportation Act, 1920, as 
amended; (i) May, in the exercise of such functions, conduct 
the business of a common carrier by water, and maintain, man- 
age, and operate properties held for or used in the service of 
transportation, or necessary or convenient to such use. 

There appears to be no reason why, should it not be 
possible to secure a voluntary settlement of your claim, you 
could not recover through suit the amount of such damages as 
were the result of the unreasonable delay, if there was such, 
as determined by the rules of law relating to such a question. 

Under the act of Congress, above referred to, the liability of 
the barge line is that which governs merchant vessels, modified 
it may be by the terms of the bill of lading on which the ship- 
ment moved, provided that, under the law, any greater liability 
than that provided for in the act of Congress creating the Inland 
Waterways Corporation may be assumed by the barge line. 

In this connection see The Lake Monroe, 250 U. S. 246; 
United States vs. Strang, 254 U. S. 491; Sloan Shipyards Cor- 
poration vs. U. S. Shipping Board, 258 U. S. 549. 

Freight Bills—Prepaid 

Arkansas.—Question: A recent letter from the auditor of 

station accounts of a carrier serving our city, and having ref- 


erence to signing inbound prepaid freight bills, advises as 
follows: 


Our instructions have always been that agents are not to 
sign inbound prepaid freight bills. A bill of this nature is merely 
given to consignee for his record. When a consignee pays no 
freight charges on such shipments he ordinarily has no interest 


in the freight charges inasmuch as usually these shipments are 
sold F. O. B. destination. 


Destination freight bills, even though covering prepaid ship- 
ments, are used by shippers and consignees for a multitude of 
purposes, some of which are transit privileges, supporting con- 
cealed damage claims, as evidence of date of arrival of ship- 
ments sold with price guaranteed to date of arrival, ete. 

This same carrier’s claim department invariably returns 
claims supported by such freight bills with request that the 
original be attached or an indemnity bond, in lieu thereof, be 
furnished. Western Weighing and Inspection Bureaus decline 
to accept such bills for transit. 

We have recently received a freight bill from a different 


carrier, covering delivery of a prepaid shipment, which bears 
his stamp and signature reading as follows: 


No freight collected. Local freight office, the A & B Ry. Co., 
XYZ, Texas.—A B C, Agent. 


We believe this condition was brought about partly because 
an irresponsible party filed a claim with this carrier, alleging 
that he had paid the freight charges on a shipment, which bore 
agent’s signature at destination, and which shipment had been 
prepaid at point of origin. It seems to us that this is an 
accounting difficulty that the carrier could very easily correct by 
a different method, such as the one illustrated above by stamp- 
ing such freight bills “No freight collected.” 


It seems to us that if an obligation rests upon the carrier 
to furnish a freight’ bill at destination covering prepaid ship- 
ments it should be signed by carrier’s agent or his represent- 
ative as evidence of its correctness, and in order that it might 


be accepted by the other carriers concerned as the bona fide 
original document. 


What would be the status of claims filed with the Interstate 
Commerce Commission supported by such evidence? Will you 


kindly quote any decisions in this matter by the Interstate 
Commerce Commission or courts? 


Answer: In its report in Docket 5518, In the Matter of 
Freight Bills, 29 I. C. C. 496, the Commission said: 


Freight bills may be said to have three functions, namely, (a) 
to serve as a receipt to the consignee or consignor and as prima 
facie evidence of the payment of the transportation charges; 
(b) to serve as a receipt to the carrier and as prima facie evidence 
of the delivery of the property; and (c) to serve as a notice to 
the consignee of the arrival of the shipment. In addition to these 
defined functions the freight bill has other uses. It is often a 
means of identifying the shipment, and to this extent the name 
of the shipper is frequently essential in effecting prompt delivery. 
It is also used extensively as a record. The purpose of the inquiry 
was to ascertain whether in any of these respects the present 
practices of carriers are defective and have any unlawful conse- 
quences and, if so, to take such action as might be authorized by 
law for the establishment of other and more perfect rules and 
regulations respecting the form and use of freight bills. 


THE TRAFFIC WORLD 





Vol. XXXVI, No. 20 


However, unless the freight charges are collected at des- 
tination at the time of the delivery of the goods and payment 
thereof acknowledged by the carrier’s agent, the freight bill 
does not serve either the first or second purpose, except that 
it be presumed that the consignee will not be in possession of 
the freight bill, except upon acceptance of delivery of the 
goods from the carrier. 

We are unable to locate an opinion of the Commission which 
directly relates to the question you raise, but it is our view 
that, inasmuch as it is a requirement of the carriers that the 
original freight bill support claims, it is only reasonable that 
the carrier furnish the consignee with freight bills which may 
be readily identified as original freight bills. The means em- 
ployed by the carrier to which you refer, by which the freight 
bill is identified as the original, while it is made clear that no 
charges have been collected at destination, seem to offer a 
solution of the difficulty and might well be adopted by other 
carriers. 

As to claims filed with the Commission, where the freight 
bills are necessary evidence, the same considerations make it 
a reasonable requirement that carriers furnish freight bills on 
prepaid shipments which may be readily identified as the orig- 
inals, although it is hardly probable that there would be a 
failure of proof in many instances by reason of the carrier’s 
not furnishing freight bills of this nature. 


Cc. O. D. Shipments—Rail Carriers 

Texas.—Question: John Jones, a broker at A, Texas, in- 
structed a mill at B, Arkansas, to ship car of mill products to 
his order, notify Mr. Brown at C, Missouri, and mail bill of lading 
and draft to him at A, Texas. 

Mr. Jones surrendered bill of lading to authorized repre- 
sentative of the carrier at C, Texas, and instructed him to de- 
liver shipment to Mr. Brown at C, Missouri, on surrender of 
certified check in the amount of $728 in his favor, which carrier 
representative refused to do. ; 

Please advise if there is a conference ruling on this subject 
whereby carriers would be prohibited from collecting sucn 
amount from consignee for shipper’s or broker’s account. ; 

Answer: While, under the provisions of the express Classi- 
fication, the express company undertakes the shipment of goods 
Cc. O. D., a condition imposing upon the carrier the collection 
of a specified sum of money, usually the purchase price of the 
goods, and the return of the sum thus collected to the con- 
signor, there is no common-law duty devolving on a common 
carrier to act as the collecting agent of the shipper. Such an 
obligation arises only by contract, express or implied, and is 
one which the carrier may enter into or refuse, at its option. 

The rail carriers have not, so far as we are aware, under- 
taken the collection from the consignee or order notify party 
of the purchase price of goods for the consignor and, therefore, 
the carrier’s representative, in the absence of a holding out on 
the part of the carrier of this undertaking, was justified in 
refusing to make the collection. 


Conversion—Refusal to Deliver Except Upon Payment of 
Excessive Freight Charges 


Connecticut.—Question: We would appreciate your advice 
on question of consignee’s rights as regards to delivery of freight 
by a railroad company. Are consignees obliged to pay any 
amount the railroad company may assess for freight charges 
before they can get delivery of their goods? ; 

On a shipment moving by freight-from Ohio to Ontario, 
Canada, delivery to consignee was refused until the freight 
charges assessed were paid. The consignee had a credit ac- 
count with the railway company, and it was common practice 
to deliver freight before actual payment of the freight charges. 

On the particular moement in question the rate charged 
was more than the consignee would expect to pay, as the railway 
company had waybilled the material at a class rate instead of 
the commodity rate. 

The reason the railway company would not deliver the goods 
without first collecting charges, was that they expected the rate 
would be questioned by the consignee, as consignee had in- 
sisted, on previous shipments of similar material, on paying 
on the basis of the commodity rate. 

The Interstate Commerce Commission has twice ruled on 
similar material, moving between other points, that the com- 
modity rate is the correct rate. 

Answer: As the carrier’s lien for freight entitles it to re 
tain possession until the freight is paid, it will not be guilty of 
conversion in making payment of freight a condition of delivery. 
If, however, excessive freight charges are demanded, a refusal 
to deliver because of non-payment of such charges will amount 
to a conversion (Beasley vs. Baltimore, etc., R. Co., 27 App. 
(D. C.) 595, 6 LRANS 1048 and note; Georgia R. Co. vs. Rich 
ards (Ga.), 72 S. E. 48; Pecos, ettc., R. Co. vs. Porter (Tex.), 
183 S. W. 98; Pecos, etc., R. Co. vs. Porter (Tex.), 156 S. W. 
367; Winchester vs. Busby, 16 Can. S. C. 336), and this is 50, 
although only a small excess of the legal rate was demanded, 
and although the carrier’s agent acted honestly and in good 
faith in demanding the excess. And if for any reason no lien 
for freight charges exists, a refusal to deliver until freight 
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charges are paid will amount to a conversion. So there is a 
conversion if the carrier refuses ta deliver the goods until pay- 
ment not only of freight but also of charges for which it has no 
legal claim. The above is a statement of the law as laid down 
by the courts of this country. 


We are not familiar with the law of Canada, but presume 
that it is similar. 

Tariff Interpretation—Application of Rates on Metal Automobiie 
Parts 

Illinois —Question: Item 4595 of Trans-Continental Freight 
Bureau Tariff 1-X covers carload commodity rate on metal auto 
parts. Will you please advise if, in your .opinion, metal auto- 
mobile horns are entitled to mix with other metal auto parts 
at the rates named in this item? 

We direct your attention to the fact that every car offered 
for sale in the United States is equipped with a horn, or some 
kind of a warning signal. This horn is part of its equipment, 
and most states in the Union have passed laws requiring every 
form of self-propelling vehicle to be equipped with a sound warn- 
ing signal. 


Answer: In the Consolidated Classification, automobile 
horns are listed under the heading of Signals, Sound Warning, 
the ratings thereon having been prescribed by the Commission 
in its order in Docket 13536, Klaxon Company vs. A. G. S. R. R. 
Co., 78 I. C. C. 3138. While this fact does not in and of itseif 
preclude the application of the rate carried in the item to which 
you refer to this commodity, it seems appareint from this faci 
and from the findings of the Commission in cases involving other 
attachments of automobiles, that the rate on metal automobile 
parts is not applicable to horns. See the Commission’s opinion 
in Western Auto Supply Agency of Los Angeles, Calif., vs. C. B. 
& Q., 98 I. C. C. 647, involving automobile heaters, in which case 
the Commission said: 


Complainant rests its case upon the contention that these heaters, 
which are made of sheet steel and iron castings, are ‘“‘metal auto- 
mobile parts.’’ It interprets the commodity item above referred to 
as unrestricted, the only qualification being that the parts must be 
made of metal. It shows that at the time of these shipments, as 
well as at present, heaters were, and are installed as a part of 
the factory equipment on certain makes and models of automobiles, 
and when shipped as an integral part of such cars commodity rates 
applicable to ‘‘Vehicles (self-propelling) and parts thereof’? are ap- 
plied. From this complainant apparently deduces that any special fea- 
ture or attachment, made of metal, which some manufacturer might 
include as a part of regular equipment, even though not ordinarily 
considered as essential to the operation of a motor car, should, 
when shipped by itself, be regarded as an automobile part, and so 
rated. In practical effect this would nullify the classification which 
is intended to govern the rates on articles listed therein, except 
where specific commodity rates or exceptions are provided. 

Defendants take the position that a heater _is not an auto- 
mobile part such as is contemplated by the provisions of carriers’ 
classifications and tariffs, but is in the nature of an accessory or 
added feature. They contend that in the automobile trade the term 
“part” is generally understood to mean and is applied only to those 
articles used in repairs and replacements which are common to prac- 
tically all makes and designs of cars, whereas the term ‘‘accessory’ 
is used to denote those refinments which may be added to an auto- 
mobile, depending largely upon the taste and financial ability of 
the owner. Reference to the classification and tariffs lends support 
to this view. Under the heading of ‘‘vehicle parts: Automobile parts,”’ 
the classification specifically names a large number of articles, but 
this list does not include automobile heaters. These are separately 
provided for under the heading “heaters.” The tariff publishing 
the commodity rate on automobile parts which complainant seeks 
to have applied provides, under rule 8, that ‘all articles for which 
commodity rates are not herein specifically provided will be subject 
to class rates * * * governed by current Western Classification. 


See also Chevrolet Motor Co. vs. Director-General, 68 I. C. 
281, and 74 I. C. C. 373, relating to automobile tire carriers. 





Digest of New Complaints 


No. 17349, Sub. No. 3. .Thermoid Rubber Co., 
Boston & Albany et al. 

Rates and charges in violation of sections 1 and 6 of the act, 
on asbestos packing, reinforced with metal, packed in burlapped 
bales, from North Brookfield, Mass., and Charlotte, N. C., to 
Trenton, N. J. Asks classification and ratings for the future, 
and reparation. 


No. 17411. Sub. No. 2. Louisville Live Stock Exchange et al., Louis- 
vine, Ey... va. A. C..& ¥. ot al. 

Unreasonable rates on ordinary live stock to, from and be- 
tween points in Official classification territory; that all rates on 
ordinary live stock from, to or between Louisville, Ky., on the 
one hand, and points in Illinois, Ohio, Indiana, Missouri, Iowa, 
Nebraska, Minnesota and Michigan, and from Kansas City and 
South St. Joseph, Mo., Sioux City, Ia., and South Omaha, Neb., 
to Louisville, made by combination on Mississippi River are un- 
just, and unreasonable, but complaint does not attack factor west 
of Mississippi River. Asks rates for the future and reparation. 


No. 17532, Sub. No. 1. Dann-Gerow Co., Inc., St. Petersburg, Fla., 
vs. Tampa & Gulf Coast et al. 
Unlawful rate on building brick from Shawnee, Ohio, 
Petersburg, Fla. Asks reparation. 


No. 17551. Swift & Co., Chicago, Ill., vs. Georgia & Florida et al. 
Unreasonable rates on fresh meat and mixed carloads of fresh 
meat and packing house products from Moultrie, Ga., to Columbia, 
Spartanburg and Florence, S. C., and Wilmington, Rocky Mount 
and Raleigh, N. C. Asks reparation. 


Trenton, N. J., vs. 


to St. 
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No. 17552. Milne Lumber Co., St. Louis, Mo., vs. N. Y. C. et al. 

Charges in violation of section 6 of the act, on yellow pine 
lumber from Woodbury, Ga., to East St. Louis, Ill., and ordereg 
diverted to Buffalo, N. Y. Asks reparation. 

No. 17553. West Virginia Brick Corporation, Charleston, W. Va., vs, 

Hocking Valley et al. 

Charges in violation of sections 1 and 4 of the act, on building 
tile from Nelsonville, Ohio, to Clendennin, W. Va. Asks rates 
for the future, and reparation. 

No. 17554. Peter Witt, Cleveland, Ohio, vs. N. Y. C. et al. 

Avers that defendants should be compelled, within six months, 
to erect and maintain a joint passenger station in Cleveland untj] 
completion of the station of the Cleveland Union Terminals Com- 
pany because of lack of station facilities at the present time in 
vicinity of Madison Avenue and West 117th Street. 

No. Bs -Vaemeaees Bed Co., Inc., New Orleans, La., vs. C. R. I. & 
. et al. 
Rates and charges in violation of sections 1 and 3 of the act, 

on metal beds from New Orleans to points in Louisiana, Ark- 
_—. Oklahoma and Texas. Asks rates for the future and rep- 
aration. 

No. 17556. Western Bridge & Construction Co., Omaha, Neb., ys, 

C. & N. W. et al. 

Rates and charges in violation of sections 1 and 6 of the act, 
on fir lumber from Banks, Ore., to Atkinson, Neb. Asks rep- 
aration. 

No, 17557. ais Co. et al., Phoenix, Ariz., vs. Arizona East- 

ern et al. 

Rates in violation of sections 1 and 3 of the act, on wooden 
handles from points in Tennessee, Mississippi, Louisiana, Ark- 
ansas, Missouri and Texas to Phoenix, Ariz. Asks rates for 
future and reparation. 

No. 17558. Farley & Loetscher Mfg. Co. et al., Dubuque, Ia., vs. 

A. C. & Y. et al. 

Unreasonable and discriminatory rates on sash, doors, windows 
and door screens, and building woodwork from west bank Mis- 
sissippi river points in Iowa to points in C. F. A. territory, in- 
cluding western termini of trunk lines and points taking same 
rates or arbitraries higher. Asks rates for fuutre. 

No. 17559. Traffic Bureau-Chamber of Commerce, Lynchburg, Va., 

vs. B. & O. et al. 

Rates and charges in violation of first three sections of the 
act, on box board, from Halltown, W. Va., to Lynchburg, Va. 
Asks rates for future. 

No. 17560. American Trading Co., Inc., New York City, vs. Director 

General, as agent. 

_ Rates in violation of section 10 of federal control act, and sec- 

tions 1, 2, 3 and 6 of interstate commerce act, on steel wire rods 


from Acme, Ill., to San Francisco for export to China. Asks 
reparation. 
No. 17561. American Refining Co., Inc. et al., 


Wichita Falls, Tex. 
vs. Aberdeen & Rockfish et al. “= 


Excessive and unreasonable rates on petroleum products in 
tank carloads from Wichita Falls, Electra, Hodge, Fort Worth, 
Clinton and Houston, Tex., to points in North Carolina, South 
Carolina and West Virginia. Asks just and reasonable through 
routes and joint rates, and reparation. 

No. 17562. Board of Railroad Commissioners of Montana, on behalf of 
Missoula Mercantile Company, Helena, Mont., vs. Bay Transport 
Company et al. 

Rates in violation of first three sections of the act, on sugar 
from San Francisco and Crockett, Calif., to Missoula, Mont., and 
on canned goods from San Francisco and points taking the same 
rates, and from Portland, Seattle and Tacoma and points taking 
the same rates to Missoula. Asks rates for the future, and 
reparation. 

No. 17563. Illinois Coal Traffic Bureau, Chicago, Ill., vs. Santa Fe et al. 

Rates and charges in violation of sections 1 and 8 of the act, 
on bituminous coal from complainants’ mines in Illinois to points 
in the Chicago switching district and other destinations taking 
the same rates. Asks rates for the future. 

No. 17564. National Show Case Co., Columbus, Ga., vs. Seaboard et al. 

Rate in violation of sections 1 and 3 of the act, on store and 
office fixtures from Columbus, Ga., to Paducah, Ky. Asks rep- 
aration. 

No. 17564, Sub No. 1. Same vs. Same, 

Same complaint and prayer on shipment of same commodities 
from Columbus, Ga., to New Orleans, La. 
17565. Quanah Cotton Oil Co. et al., Dallas, 
Fe et al. 

Unreasonable rates and charges on cottonseed cake and meal 
in straight or mixed carloads, from Quanah, Sweetwater and 
Lubbock, Tex., to points in Colorado, New Mexico, Nebraska, 
Wyoming, Montana, Oklahoma and Texas. Asks rates for future 
and reparation. 

No. 17566. Naive-Spillers Corp. et al., Nashville, Tenn., vs. Tennessee 
Central et al. 

Unreasonable rates, in excess of aggregate-of-intermediates, 
on live poultry, dressed poultry and eggs from Nashville, Tenn., 
to New York City, N. Y., Hoboken City, N. J., and Wee- 
hawken, N. J. Asks reparation. 
17567. Dallas Cotton Exchange et al., Dallas, Tex., vs. Abilene 
& Southern et al. 

Unreasonable, prejudicial and preferential rates in violation of 
the fourth section, on cotton between points in Texas and points 
in Mississippi, Alabama, Georgia, Florida, South Carolina, North 
Carolina, Tennessee and Virginia. Asks rates for future. 

No. 17568. Liberty Cooperage & Lumber Co., Fort Wayne, Ind., VS. 
Pennsylvania et al. 

Unreasonable, discriminatory and prejudicial charges on logs 
from Arcola, Ind., to Montpelier, Ohio. Asks reparation. 

No. 17569. Kansas City Live Stock Exchange et al., Kansas City, 
Mo., vs. Santa Fe et al. 

Alleges that rates on live stock for distances of from one to 
approximately 800 miles within the western district are unjust 
and unreasonable, discriminatory and prejudicial. Asks rates for 
future and that complaint be considered as a part of No. 17000 
under Hoch-Smith resolution. 

17570. C. W. 

Jersey et al. 

Unreasonable rates on asparagus roots from Seabrook, N. J. 
to Kress, S. C. Asks reparation. 
17574. 
Central, 

Charges in violation of the first four sections of the act, on 
scrap brass from Rome, N. Y., to New York Harbor for export 
because lower rates applied from Buffalo and other points of 
origin in the same general locality to New York Harbor points. 
Asks rates for future and reparation. 


No. 


Tex., vs. Santa 


No. 


No. Kress, Kress, S. C., vs. Central Railroad of New 


No. Federated Metals Corp., New York City, vs. New York 
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COKE PERMISSION REVOKED 


The Trafic World Washington Bureau 


Alabama coke, for the present, will not get into southeast- 
ern Michigan on the basis of 50 and 75 cent's above Chattanooga. 
Because the Alabama Great Southern and the Louisville & Nash- 
ville, acting under their sixth section permission, No. 74433, in- 
cluded an intermediate application rule that would bring into 
operation combinations violative of the aggregate of intermedi- 
ates part of the fourth section, the Commission has rejected the 
tariffs and revoked the special permission. (See Traffic World, 
October 31, p. 1019.) Revocation of a sixth section permission 
is not usual. Frequently, when errors have been made, the rail- 
roads have been allowed to correct them and then go ahead and 
get their rates into effect in less time than the statutory notice, 
if they could. The rejected tariffs were to have become effec- 
tive November 13, on ten days’ notice. 

Rejection of the tariffs and revocation of the permit are 
expected to stir the southern railroads to a determined effort to 
obtain rates on coke from the southern region to Central Freight 
Association territory regardless of the emergency users of coal 
and coke at’ Detroit asserted had been created by the anthracite 
strike, and even if the strike is called off before anything is 
accomplished. 

In a communication to the Commission, in answer to the 
protests of the by-product coke producers north of the Ohio 
River, represented by the By-Products Coke Corporation, A. J. 
Ribe, chairman of the Iron & Steel Shippers’ Conference of the 
Birmingham district, contended that the rates proposed by the 
Southern and the Louisville & Nashville, 50 and 75 cents over 
Chattanooga, were not low. On the contrary, he asserted the 
rates from the Birmingham district, in contrast with those from 
the Chattanooga district, were unreasonable. He asserted that 
if the Central Freight Association basis, on coke, were applied 
to the distance from Birmingham to Chattanooga, the difference 
between Birmingham and Chattanooga to the Michigan points 
of destination, instead of being 50 and 75 cents, would be only 
13 and 26 cent's, or an average of 20 cents to all the Michigan 
points. 

“The Birmingham district is the only coke-producing dis- 
trict east of the Mississippi River having no joint rates, general- 
ly, to C. F. A. terrtory,” said he. “We do have joint rates to 
Chicago and points in Indiana and Illinois on the direct routes 
to Chicago. To points east of Chicago our only rates are com- 
binations on Louisville, Cincinnati or Chattanooga. Frequently 
there are no rates beyond Louisville; and also, frequently, com- 
binations on Chattanooga, by use of our local of $1.92, will make 
combinations lower than combinations on Cincinnati. 


“For three years these shippers have sought joint rates on 
a reasonable basis to C. F. A. territory as a whole, including In- 
diana, Ohio and Michigan. In July, 1924, notwithstanding our 
opinion that resulting rates were too high, we agreed to accept 
rates based on differentials over Chattanooga of 75 cents to Ohio 
and western Michigan, 34 cents to Chicago and intermediate 
territory, and 50 cents to points between. The rates so agreed 
to were approved, several times, by committees of southern and 
northern carriers, but such approval was subsequently rescinded, 
for reasons of which we are not fully advised, and the adjust- 
ment, as a whole, rested in that status until the carriers were 
convinced of the emergency in Michigan, on domestic fuel, that 
had developed as a result of the anthracite strike.” 

While there is no obvious connection between the proposal 
of the southern carriers and a proposal that has been made by 
the Baltimore & Ohio, Bessemer & Lake Erie, Pennsylvania and 
other lines serving Clairton, Bessemer, Glassport, Pittsburgh and 
Wylie, Pa., it is believed that’, if agitation of coke rates is con- 
tinued, the two will become entangled. The carriers mentioned 
propose to revise rates on coke, coke breeze and other forms of 
coke, from those points in western Pennsylvania, effective 
November 16, so that, instead of rates from those points being 
but 15 cents under rates from the Connellsville region, to des- 
tinations in Pennsylvania, Ohio, New York, Michigan, Ontario 
and Indiana, they will be as much as 63 cents under the old bee- 
hive region. The reductions proposed range from 10 to 88 cents 
per ton. 

Reductions of the size proposed would increase the disad- 
vantage of the Birmingham producers, if the present differences 
keep them out of the markets north of the Ohio. They would 
also make it harder for the protestants against the reductions 
from Birmingham, chiefly in Indiana and Illinois, to market their 
coke in parts of Ohio, if they send their product to destinations 
in that part of C. F. A. territory, than on the present basis. 

At the time this was written, objection to the proposal of 
the roads serving Clairton and the other points in that coke- 
producing region had been made only by the Coke Producers’ 
Association of the Connellsville region. They said they had to 
compete in the markets of western New York, western Penn- 
sylvania, Ohio, Indiana and Illinois with coke manufacturers at 
the points from which reductions have been proposed, and that 
the rates proposed would break up relationship that had pre- 
vailed, for many years, in both long-haul and short-haul traffic. 


THE TRAFFIC WORLD 





Vol. XXXVI, No. 20 


The Connellsville protestants asserted that the new rates would 
unduly and unlawfully give preference to the Clairton manufac. 
turers and unduly and unlawfully prejudice them, in violation 
of the second and third sections of the interstate commerce law. 
No information as to the situation that caused them to pro- 
pose the revision embodied in the tariffs was given by the rail- 
roads at the time they filed the schedules that! have been pro. 
tested, other than that offered by the Baltimore & Ohio. It said 
it was making the changes to be in line with carriers directly 
concerned, its concern being indirect, and not that of an 
originating carrier, from the main points of production. 


WABASH CONTROL OF ANN ARBOR 


Acquisition by the Wabash Railway Company of control of 
the Ann Arbor Railroad Company by purchase of capital stock, 
under Paragraph 2 of Section 5 of the interstate commerce act, 
has been authorized by the Commission, through Division 4. 
When the application was filed the Wabash had acquired ap- 
proximtely 33 per cent of the stock of the Ann Arbor and upon 
acquisition of additional shares now authorized it will own 54.64 
per cent of the total stock issued. Chambers of Commerce of 
Menominee, Mich., Marinette, Wis., and the Green Bay Associa- 
tion of Commerce intervened to obtain assurance of continuance 
of the service now provided by the Ann Arbor. The Commission 
said the Wabash disclaimed any intention of disturbing existing 
through routes or of reducing the present service. 

The Commission pointed out that in its tentative consolida- 
tion plan, the Ann Arbor and the Wabash were allocated to 
different proposed systems. It said nothing in its report or in 
its order was to be construed as waiving or limiting its right 


to make disposition of the Ann Arbor under the final consoli- 
dation plan. 


Commissioner Eastman, concurring, said he did not think 
the Commission should delude itself or any one else by the 


declaration just referred to relating to final allocation of the 
Ann Arbor. He said: 


It is quite true that we can give the Ann Arbor such place in our 
final consolidation plan as may please our fancy. But as a practical 
matter once the Wabash acquires a majority of the stock of the Ann 
Arbor, any separation of that road from the Wabash in the final 
consolidation plan will be a wholly empty gesture, unless the Wabash 
consents to separation or the power of eminent domain is used to 
pry the two roads apart. For this reason I should favor withholding 
approval of the acquisition, were it not for the fact that the dis- 
position of the Ann Arbor does not seem to be a matter of particular 
importance to the consolidation plan. 


Reviewing the reasons advanced by the Wabash in support 
of its application, the Commission said: 


Since 1920 the applicant has had under consideration the exten- 
sion of its lines to the northwest by the use of connecting lines and 
ear ferries across Lake Michigan. Several propositions to that end 


were investigated before the contract to purchase the Ann Arbor 
stock was made. 


The testimony for the applicant is that the preponderance of 
traffic on the Ann Arbor is east-bound; that it does not receive a 
fair proportion of west-bound traffic because the lines handling it 
move it through Chicago; that as a result there is an unbalanced 
loading of trains; that the west-bound traffic could be nearly doubled 
without any increase in the number of engines or crews required to 
handle it; that the applicant originates a large traffic at Detroit and 
Toledo, which the proposed acquisition will enable it to move to the 
northwest via the Ann Arbor. It is represented that the movement 
of automobiles from Detroit to the northwest by the Ann Arbor is 
just starting; that it is expected to increase rapidly; and that the 
applicant has a car supply adequate to meet any demand of such 
traffic. Between Frankfort and Menominee the car ferries operate 
throughout the year. At the other points there is some suspension 
of service during the winter season. The traffic moving by the trans- 
lake route through Frankfort has shown a progressive increase. From 
1915 to 1919, inclusive, the yearly average was 1,098,398 tons; from 
1922 to 1924 the yearly average was 1,472,320 tons. The Ann Arbor 
has no preferred connection at the western lake ports, and inter- 
changes traffic with the various carriers serving those points. The 
estimated saving in time in moving cars between Detroit and St. Paul, 
Minn., via the Ann Arbor, as compared with the route through 
Chicago, is three days. The Ann Arbor originates a _ substantial 
refrigerator car traffic, and is dependent almost entirely upon cars 
owned by other companies to meet the demands of this traffic. The 
applicant is in position to furnish refrigerator cars which would be 
available for this service at a time when they are not fully employed 
in other sections. Approximately 80 per cent of the Ann Arbor’s 
total tonnage originates at or is destined to points beyond its own 
line. Of this overhead tonnage about one-third moves to or from 
the Niagara frontier and beyond. It is claimed that at least 20,000 
carloads a year of the existing traffic can be handled by the applicant 
to the Niagara gateways via Milan with less expense and more ex- 
peditiously than it could move by the present route through Toledo 
or the two-line operation into Detroit. It is predicted that the 
increased earnings to the applicant from this traffic would exceed 
$1,250,000 a year. Witnesses for the applicant testified that the pro- 
posed acquisition will enable the two companies to establish and 
maintain a direct through route between the ports on the western 
shore of Lake Michigan and the Niagara frontier gateways which 
will provide an ‘expedited through movement for a large part of the 
traffic, which the Ann Arbor is unable to furnish under present con- 
ditions, The establishment and maintenance of this improved service 
is expected to result in a constantly increasing volume of traffic 
moving over the translake routes maintained by the Ann Arbor, and 
to give the applicant a better opportunity to secure a fair proportion 
of the haul over its own rails. 

It is testified that the Ann Arbor has suffered in the past 
because of its limited financial resources; that its surplus earnings 
have been reinvested in its properties, and have not been sufficient 
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to develop the properties to correspond with the growth of traffic; 
that its ability to borrow from outside sources is limited; and that, 
upon the proposed acquisition becoming effective, the Ann Arbor 
would be able to secure funds frdm the applicant to develop its prop- 
erties, increase its capacity, and improve its service. The line will 
continue to be operated as the Ann Arbor railroad. If the applicant 
should elect hereafter to lease the railroad an application for such 
authority will be filed. Apparently the proposed acquisition would 
benefit the applicant, the Ann Arbor, and the public. 


CONTROL OF TEXAS LINES 


Acquisition by the New Orleans, Texas & Mexico Railway 
Company of control of the San Antonio, Uvalde & Gulf Railway 
Company by purchase of capital stock and bonds, under Para- 
graph 2 of Section 5 of the interstate commerce act, has been 
authorized by the Commission, through Division 4. The appli- 
cation, in so far as it related to proposed control of the Asphalt 
Belt Railway Company and the Live Oak Pipe Line, was dis- 
missed for want of jurisdiction. 

Appearances in support of the application were entered on 
behalf of the Texas Industrial Traffic League and three business 
organizations of San Antonio. 

The Commission pointed out that the applicant’s property 
and the properties of certain affiliated companies formed what 
was generally known as the Guif Coast Lines; that the applicant 
controlled the International Great Northern through stock 
ownership, and that the applicant was controlled by the Mis- 
souri Pacific through ownership of approximately 86 per cent 
of the applicant’s capital stock. , 

The applicant entered into agreements, subject to the Com- 
mission’s approval, to acquire the stock and bonds of the San 
Antonio, the stock of the Asphalt Belt, and the property of the 
pipe line for $3,000,000, to be paid $150,000 in cash, $1,350,000 
by assumption of indebtedness, and $1,500,000 of the applicant’s 
first mortgage 5% per cent bonds, or at the option of the appli- 
cant in cash or other securities. 

The Commission said it was represented that the proposed 
acquisition would increase the efficiency of the public service of 
the properties to be acquired, greatly improve such service, 
effect substantial economies in operation and substantial reduc- 
tions locally in rates, facilitate transportation, expedite de- 
liveries, and otherwise be in the public interest. 

As to the Asphalt Belt and the pipe line properties, the 
Commission held that neither was a carrier of the class defined 
in Paragraph 2 of Section 5 of the act. It said that the Asphalt 
Belt did not engage in interstate commerce and that it said it 
never intended to do so. The pipe line, it said, had filed no 
tariffs with the Commission and so far as appeared had never 
engaged in interstate commerce. The Commission said, in effect, 
that if it was proposed to operate the Asphalt Belt in interstate 
commerce, approval would have to be obtained from it. 

Nothing in the report or order, the Commission said, was 
to be construed as waiving or limiting the right of the Com- 
mission to make disposition of the San Antonio under the final 
consolidation plan. 

Commissioner Eastman, dissenting, said: 


Here the applicant proposes to acquire 100 per cent of the capital 
stock and indebtedness of the San Antonio. In my judgment this 
will result in a “consolidation of such carriers into a single system 
for ownership and operation’’ which we are without authority to 
approve at this time, 


TO REDUCE LOSS AND DAMAGE 


“An intensive campaign with a view of bringing about 
still further reductions in loss and damage to freight shipments 
resulting from rough handling of freight cars, has been inaugu- 
rated by the district freight claim conferences comprising the 
freight claim division of the American Railway Association,” 
says the American Railway Association. 

“In view of the fact that a majority of the claims are due 
to rough handling at termial points, it is the plan of the claim 
conferences to have surveys made at various terminals by a 
committee on rough handling appointed by each district claim 
conference in cooperation with the railroads entering terminals 
within their districts. As soon as the surveys have been com- 
pleted the committee will make recommendations to suit con- 
ditions in those terminals in an effort to bring about a reduction 
in loss and damage claims growing out of the rough handling 
of freight cars at those points. 

“Rough handling of freight cars not only causes damage to 
freight in transit but it also causes considerable damage to rail- 
road equipment so that the members of the committee hope not 
only to bring about a saving to shippers but also to railroads 
as well. 

“A survey of various terminals in the southern Atlantic 
states is already under way while there has also been one at 
St. Louis and East St. Louis. 

In connection with the situation at St. Louis and East St. 
Louis the local committee has recommended that steps be taken 
to reduce to a minimum the amount of switching in that terminal 
and that, where switching is necessary, it be done under certain 
restrictions to minimize the opportunities for damage. The 
committee has also recommended that closer attention be given 
by trainmen to the transmission of signals to the enginemen 
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and that, where there is a space between cars on a Siding, it 
be closed by shoving rather than by having the engine ‘kick’ 
a car. 


It is hoped to begin surveys at various other large terminals 
in the near future.” 


CONFERENCE ON WAREHOUSE RECEIPTS 


Committees representing the railroads, banking interests, 
shippers’ organizations and warehousemen will attend a confer. 
ence at the Department. of Commerce, Nov. 23, to consider pro- 
posed standard terms and conditions for warehouse receipts and 
other documents of the warehouse industry. Arrangements for the 
conference have been made. by A. Lane Cricher, in charge of the 
railways section of the transportation division of the Departmeni. 
It is hoped that the conference will result in an agreement on 
proposed standard terms. and conditions. If such an agreement 
is reached, the terms and conditions will be submitted to the 
warehousemen’s association for approval, and in the event of 
approval, a general conference will be held for the purpose of 
obtaining acceptance thereof by the various ,interests using 
warehouse receipts and other documents of the warehouse 
industry. 


WOODEN BARREL SPECIFICATION 


The Commission, on further consideration of No. 3666, the 
case in which it prescribes regulations for the transportation of 
explosives and other dangerous articles, has amended the one 
pertaining to wooden barrels and kegs, effective November 15, 
to read as follows: 


Part IV—Shipping container specification No. 10; wooden barrels 
and kegs (tight). ; é 

(Cancels and supersedes par. 3 of specification, p. 218 of bulle- 
tin, as amended by order of ae md 21, 1924.) 

oops 

3. The head hoops must be not less in width or gauge than 
those specified in paragraph 15 of specification No. 9 for bilge hoops. 
Six-hoop container with special center hoop of same width and gauge 
as bilge hoops is authorized in place of the 8-hoop container, if tim- 
bers are thoroughly kiln dried and the center hoop is driven tightly 
into place immediately before shipment. : : 

Effective until June 1, 1926, 10-hoop 50-gallon container is author- 
ized in place of the 8-hoop 50-gallon container, if head and bilge 
hoops are not less than 17 gauge and 1 11/16 inches in width, and 
all other hoops are not less than 18 gauge and 1 7/16 inches in width. 


SEEK REDUCED INTEREST ON LOANS 


The Railroad Owners’ Association, through J. D. Shatford, 
chairman, has prepared for submission to members of Congress 
an appeal for legislation reducing from 6 per cent to 3 or 3% 
per cent the interest rate on railroad indebtedness to the govern- 
ment as the result of federal control. 

A memorandum prepared by the association reviews the 
conditions that brought about the indebtedness of the railroads 
to the government and sets forth that the rates of interest on 
loans to foreign governments have been reduced to from 3 to 3% 
per cent, while the railroad indebtedness bears 6 per cent 
interest. 

The association says that as the loans to the railroads were 
a result of the “necessities of war,” the railroad stockholders 
feel that the railroads are entitled to the same rate of interest 
accorded foreign governments on their loans. 

An effort at the last session of Congress to get legislation 
reducing the rate of interest failed. 


PARCEL POST REGULATIONS 


Referring to a parcel post regulation governing parcel post 
merchandise to Turkey for commercial purposes published in 
The Traffic World of October 17, p. 914, W. Irving Glover, sec- 
ond assistant Postmaster General, says: 


Referring to notice issued by this office under date of October 10, 
which was published in Postal Bulletin of October 13, 1925, the Turkish 
representative at New York now informs this office that the certificate 
of origin, after being sworn to by the sender before a notary public, 
can be authenticated by an American chamber of commerce, as well 
as by such Turkish representative in those instances where the 
packages are mailed at distant points and delay would be occasioned 
by having the certificates of origin authenticated at New York. 


W. Irving Glover, second assistant postmaster general, has 
issued the following: 


Information has been received to the effect that in future all 
parcel-post packages addressed for delivery in the Union of Social- 
istic Soviet Republics must be sealed with wax, lead, or other seals. 
and all seals affixed to each parcel shall bear a distinct imprint 
employed by the sender or by the office of origin. 

In addition to the above, the customs declaration attached to each 
parcel must indicate, in addition to the information called for by 
Form 2966, a statement showing the quantity of each kind of merchan- 
dise inclosed and the gross weight of the entire parcel; also a state- 
ment as to whether or not the parcel is sent for commercial purposes. 

Any parcel received in the Union of Socialistic Soviet Republics 
which does not comply with the requirements set forth above will 
be returned to origin. 

This information should be added to the item ‘‘Union of Social- 


istic Soviet Republics,’’ appearing on pages 250 and 251 of the annual 
Postal Guide for 1925. 





Novem] 


November 14, 1925 THE TRAFFIC WORLD 


MINNEAPOLIS 2 
INNESOT_A 
Albert Lea 6 


© PITTSBURG 


PARKER ENGRAVING CO,, ST. LOU 


WABASH FREIGHT FACILITIES IN TOLEDO, OHIO 


The Wabash Freight House is conveniently located near. the business section of 


Toledo. Through merchandise cars are operated to and from principal cities, both 
east and west. 


Team Tracks for unloading carload freight are located at Sumner Street and 
Broadway, also adjacent to the freight house. 


Wabash rails extend east and west from Toledo, reaching the following cities: 


Buffalo, N. Y. Hannibal, Mo. 
Chicago, Ill. Kansas City, Mo. 
Danville, Ill. Keokuk, Ia. 
Decatur, Ill. Omaha, Neb. 
Des Moines, Ia. Ottumwa, Ia. 
Detroit, Mich. Quincy, Ill. 

East St. Louis, Ill. St. Louis, Mo. 
Ft. Wayne, Ind. Springfield, Il. 


Wabash fast freight trains operating direct to the above cities are scheduled to 
connect with trains of all principal trunk lines, thus insuring through quick service 
to points beyond. 

For information regarding rates and through service write 

D: E. GILBERT, Division Freight Agent, 440 Spitzer Building, Toledo, Ohio Sey “FOLLOW THE FLAc” 
( : 
General Office: Railway Exchange Building, St. Louis, Mo. \ \ 

\ ARK, 


ROUTE YOUR FREIGHT—CARE WABASH 
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Note. items in the Docket marked with an asterisk (*) are new, 
having been added since the last issue of The Traffic World. Cancel- 
lations and postponements announced too late to show the change in 
this Docket will be noted elsewhere. 


November 16—Washington, D. C.—Examiner Mullen: 
9200—Railway Mail Pay. 


November 16—San Francisco, Calif.—Examiner Wagner: 
1700—Rate Structure Investigation. 
Ex Parte 87—Revenues in Western District. 
November 16—Argument at Washington, D. C.: 
15615 (and Sub. Nos. 1 to 6, incl.)—Artesian Ice & Cold Storage Co. 
vs. Santa Fe et al. 
15590—Skinner Mfg. Co. vs. A. & W. P. R. R. et al. 
16211—Mapl-Flake Mills, Inc., vs. Santa Fe et al. 
15737—Fortune Products Co. et al. vs. Santa Fe et al. 
15866—Skinnr Mfg. Co. vs. Ariz. Eastern Ry. Co. et al. 
'16258—The Grand Island Chamber of Commerce, Grand Island, 
Nebr., for and in behalf of the Donald Company vs. C. B. & Q. 
R. R. Co et al. 
November 16—Columbus, O.—Examiner Kettler: 
17252—The Pure Oil Co. et al. vs. Santa Fe et al. 
November 16—Washington, D. C.—Examiner Conway: 
Valuation No. 503—In re tentative valuation of the property of West 
Virginia Northern R. R. Co. 
November 16—Washington, D. C.—Examiner Rasch: 
Val. Dkt. No. 484—In re tentative valuation of the property of the 
Red River and Gulf Railroad. 
November 16—Washington, D. C.—Examiner Sweet: 
Finance No. 3706—Excess Income of the Duluth & Iron Range Rail- 
road Co. (Further hearing.) 
November 16—Washington, D. C.—Examiner Marchand: 
Valuation No. 368—In re tentative valuation of the properties of 
the Duluth & Iron Range R. R. Co. 
Valuation No. 369—In re tentative valuation of the properties of 
the Duluth, Missabe and Northern Ry. Co. et al. 
November 16—Washington, D. C.—Assistant Director Burnside: 


Finance No. 3898—Excess Income of the Richmond, Fredericksburg 
& Potomac R. R. Co. 


November 17—Washington, D. C.—Examiner Johnston: 


Valuation No. 536—In re tentative valuation of the property of the 
Central Transfer Ry. and Storage Co. 


November 17—Columbus, O.—Examiner Kettler: 
17187—The Ohio Farm Bureau Federation et al. vs. N. & W. Ry. 


November 17—Arguments at Washington, D. C.: 

Valuation No. 260—In re tentative valuation of the property of the 
Pere Marquette R. R. Co. et al. 

Valuation No. 312—In re tentative valuation of the properties of 
the Georgia R. R. (Lessee Organization) et al. 

Valuation No. 320—In re tentative valuation of the property of the 
Wisconsin & Michigan Ry. Co. 

Valuation No. 343—In re tentative valuation of the property of the 
Norfolk & Western Ry. Co. 

Valuation No. 402—In re tentative valuation of the property of the 
Uintah Ry. Co. 

Valuation No. 443—In re tentative valuation of the property of the 
La Salle & Bureau County R. R. Co. 

November 17—Washington, D. C.—Examiner Gaddess: 

1. & S. No. 2473 (ist, 2nd, 3d and 4th sup. order)—Brass, bronze 
and copper ingots, pig, scrap and related articles in Official Classi- 
fication Territory. 

November 18—Washington, D. C.—Examiner Brown: 

Finance No. 5054—Application Pennsylvania R. R. Co. for authority 
to acquire control of the Western Allegheny R. R. Co. by pur- 
chase of capital stock. 

November 18—Argument at Washington, >. Yc 
15559—Western Indiana Gravel Co. vs. ¥. C. & St. L. RB. R. Co. 


et al. 

15705—Tomahawk Kraft Paper Co. vs. C. & N. W. Ry. Co. et al. 

15728—Sioux City Live Stock Exchange vs. C. & N. W. Ry. Co. et al. 

November 18—Fargo, N. D.—Examiner Fleming 

17399—Board of eo Commissioners of the State of South Da- 
kota vs. C. & N. W. Ry. Co. et al. 

il. & S. No. 2469, and ist supplemental order—Grain and grain prod- 
ucts from, to and between Illinois, lowa, Minnesota, North Dakota, 
South Dakota, and Wisconsin points. 

17315—Farmers Grain Dealers’ Association of N. D. et al. vs. Gt. 
Nor. Ry. Co. et al. 

17265—Commercial Club of Fargo, N. D., et al. vs. BL. F. & L F, 
Ry. Co. et al. 

* 12744 et al.—Filed by C. M. & St. P. Ry. (H. E. Byram, Mark W. 
Potter and Edward J. Brundage, receivers)—In re rates for trans- 
portation grain and grain products. 

es North Dakota Fair Freight Rate Association et al. 

B. & O. R. R. et al. 
* 1. & S. No. 2469 (2nd supplement)—Grain and grain products from, 


to and between Illinois, Iowa, Minnesota, North Dakota, South 
Dakota and Wisconsin points. 


November 19—Brownwood, Tex.—Railroad Commission of Texas: 
Finance No. 4296—Application of the Brownwood North & South 
Railway Company for a certificate of public convenience and 
necessity authorizing the abandonment of its railroad. 
November 19—Argument at Washington, D. C.: 
15912—Ohio Farm Bureau Federation et al. vs. A. & W. Ry. Co. et al. 


' 15795—H. L. Cheney, trading as the Cheney Pulp & Paper Co. vs. 
A. C. & Y. Ry. Co. et al. 


15630—W. B. Ahern Brokerage Co. et al. vs. A. C. L. R. R. Co. et al. 
November 20—Montgomery, Ala.—Examiner Cassidy: 
l. * S. No. 2535—Concentration of cotton at Montgomery and Selma, 


Ala. 
— Montgomery Cotton Exchange et al. 


I 





vs. 


ve L. aN. RR. 


November 20—Detroit, Mich.—Examiner ogo 
14881—-Continental Sugar Cc wa. N. ¥. C. BK. RR. ot al. 
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November 20—Argument at Washington, D. C.: 

16094 (and Sub. Nos. 1 to 19, incl.)—Krauss Brothers Lumber (Co, 
vs. Director-General, as agent, G. & S. I. R. R. Co. et al. 

16476—Manget Brothers Co. vs. A. C. R. R. et al. 

November 21—Argument at Washington, D. C.: 

16291—Georgia Quincy Granite Co. vs. A. C. L. R. R. et al. 

16749—Williams-Thompson Co. vs. A. & W. P. R. R. et al. 

November 23—Washington, D. C.—Examiner Davis: 

* Finance No. 5159—Joint application of the Commonwealth Telephone 
Co. and the Merchants Telephone Co. for a certificate of ad- 
vantage and public interest. 

November 23—Ocala, Fla.—Examiner Cassidy: 

Finance No. 5052—Hearing upon application filed by S. A. L. Ry, 
Co. under Section 20a of the Interstate Commerce Act for author- 
ity to assume obligation or liability of applicant as guarantor or 
endorser of certain proposed first-mortgage 10-year 5 per cent gold 
bonds of Tavares & Gulf R. R,. Co. 

Finance No. 5053—Hearing upon application filed by Tavares & 
Gulf R. R. Co. under Section 20a of the Interstate Commerce Act 
for authority to issue, $425,000 of first mortgage 10-year 5 per 
cent gold bonds, Series A. 

Finance No. 4871—Application Seaboard Air Line Ry. Co. for au- 


thority to acquire control of the Tavares & Gulf R. R. Co. by pur- 
chase of capital stock. 


November 23—Washington, D. C.—Examiner Law: 
Finance No. 3633—Excess Income of the Bessemer & Lake Erie 
Railroad Company. 
November 23—Argument at Washington, D. C.: 
15228 and Sub. No. 1—The Board of Railroad Commissioners of the 
State of Iowa vs. A. & S. R. R. et al. 
15266—Lehigh Portland Cement Co. vs. Santa Fe et 7. 
15629—The Atlas Portland Cement Co. vs. C. B. & Q. R. R. Co. et al. 
15299 (and sub. No. 1)—Hannibal Shippers’ Assn. vs. Santa Fe et al. 
15860—Dolese Brothers Co. vs. C. R. Il. & P. Ry. et al. 
November 23—Chicago, Ill—Examiner Disque: 


16510—American Feed Manufacturers Assn. et al. vs. A. & S. Ry. 


Co. et al. 
November 23—Washington, D. C.—Examiner Van Meter: 
Finance No. 3926—Excess income of the Louisiana & Pacific Rail- 


way Company. 


November 23—Washington, D. C.—Examiner Walsh: 
Valuation No. 528—In re tentative valuation of the Sibley, Lake 
Bisteneau & Southern Ry. Co. 


Valuation No. 589—In re tentative valuation of the property of the 
Louisiana & Pacific Ry. Co. 


Valuation No. 565—In re tentative valuation of the property of the 
Woodworth & Louisiana Central Ry. Co. 
November 23—Washington, D. C.—Examiner Macomber: 
Valuation No. 532—In re tentative valuation of the property of the 
Raquette Lake Railway Company. 
November 23—Washington, D. C.—Examiner Marchand: 
Valuation No. 366—In re tentative valuation of the property of the 
Pittsburgh, Bessemer and Lake Erie R. R. Co. 
Valuation No. 365—In re tentative valuation of the properties of 
the Bessemer & Lake Erie R. R. Co. et al. 
November 23—Washington, D. C.—Examiner Faris: 
Valuation No. 168—In re tentative valuation of the property of Chi- 
cago, Indianapolis & Louisville Ry. Co. et al. 
November 24—Chicago, Ill.—Examiner Jewell: 
1. & S. No. 2533—Butter and lard tubs, meats and packing house 
products from and to southwestern points. 
November 24—Argument at Washington, D. C.: 
' 15761—Fifth and Ninth Districts Coal Traffic Bureau vs. C. R. I. & 
P. Ry. Co. et al. 
November 25—Chicago, Ill.—Examiner Disque: 
* 1. & S. 2543—Linseed oil from Chicago, Il. 
destinations in Ohio. 
November 27—Chicago, Ill—Examiner Disque: 
Il. & S. No. 2542—Concrete roofing slabs from Chicago Group points 
to Central Freight Association territory. 
November 27—Argument at Washington, D. C.: 
—— Chamber of Commerce et al. vs. W. Md. Ry. Co. 


, and related points to 


et al. 
15819—Garret and Ce., inc. va. &.. ¥. €. RK. R.. et al. 
15861—Metal & Thermit Corp. va. C. R. R. of N. J. et al. 


November 28—Chicago, Ill.—Examiner Disque: 
* 1, & S. No. 2544—Transportation of caretakers of live poultry from, 
to, and between points in the southwest. 
November 28—Argument at Washington, D. C.: 
16178—Jamestown Chamber of Commerce vs. 2. R. R. Co. et al. 
16303—Public Service Cup Co. et al. vs. Cc. &. R. Co. et al. 
a a i ae Metals Corp. vs. C. R. a. of N. 7 et al. 
. & S. No. 2416—Terne Metal from Eastern Points to Eastern and 
"Central Territory. 
November 28—Argument at Washington, D. C.: 
* Finance No. 3525—Application Aroostook Valley R. R. Co. for au- 


thority to construct an extension of its line in Aroostook county, 
Maine. 
November 30—Washington, D. C.—Commissioner Cox: 


* 17021—Investigation of Chicago, Milwaukee & St. 
November 30—Washington, D. C.—Examiner Davis: 
* Finance No. 4943—Application of Norfolk & Western Ry. Co. for 

authority to acquire control, by lease, of the Virginian Ry. 
November 30—St. Louis, Mo.—Examiner Disque: 

1. & S. No. 2529—Switching at St. Louis, Mo., and East St. Louis, 
Ill., also between St. Louis, Mo., and surburban stations in 
Missouri. 

November 30—Washington, D. C.—Examiner Harraman: 

ie 9am Port Commission vs. C. & O. Ry. Co. eta 

. & S. No. 2531—Woodpulp between C. & O. Ry. stations : ‘virginia. 
Perit 30—Argument at Washington, D. C.: 

16170 (and Sub. No. 1)—Eastern Lime Manufacturers’ Traffic Bureau 

et al. vs. Akron & Barberton Belt R. R. Co. et al. 


Paul Ry. Co. 
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International 
Harvester 
Trucks 


in the 


New York 


Subway 


TRAFFIC 


IG JOBS want big trucks—trucks that dominate in quality, 
brute power, experience, and instant service. 


That’s why there are several fleets of Internationals in 
the New York subways, hauling the celebrated trap-rock and 
granite of Manhattan out from under the feet of New Yorkers. 
Here, on one of the biggest jobs in America, where the reserve 
supply of stamina and dependability gets a thorough testing, 
International Trucks fill the bill month in month out. Exclusive 
features—removable cylinders, ball-bearing crankshaft, auxiliary 
springs, steer-easy steering gear, and many others—all prove 
their worth in work like this. 

International Trucks are popular in every conceivable line of 
business. Put your hauling in their hands. Rely on them for steady 
service year by year and you will get economy to boot. Sizes— 
2,000-Ib. Speed Truck to 10,000-Ib. Heavy-Duty Truck (max. cap.) 
As for service, remember that International has 111 branches— 
largest Company-owned truck service organization in the world. 


Write for specific information and address of nearest showroom 


INTERNATIONAL HARVESTER COMPANY 


606 S. Michigan Ave. Of America Chicago, III. 
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November 30—Jacksonville, Fla.—Examiner Cassidy: 
* 15448—Williamson, Inman & Stribling vs. L. & N. R. R. et al. 
16900—Atlantic Cotton Association et al. vs. A. C. & Y. Ry. et al. 
Portions Fourth Section Application 542 et al. 
16572 (and Sub. Nos. 1 and 2)—Weatherford, Crump & Co. vs. A. & 
R. R. R. Co. et al. 
'16527—August Cotton Exchange et al. vs. Ga. & Fla. Ry. et al. 
November 30—Washington, D. C.—Examiner Rasch: 
' Valuation No. 519—In re tentative valuation of the property of the 
St. Louis & Hannibal R. R. Co. 
November 30—Minneapolis, Minn.—Examiner Keeler: 
17000—Rate Structure Investigation. 
‘ Ex Parte 87—Revenues in Western District. 
November 30—Sioux City, Ia.—Examiner Flynn: 
* 1. & S. No. 2539—Grain and Grain products from Iowa and South 
Dakota to Colorado and Utah. 
November 30—Louisville, Ky.—Examiner McChord: 
* 17368—Knight & Kennett vs. L. & N. R. R. et al. 
December 1—Washington, D. C.—Examiner Brinkley: 
* Valuation No. 192—New York, Ontario & Western Ry. Co. et al. 
December 1—Argument at Washington, D. C.: 
1. & S. No. 2352—Proportional rates on live stock from Chicago and 
related points to C. F. A. and Trunk Line points. 
1. & S. No. 2413—Proportional rates on live stock from Chicago and 
related points to C. F. A. and Trunk Line points (2). 
December 1—Washington, D. C.—Examiner Gibson: 
Valuation No. 112—In re tentative valuation of the property of the 
Grand Canyon Ry. Co. 
Valuation No. 137—In re tentative valuation of the property of 
Sunset Ry Co. 
Valuation No. 348—In re tentative valuation of the properties of Gulf, 
Colorado and Santa Fe Ry. Co., the Cane Belt R. R. Co., the 
Concho, San Saba and Llano Valley R. R. Co., The Gulf and 
Interstate Ry. Co. of Texas Gulf., Beaumont & Great Northern 
Ry. Co,. the Texas & Gulf Ry. Co., Port Bolivar Iron Ore Ry. Co., 
and Jasper and Eastern Ry. Co. 
Valuation No. 579—In re tentative valuation of the properties of the 
Panhandle & Santa Fe Ry. Co. et al. 
Valuation No. 597—In re tentative valuation of the property of the 
Pecos and Northern Texas Ry. Co. 
Valuation No. 625—In re tentative valuation of the properties of the 
Santa Fe et al. 
December 1—Washington, D. C.—Examiner Boyden: 
'Valuation No. 370—In re tentative valuation of the 
Minneapolis, St. Paul & Sault Ste. Marie Ry. Co. 
‘Valuation No. 406—In re tentative valuation of the properties of 
Wisconsin Central Ry. Co., et al. 
‘ Valuation No. 326—In re tentative valuation of the property of the 
Wisconsin & Northern R. R. Co. 
‘Valuation No. 542—In re tentative valuation of the property of 
the Minnesota Northwestern Electric Ry. Co. 
December 2—Washington, D. C.—Commissioner Lewis: 
Finance No. 3672—Excess income of the Chicago & Illinois Midland 
Railway Company. 
December 2—St. Louis, Mo.—Examiner Disque: 
1. & S. No. 2483—Coal Southern Illinois to St. Louis, Mo., and re- 
lated points. 
December 2—Argument at Washington, D. C. : 
1. & S. No. 2481—Petroleum from Arkansas to Louisiana and Texas. 
December 2—Washington, D. C.—Examiner Conway: 
Valuation No. 540—In re tentative valuation of the property of Bath 
& Hammondsport R. R. Co. 
December 2—Nashville, Tenn.—Examiner McChord: 
* 17450—W. G. Bush & Co. vs. L. & N. R. R. et al. 
December 3—Chattanooga, Tenn.—Examiner McChord: 


- wwe? Clay Manufacturing Co. vs. A. G. S. 


property of 


R. R. et al. 

- & S. No. 2509 and ist supplement—Agricultural implements and 
farm wagons from southeast to Mississippi Valley territory. 

* Portions Fourth Section Application 542 et al. 

December 3—Aberdeen, S. D.—Examiner Flynn: 

* 17451—Beatrice Creamery Company vs. C. M. & St. P. Ry. et al. 
December 3—Argument at Washington, D. C.: 

Finance No. 4036—Lease of Tionesta Valley Railway by Susque- 
hanna & New York Railroad. ‘ 

Finance No. 3284—In re the matter of the application of J. L. Lan- 
caster and C. L. Wallace, as receivers of the Texas & Pacific Ry. 
Co., for a certification of public convenience and necessity author- 
izing the abandonment and dismantling of the Midland & North- 
western Railway. 

December 3—El Centro, Imperial County, California—Railroad Com- 
mission of California: 

Finance No. 5086—Application Southern Pacific Co. for authority to 


acquire control of Holton Inter-Urban Ry. Co. by purchase of cap- 
ital stock. 
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December 3—Washington, D. C.—Examiner Gray: 
Valuation No. 256—In retentative valuation of the property of the 
Duluth, South Shore & Atlantic Ry. Co. 


December 4—St. Louis, Mo.—Examiner Disque: 

* Fourth Section Application 12756 filed by C. 

re rates transportation coal. 

December —on at ee yy cz 
10049—Sugarlan way Company. 
15410—United Fig & Date Co. et al. vs. A. C. L. R. R. Co. et al. 

December 7—Wichita, Kan.—Examiner Disque: 

* 1. & S. No. 2537—Transit privileges on grain at Missouri River 

points. 

* 17124 (and Sub. Nos. 1 and 2)—Cuthbert Cut Stone Co. vs. St. L.- 

S. F. et al. 


December 7—Washington, D. C.—Examiner Halderman: 
Valuation No. 510—In re tentative valuation of the property of the 
Minneapolis & St. Louis R. R. Co. 
December 7—Dallas, Tex.—Examiner Keeler: 
' 17000—Rate Structure Investigation. 
‘ Ex Parte 87—Revenues in Western District. 
December 7—Washington, D. C.—Examiner Kelley: 
Val. Dkt. No. 390—In re tentative valuation of the property of the 
ne Se Railroad Company. 
Val. Dkt. No. 391—In re tentative valuation of the property of the 
Bay Shore Connecting Railroad Company. 
Val. Dkt. No. 392—In re tentative valuation of the Allentown Ter- 
minal Railroad Company. 
Val. Dkt. No. 401—In re tentative valuation of the properties of the 
Central Railroad Company of New Jersey et al. 
Val. Dkt. No. 417—In re tentative valuation of the property of the 
DeCember 7—Helena, Mont.—Examiner Flynn: 
* 17379—Sherman & Reed vs. C. M. & St. P. Ry. and receivers. 
December 7—Washington, D. C.—Examiner Marchand: 
Valuation No. 364—In re tentative valuation of the property 
Cc. C. & O. Ry. et al. . 
Valuation No. 377—In re tentative valuation of the property 
GS. €. oo. ae. «a 8. C. 
Valuation No. 381—In re tentative valuation of the property 
Black Mountain Ry. Co. 
December 7—Washington, D. C.—Examiner Woodrow: 
Valuation No. 520—In re tentative valuation of the property 
Reynoldsville & Falls Creek R. R. Co. 
December 7—Washington, D. C.—Examiner Walsh: 
Valuation No. 568—In re tentative valuation of the property 
Silverton Northern R. R. Co. 
December 7—Washington, D. C.—Examiner Folsom: 
Valuation No. 558—In re tentative valuation of the property 
Beaver Valley Railroad Company. 


SEABOARD AIR LINE CONSTRUCTION 


The Trafic World Washington Bureau 


The Commission, late November 13, issued a decision ap- 
proving the applications of the Seaboard Air Line and affiliated 
lines to build new lines of railroad on the east and west coasts 
of Florida, and to finance the cost of construction by issuing 
and selling twenty-five million dollars of bonds. Commissioner 
Eastman dissented. 
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APPROVES CONSOLIDATION 


The Rochester, N. Y., Chamber of Commerce has approved 
the principle of voluntary railroad consolidation when found to 
be in the public interest and subject to the transportation act. 
In taking its action the Chamber of Commerce pointed out that 
Rochester was served by the B. R. & P., the Erie, the Lehigh 
Valley, the New York Central and the Pennsylvania and that it 
had in mind the application of the following principle in any 
grouping of the lines which now serve Rochester: 


1. That in the consolidation of the carriers within Trunk Line 
Territory there be such allocation of lines serving Rochester as will 
preserve for Rochester, as fully as possible and wherever practicable, 
existing competition, routes and channels of trade and commerce. 

That the proposed consolidation of the Erie and Nickel Plate 
railroads, now before the Interstate Commerce Commission for ap- 
proval, will foster and promote commerce and preserve routes and 
channels of trade for Rochester pursuant to the foregoing principle 
and is fdr that reason approved, providing it should be determined 
by the Interstate Commerce Commission that such consolidation 
complies with the requirements of the law. 


“TRAFFIC SERVICE” 


Interstate Commerce Cases 
Rate Compilations 

Traffic Statistics 

ICC Reports Furnished 


Advisory Service on ICC Procedure 
and the Law of Carriers 

Rate Quotations 

Tariff Interpretations 


Loss and Damage Claims 
Overcharge Claims 
Freight Bills Audited 
Routings 


INTERSTATE TRAFFIC COMPANY 


TRAFFIC MANAGERS 


319-320 TRANSPORTATION BUILDING 
Washington, D. C. 


J. M. SMITH, Manager 
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Since every turn of every car wheel 
involves expense, it is costly for 
shippers to send merchandise the 
long way around. 


Still, many of them are uninten- 
tionally doing so, at a cost far in 
excess of the amount involved 
should Trans-Continental Freight 
be retained to route their ship- 
ments right. 


There is a tremendous saving in 
routing—and in taking advantage 
of carload rates for l.c.l. shipments. 


It will pay you to consult 
our nearest branch 


Trans-Continental Freight Co. 


General Offices: 7 South Dearborn St., Chicago 
Eastern Offices: Woolworth Bldg., New York City 


BRANCH OFFICES 


Leos Angeles, Cal. e 

Minneapolis, Minn. 

Philadelphia, Pa. 

Portland, Ore. 

St. Paul, Minn. 

Detroit, Mich. Salt Lake City, Utah 

Kansas City, Mo. San Francisco, Cal. 
Seattle, Wash. 


Boston, Mass. 
Buffalo, N. Y. 
Cincinnati, Ohio 
Cleveland, Ohio 
Denver, Colo. 


Consolidators of machinery, merchan- 
dise, household goods, automobiles, 
etc., for more than 27 years. 
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at the great 


KENNA TERMINAL 


To get the goods we manufacture from where they are made to where they are wanted, most speed- 
ily, directly and economically and with least handling—that is what we must accomplish if we are to 


serve humanity and industry adequately and profitably. 


Enterprising financiers and great corporations have taken a hand in trying to solve this problem 


of distribution. 


Six Million People Within Ten Miles 


In all parts of the country efforts have been and are being made 
to meet local conditions. Here, in the most congested area in the 
country—the great metropolitan district, with its 6,000,000 or more 
people within a radius of 10 miles, and its 17,000,000 within 100 
miles—that task of distributing goods we manufacture as well as 
the goods from all over the world, which we use—has become most 
acute. Here the problem reaches its peak. And here it must be met. 

New York and Newark with their port developments have 
helped mightily, but outstanding among the developments of the past 
few years is the conversion of the U. S. Army Supply Base, created 
during the late war because of its strategic position for storage and 
distribution to all ports of Eastern United States and to foreign 
ports as well—into a great terminal for warehousing, light manu- 
facturing and distributing. 


Covering Eastern States 


Kenna Terminal, as it is now known, affords fa- 
cilities unequalled for the distribution of merchan- 
dise—not only to Manhattan, but to the entire East 
—not only by train and boat, but by motor truck. 

All the great trunk line railroads entering the 
Port of New York converge in Newark. There are 
three break-up yards in the immediate vicinity of 
nt Newark, and four more within a five mile 
radius. 


Over 85 per cent of the rail traffic entering the 
Port of New York passes through Newark and even- 
tually reaches New York piers by means of light- 
erage. 


Further Facts, Maps, Diagrams, etc., on request. 


Address Charles Milbauer, General Manager 


KENNA TERMINAL 


P. O. Box 504 


Vad leat 
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Newark, New Jersey, U.S. A. 
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A Dependable Railway 


A new world’s record for continuous locomotive performance was made in the 
latter part of September when Great Northern Engine No. 2517 completed a trip of 


3,588 miles without stops other than for fuel and water. 


Leaving Seattle at 4:30 P.M. Friday, September 25, with a Silk Train of 19 cars, 


this engine arrived in St. Paul at 11:05 P. M. Sunday night. 


Then at 9:05 Mon- 


day morning it started on its return journey pulling the 9 cars of the Fast Mail 
Train to Seattle, easily maintaining its 4714-hour schedule for the 1,794 miles, 
arriving in Seattle at 6:15 A. M. Wednesday, September 30, in excellent condition. 


In less than five days this engine had been in active service for 99 hours and 45 
minutes and had traveled 3,586 miles; a marvelous performance when you consider 
that the ordinary engine run is over a division of from 125 to 150 miles. 


Records like this are possible only when the equipment of 
the railroad is kept at the highest possible state of perfection; 
when the road-bed is of the latest construction, with curves 
eliminated, grades reduced to a minimum and tracks laid with 
heavy steel, and when the spirit of the men is back of the rail- 
road’s policy of Service. 


These are the things that have made the Great Northern 


Railway known to passengers and shippers, alike, as a DE- 
PENDABLE RAILWAY. 


Saint Paul, Minn. 
G. H. Smitton, Freight Traffic Manager 
A. J. Dickinson, Passenger Traffic Manager 
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Great Northern Railway 
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Transportation Problems Are Sometimes Annoying 


The Service Furnished by 


THE ELECTRIC RAILWAYS 


Is Your Solution 


OHIO—INDIANA— MICHIGAN 
Contain a Network of Electric Railways Furnishing 
SWIFT, SAFE, SATISFACTORY SERVICE 


Detailed Information 


CENTRAL ELECTRIC TRAFFIC ASSOCIATION 


L. E. EARLYWINE, Chairman INDIANAPOLIS, INDIANA 
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Take the Shortest Cut 
to Your Consuming Markets 


WE BRIDGE THE GAP 


THE U. S. DEPARTMENT OF 
COMMERCE 
advocates the use of merchandise 
warehouses with rail connections 
as a primary step to the elimina- 
tion of waste in distribution. 


HE Pennsylvania Railroad System invites you to 
T take advantage of the facilities which it offers for 
storage and distribution through the warehouses that 
it provides at strategic centers. 


These warehousing facilities will help to eliminate 
waste in your distribution process, saving you time and 
real money. They will furnish you with a prompt and 
efficient representation in your markets in ways which 
probably have not occurred to you. 


Write to any of the warehouses mentioned, and prompt 
and concise answers will be made to your inquiries. 


Whenever possible, consignments in care of these 
warehouses should be routed over the lines of the 
Pennsylvania Railroad System. 


’ f A, 
\ 
S ie 


RAILROAD 
SYSTEM 


Western Warehousing Co., Chicago, Ill. Pennsylvania Terminal Warehouse Co., St. Louis, Mo. F 
Keystone Warehouse, Harrisburg, Pa. Fort Erie Warehouse & Docks, Erie, Pa. Pan Handle Storage Warehouse, Cincinnati,O. [© | 
The Terminal Warehouse Co., Baltimore, Md. Merchants’ Warehouse Co., Philadelphia, Pa. Philadelphia ‘Tidewater Terminal. Philadelphia, Pa. 
Keystone Warehouse Co., Buffalo, N. Y. 
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Where they reach 





Wiggins Building 
Hippodrome Building 


@ CINCINNATI 
@® CLEVELAND 





Zz 


Ellicott Square Building 


@ CHICAGO 
Southern Pacific Bldg. 


@ BUFFALO 
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Se z&8 ESTLING among the foothills of the 
ayo@ eastern slope of the Sierra Nevada is 
as Sz Reno, the attractive metropolis of Ne- 
EF 6° vada and the county seat of Washoe County. 
a Here is located the State University, noted 
® ® for its School of Mines. 








The beautiful Truckee River runs through 
the center of the city. Graceful bridges 
span the stream. Its banks and an island in 
the center of the river are nicely parked, 


























Union Trust Building 


Healey Building 


@ ATLANTA 
@ BALTIMORE 
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Truckee River, Reno, Nevada 






























and the artistic sense is further shown in 
broad, winding, tree-lined streets through 
the home section. The houses are set well 
back from the roadways, leaving wide, open 
spaces filled with well-kept lawns and pretty 
gardens that aid in making this one of the 
homiest spots in the West. 

Reno is an enterprising commercial dis- 
tributing point for the extensive area of 
agricultural land surrounding it, and also for 
the mining territories to the east and south. 


For information write, telegraph or phone 
& ‘“‘General Agent, Southern Pacific Lines’’ ® 


=—The Postman Knows Him 
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